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IN  THE  MATTER  OF  THE 

ARBITRATION 
between  the 
WESTERN  RAILWAYS 
and 
BROTHERHOOD  OF  LOCOMOTIVE 
ENGINEERS 
and 
BROTHERHOOD    OP    LOCOMOTIVE    FIRE- 
MEN AND  ENGINEMEN 

under  the  Act  approved  July  15,  1913,  hy  agree- 
ment dated  August  3,  1914. 

Chicago,  Illinois,  January  15,  1915. 

Met  pursuant  to  adjournment  at  10:05  o'clock  A.  M. 
Present:     Arbitrators  and  parties  as  before. 

G.  N.  DE  GUIRE  was  recalled  for  further  examination  and, 
having  been  previously  sworn,  testified  as  follows: 

Mr.  Carter:  Mr.  DeGuire,  last  evening,  I  believe,  we  had 
completed  the  applications  for  employment.  I  understand  that 
we  have  now  come  to  physical  applications  of  applicants  for 
employment.  Do  we  understand  that  these  are  two  distinct 
matters  ? 

Mr.  DeGuire :     Yes,  sir. 

Mr.  Carter :  First,  they  apply  for  employment  as  set  forth 
in  the  first  portion  of  this  book. 

Mr.  DeGuire:  And  afterwards  take  the  physical  examina- 
tion as  required. 

Mr.  Carter :     I  believe  you  explained  in  general  terms  what 
these  physical  examinations  set  forth  here — or  turn  to  page  28. 
Mr.  DeGuire :  .  Yes,  sir. 

Mr.  Carter :  I  notice  you  take  physical  examinations  of  the 
Northern  Pacific  Railway  Company.  Now,  will  you  go  through 
this  and  set  forth  what  they  do  on  the  Northern  Pacific  before 
a  man  gets  a  job? 

Mr.  DeGuire :     Well,  turning  to  page  28,  you  will  note  that 
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we  liavt*  "Circular  No.  7  (HovistMl),"  issued  !>>  the  Northern 
Pacific  I\ail\vay  Company  under  <hite  of  Marcli  1").  1})1.'!. 

This  circnhii'  provides  that  '"All  api)licants  foi-  ('nii>h)ynient 
in  engine,  train  oi-  yai'd  service,  nnist  undergo  the  |)rescrihed 
physical  exaniin<itions  hy  a  company  surgeon." 

Mr.  ('artor:  Now,  do  you  understand  that  Circular  7  in- 
cluded employes  in  other  branches  of  the  service,  as  well.' 

Mr.  l)e(iui]-c:  I  would  so  nnd<'rstand  fi"om  the  wordinj^'  of 
this  circular. 

Ml'.  (Jartei-:  Wm  misunderstooil  my  (piestion.  I  imy,  do 
you  understand  that  C'ircular  No.  7  would  a))])ly  to  employes  in 
other  sen'ices  than  are  named  hei-e,  "enyine,  train,  oi*  yard 
service" '! 

Mr.  DeCiuire:     Yes,  sir. 

Mr.  Carter:  Vou  luive  other  ciiculars  for  telegraph  oper- 
ators and  such  as  that? 

Mr.  DeGuire:  No,  sir,  1  understand  that  it  apjjlies  just 
exactly  as  it  reads, 

Mr.  Carter:  Then  I  ask  you  the  (piestion,  do  you  under- 
stand that  Circular  No.  7  ai)i)lies  to  other  than  engine,  train  or 
yard  service? 

Mr.  DeOuiic:  1  liaxc  no  knowledge  of  it  a))plying  to  other 
employes. 

Mr.  Carter:  This  would  indicate,  however,  that  it  was  a 
sj^ecial  circular  for  men  in  engine,  train  or  yard  service? 

Mr.  DeGuire :     Yes. 

Mr.  Carter:     What  else  does  it  show? 

Mr.  DeGuire:  It  also  shows  that  "Ai)plicants  for  employ- 
ment in  station,  train,  engine  or  yard  service,  and  others  whose 
duties  retjuire  them  to  use  colored  signals,  must  undergo  an 
examination  in  color  sense,  sight  and  hearing." 

Mr.  Carter:  Would  this  not  indicate  that  the  other  em- 
ployes would  not  be  subjected  to  such  an  examination  except 
those  who  were  required  to  use  color  signals,  and  their  exami- 
nation would  be  limited  to  color  sense,  sight  and  hearing? 

Mr.  DeGuire:  That  would  be  my  understanding  of  the 
circular. 

Mr.  Caiter:     That  is  your  understanding  of  it  ? 

Mr.  DeGuire:     Yes,  sir. 
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Mr.  Carter:  That  is,  the  examination  is  more  severe  for 
men  in  engine,  train  and  yard  service? 

Mr.  DeGnire:     Yes,  sir, 

Mr.  Carter:     What  does  the  next  paragraph  show,  3? 

Mr.  DeGiiire:  "P]mi)loyes  in  train,  engine  or  yard  service, 
on  January  1,  1909,  will  be  required  to  undergo  the  prescril^ed 
physical  examination  and  examination  in  color  sense,  sight  and 
hearing  prior  to  promotion." 

Mr.  Carter :  Would  you  presume  from  what  knowledge  you 
have  of  the  matter  that  if  a  man  was  able  to  pass  the  examina- 
tion as  a  locomotive  fireman  first  required,  and  then  during  his 
service  as  locomotive  fireman  (probably  because  of  the  character 
of  employment)  he  should  develop  some  physical  defect,  he  would 
then  be  denied  promotion  ? 

Mr.  DeGuire :  Well,  there  are  onlv  two  cases  that  I  can 
call  to  mind,  where  men  failed  to  pass  the  physical  examination 
that  they  were  required  to  take  prior  to  promotion. 

Mr.  Carter:  I  am  not  speaking  of  the  Chicago  &  North 
Western.  I  am  speaking  of  your  understanding  of  the  intent 
of  Article  3  of  the  Northern  Pacific  application,  which  says : 

"Employes  in  train,  engine  or  yard  service  on  January  1, 
1909,  will  be  required  to  undergo  the  prescribed  physical  exami- 
nation and  examination  in  color  sense,  sight  and  hearing,  prior 
to  promotion." 

I  asked  if  you  understand  by  this  paragraph,  that  if  a  fire- 
man who  had  passed  the  first  physical  examination  successfully, 
when  it  came  time  for  him  to  be  promoted  to  the  position  of 
engineer,  it  should  develop  that  because  of  his  labors  certain 
physical  defects  had  developed,  that  he  would  then  probably 
be  denied  promotion  to  the  position  of  engineer;  I  ask  you  just 
simply  your  understanding  of  that  rule. 

Mr.  DeGuire:  Why,  my  understanding  of  it  is  that  he 
would  be  required  to  be  in  good  health  or  they  would  not  conduct 
the  examination. 

Mr.  Carter :  If  he  failed  to  pass  the  examination  for  pro- 
motion, you  would  have  no  idea  what  they  would  do  with  him  ? 

Mr.  DeGuire:  1  haven't  any  idea  what  they  would  do 
with  him. 

The  Chairman:     Mr.  Carter,  would  not  one  naturallv  infer 
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from  the  reading  of  that  blank,  that  in  a  case  where  an  appli- 
cant faUed,  the  company  would  not  promote  him? 

Mr.  Carter:  Mr.  Chairman,  that  is  what  I  was  tr^-ino:  to 
bring  out  by  the  witness,  but  he  does  not  seem  to  understand 
my  question. 

The  Chairman:  It  occurs  to  me  that  the  verv  reading  of 
it  would  be  sufficient  for  the  Board. 

!Mr.  Carter:  Mr.  DeGuire,  do  you  believe  that  the  deny- 
ing of  promotion  to  men  who  have  developed  these  physical  de- 
fects is  necessary  because  of  the  severe  requirements  of  the 
service  as  an  engineer? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Carter:  You  do  not  protest  against  a  company  re- 
fusing to  promote  a  fireman  who  has  developed  these  defects 
while  he  was  firing,  do  you? 

Mr.  DeGuire:    Xo,  sir. 

Mr.  Carter:  It  is  simply  a  burden  that  is  placed  upon 
locomotive  firemen,  is  that  hot  true  ? 

Mr.  DeGuire:     That  is  true. 

Mr.  Carter:  Do  vou  believe  that  having  that  burden  to 
bear,  that  while  he  was  fiiins:  he  should  receive  a  rate  of  wasres 
conmiensurate,  not  only  with  his  duties,  but  the  danger  of  loss 
of  employment  because  of  physical  defects  ? 

Mr.  DeGuire :  I  believe  that  that  should  be  given  consider- 
ation in  establishing  rates  of  pay  for  these  men. 

Mr.  Carter :     Now.  turn  to  number  4. 

Mr.  DeGuire:  *'4.  All  employes  in  station,  train,  engine 
or  yard  service,  and  others  whose  duties  require  them  to  use 
colored  signals,  will  be  required  to  undergo  a  re-examination  in 
color  sense,  sight  and  hearing,  by  a  company  surgeon  every  four 
years." 

Mr.  Carter:  I  note  in  the  book  you  have  "Every  four 
years"  underscored.    Was  that  in  the  original  circular? 

Mr.  DeGuire:    Yes,  sir, 

Mr.  Carter :  That  would  have  the  same  effect  as  though  a 
man  was  not  promoted,  would  it  not  ? 

Mr.  DeGuire :    It  would  have  the  same  effect. 

Mr.  Carter:    "What  does  5  show? 

Mr.  DeGuire:  5  shows  that  *'Xo  one  will  be  permitted  to 
enter  the  employ  of  the  company  in  train,  engine  or  yard  service 
whose  Wsion  is  so  impaired  as  to  require  the  use  of  glasses." 
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Mr.  Carter:  Let  us  presume  that  a  man,  with  the  use  of 
glasses,  had  perfect  vision:  don't  you  believe  he  could  success- 
fully perform  the  services  prescribed  there? 

Mr.  DeGuire :     AVhy.  I  believe  that  he  could. 

Mr.  Carter :  Have  vou  anvthintr  else  to  read  that  vou  think 
should  be  called  to  the  Board's  attention? 

Mr.  DeGuire :  The  f ollowinof  paragraph  shows  that  they 
do  make  some  distinction  relative  to  the  use  of  glasses.  It  reads 
as  follows : 

"Employes  in  service  January  1,  1909,  whose  vision  there- 
after becomes  so  impaired  as  to  require  the  use  of  glasses,  will 
be  permitted  to  remain  in  service  until  their  vision  becomes  so 
impaired  as  to  be  unsafe  even  with  the  aid  of  glasses,  but  such 
employes  will  only  be  eligible  for  promotion  to  the  position  of 
engineer  or  conductor  with  the  approval  of  the  General  Superin- 
tendent of  the  district  upon  which  the  employes  are  engaged." 

Mr.  Carter :  From  your  observation,  isn't  the  use  of  glasses 
almost  necessary  for  all  persons  as  they  approach  the  age  of 
45  or  50  years  ? 

Mr.  DeGuire :     Yes.  sir. 

Mr.  Carter :  Do  you  believe  that  an  engineer  who  has  been 
promoted,  we  will  say.  at  the  age  of  30  or  35  years,  and  who 
has  served  the  railroad  faithfully,  without  any  demerits,  should 
have  his  employment  jeopardized  because  nature  makes  it  neces- 
sary for  him  to  wear  glasses  when  he  becomes  45  or  50  years 
of  age? 

Mr.  DeGuire:     Xo,  sir. 

Mr.  Carter :  If  an  engineer  is  thus  deprived  of  the  oppor- 
tunity to  serve  as  an  engineer  during  perhaps  the  best  period 
of  his  life,  by  nature's  defect,  don't  you  think  that  he  should 
receive  a  compensation,  while  he  is  able  to  run  an  engine,  that 
would  proWde  for  him  when  nature  prevents  him  from  running 
an  engine? 

Mr.  DeGuire:     I  certainly  do. 

Mr.  Carter:     "What  else  have  you? 

Mr.  DeGuire:     I'nder  Section  S  it  states: 

"Applicants  for  positions  only  requiring  visual  examina- 
tion will  pay  a  fee  of  $1.00  for  such  examination.  Applicants 
for  positions  requiring  both  physical  and  visual  examination 
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will  pay  $2.00  for  such  examination.  If  the  examination  of 
a]ii)licants  is  a]>])roved  by  the  Chief  Sui'i^eon,  the  amount  of  the 
examination  fee  will  be  deducted  from  the  first  month's  pay. 
If  the  a))])l!cation  is  not  ai)i)roved,  the  examination  fee  will  be 
paid  by  the  Railway  C'ompany.  All  other  examination  fees  will 
be  paid  by  the  Railway  Company." 

Mr.  Charter:  You  don't  know  whether  that  is  in  addition 
to  the  other  fee  or  not,  do  you? 

Mr.   l)e(iuire:     What  other  fee  do  you  refer  to? 

Mr.  Carter:  The  fee  that  has  to  be  provided  in  the  ai)pli- 
cation,  the  one  he  ai^rees  to  pay. 

Mr.  De(iuire:  The  fee  provided  in  the  application  is  sim- 
ilar to  this. 

^Ir.  Carter:  The  provision  in  the  application  is  that  he 
will  pay  this  fee? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Carter :  What  have  we  on  pages  30,  31,  32,  33  and  34 — 
the  remaining  ijortion  of  the  examination? 

Mr.  HeCiuire :  The  remaining  jjortion  of  this  examination 
in  etfect  on  the  Northern  Pacific  Railroad. 

Mr.  Carter:  As  briefly  as  you  can,  set  forth  the  princi])al 
points  brought  out  in  this  surgeon's  examination. 

Ml-.  I)e(ifuire:  On  ]^ages  30  and  31  you  will  find  a  form 
that  the  a])plic'ant  must  follow  out,  giving  his  physical  condi- 
tion. This  is  filled  out  in  the  presence  of  the  examining  surgeon, 
who  will  act  as  a  witness  for  the  apjjlication. 

Mr.  Carter :     Questions  Nos.  1  to — 

Mr.  DeGuire:     One  to  and  including  ten. 

Mr.  Carter :     One  to  five  is  family  history,  is  it  not  ? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Carter:     And  six  to  ten? 

Mr.  DeGuire:  Are  the  physical  questions  that  he  is  re- 
quired to  answer. 

Mr.  Carter:  And  there  is  a  certificate  of  the  accuracy  of 
his  answers? 

Mr.  DeGuire:  At  the  bottom  of  the  page.  Also,  '*In  con- 
sideration of  my  employment  by  said  company,  I  further  agree 
that  whenever  1  shall  sustain  any  personal  injury  while  in  the  ser-. 
vice  of  said  company,  T  will  allow  its  surgeons,  and  any  medical 
examiners  it  may  select,  to  examine  my  person  and  body  as  often 
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as  the  coiiipaiiy  may  deem  necessary  in  respect  to  the  alleged  in- 
jury, and  I  hereby  waive  all  o]),iections  to  such  surgeons  or  med- 
ical examiners  testifying  whenever  called  upon  by  the  company, 
and  I  further  agree  that  my  refusal  to  allow  any  such  exami- 
nation to  be  made  or  testimony  to  be  given  shall  be  a  bar  to 
the  institution  or  prosecution  of  any  action  on  account  of  such 
injuries,  and  any  action  pending  at  the  time  of  such  refusal  shall 
at  once  abate  in  consequence  thereof." 

Mr.  Carter :  That  ]iarticular  agreement  refers  to  the  phys- 
ical examination  because  of  a  law^suit — don't  you  think  it  would 
reach  back  to  the  other  examinations  |)rovided  in  the  other  i^art 
of  the  circular,  also,  that  he  agrees  that  he  shall  be  examined 
every  four  years,  and  so  on? 

Mr.  DeGuire :     I  should  think  so. 

Mr.  Carter:     What  do  you  have  on  page  32? 

Mr.  DeGuire :  On  pages  32  and  33  you  find  another  por- 
tion of  the  form  that  is  filled  out  by  the  examining  surgeon.  You 
will  note  question  1  requires  the  name  of  the  applicant. 

Mr.  Carter :  Without  going  into  the  detail,  show  in  general 
what  it  shows? 

Mr.  DeGuire:  Well,  questions  1  and  3 — 1  requires  a  de- 
scription of  the  applicant,  and  3,  the  general  development;  6, 
the  chest  measure;  7,  the  abdominal  measure;  8  requires  hands 
and  arms  — 

Mr.  Carter:  Kiglit  to  17  requires  the  recording  of  all  de- 
fects of  the  matters  set  forth  there? 

Mr.  DeGuire  :     P]igiiteen  covers  an  examination  of  the  heart. 

The  Chairman  :  Mr.  Carter,  I  do  not  want  to  unduly  rush 
this  matter,  or  curtail  the  evidence  in  any  way ;  but  could  he  not 
point  out  specifically  any  unreasonable  requirement,  or  any  re- 
quirement which  might  add  to  the  burdens,  which  we  may  con- 
sider in  arriving  at  the  wages  that  the  firemen  would  be  entitled 
to,  and  thus  get  along  a  little  faster? 

Mr.  Carter:  Our  purpose  in  emphasizing  this  examination, 
is  to  show  that  it  is  even  more  severe  than  any  insurance  com- 
pany requires,  or  that  the  United  States  Government  requires. 
We  would  want  to  show  that  a  locomotive  fireman  must  be  a  man 
perhaps  physically  su})erior  to  any  other  class  of  men  on  earth. 

The  Chairman  :     It  seems  to  me  that  it  goes  without  saying, 
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that  a  high  standard  is  ie(iuired  of  the  men,  and  there  might  he 
an  agreement  as  ])etween  the  parties  to  that  effect. 

Mr.  Carter :     We  slioiild  be  glad  to  have  that  agreement. 

Tlie  Chairman :  Tliat  tliey  are  required  to  take  a  rigid  ex- 
amination when  entering  the  service. 

Mr.  Sheean :  There  isn't  the  slightest  question  about  that, 
but  the  routine  adopted  by  different  roads  is  somewhat  different. 
There  is  no  question  but  that  the  railroad  companies  in  tlie 
Western  territorv  make  everv  effort  to  have  men  sound,  men- 
tally  and  ])liysically,  and  to  ascertain  also  as  to  their  honesty 
and  ability,  so  far  as  they  can. 

Mr.  Carter:  That  is  satisfactory  to  us,  with  the  under- 
standing that  our  contention  that  the  physical  ability  of  the  loco- 
motive fireman  entering  the  service  of  Western  railroads  must 
be  superior  to  that  of  men  entering  the  service  of  any  other 
industry. 

The  Chairman :  1  think  1  may  be  safe  in  saying  that  the 
Board  will  assume  that  it  is  A-No.  1  and  has  to'  be. 

Mr.  Carter :  Will  you  i)lease  turn  to  page  39.  Is  it  not  true 
that  the  synoi)ses  of  forms  of  medical  examinations  of  appli- 
cants for  employment  on  other  Western  railroads,  that  they  do 
not  vary  greatly  on  the  different  railroads  ? 

Mr.  DeGuire :     Yes,  sir. 

Mr.  Carter:  Some  are  very  severe  and  others  are  not  so 
severe  ? 

Mr.  DeGuire:  Some  are  verj^  severe.  Some  are  not.  In 
fact,  the  Milwaukee  Road,  I  understand,  does  not  require  any 
physical  examination. 

Mr.  Carter:  We  have  three  pages  devoted  to  the  physical 
examinations  required  prior  to  promotion. 

Mr.  DeGuire:  It  is  reports  that  we  have  received  on  the 
members  of  the  Brotherhood  of  Locomotive  Firemen  and  En- 
ginemen,  and  general  chairmen  on  Western  roads. 

Mr.  Carter:  Isn't  it  a  fact  that  these  replies  are  very  in- 
complete. For  instance,  the  first  reply,  from  the  Atchison,  To- 
peka  &  Santa  Fe  (Eastern  and  Western  Lines),  which  simply 
says  ' '  Must  pass  a  rigid  examination  as  to  color  sense  and  hear- 
ing; also  strict  physical  examination,"  and  that  the  replies  by 
other  correspondents  give  different  replies ;  would  you  consider 
a  very  brief  reply  to  mean  that  there  was  a  very  mild  examina- 
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tion  on  that  road,  or  simply  that  the  correspondent,  did  not  go 
into  the  subject  very  deeply? 

Mr.  DeGiiire :  My  understanding  would  be  that  that  an- 
swer would  vary,  due  to  the  fact  that  one  man  might  give  you  a 
detailed  explanation,  and  the  other  man  might  just  say,  ''An 
examination  is  required." 

Mr.  Carter:     That  is  all. 

The  Chainnan:     Anything  further,  Mr.  Carter? 

Mr.  Carter:     That  is  all. 

The  Chairman :     The  witness  is  with  you,  Mr.  Sheean. 

CROSS   EXAMINATION. 

Mr.  Sheean :  Mr.  DeGuire,  will  you  turn  to  page  5  of  your 
exhibit,  please?  Do  you  know  how  long  a  form  in  substantially 
this  form  that  you  have  set  out  here  has  been  in  use  by  the  Santa 
Fe  Railway  Company  ? 

Mr.  DeGuire :  I  have  no  knowledge  as  to  the  length  of 
time  it  has  been  in  use. 

Mr.  Sheean :  Do  you  know  of  any  complaint  by  any  of  the 
Santa  Fe  employes  as  to  the  use  of  any  particular  form  during 
all  of  this  time? 

Mr.  DeGuire :     No,  sir. 

Mr.  Sheean:  Do  you  know  of  any  change  that  has  been 
made  in  that  respect  at  all  since  the  last  Concerted  Wage  Move- 
ment of  1910? 

Mr.  DeGuire :  I  have  made  no  investigation  to  ascertain  if 
there  has  been  any  change. 

Mr.  Sheean:  As  shown  on  page  5,  the  same  form  of  appli- 
cation blank  is  used  not  only  by  firemen  and  engineers  but  also 
by  all  persons  seeking  employment  as  agents,  operators,  sta- 
tion baggagemen,  engineers,  firemen,  engine  despatchers,  con- 
ductors, brakemen,  train  baggagemen,  yardmasters,  assistant 
yardmasters,  switchmen,  switch  tenders,  signal  men,  tower  men, 
yard  flagmen,  bridge  tenders,  flagmen,  gatemen,  section  foremen, 
railroad  crossing  flagmen,  bridge  foremen,  watchmen  (and  such 
other  employes  as  may  be  designated  by  the  division  superin- 
tendent or  master  mechanic),  is  it  not? 

Mr.  DeGuire:     That  is  true. 

Mr.  Sheean :  So  that  with  respect  to  all  of  the  things  that 
you  have  called  attention  to  here  upon  direct  examination,  with 
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reference  to  this  standard  lilank,  wliatcvcr  criticism  or  objec- 
tion you  may  liave  to  it  is  ai)])li('al)le  to  all  employes,  ])racti- 
cally.  of  tlie  Santa  Fc  Railway  Company? 

Mr.  DeGnire:  Well,  1  don't  know  whether  or  not  they  as- 
sume the  same  attitude  relative  to  tracin.o-  these  other  men  as 
they  do  toward  ukmi  entering-  enji:ine  service. 

Mr.  Sheean:  And  what  personal  knowledge  have  you  as 
to  any  difference  in  practice  between  enginemen,  trainmen,  oj- 
those  in  any  other  class  of  service  ? 

Mr.  DeGuire:  Being  an  engineman,  my  experience  and  my 
knowledge  extend  practically  only  to  that  class  of  service. 

Mr.  Sheean:  And  what,  if  any,  ])ersonal  knowledge  have 
you  had  with  reference  to  the  Santa  Pe? 

Mr.  DeGuire:  Nothing,  only  the  investigation  1  made  of 
this  blank. 

Mr.  Sheean:     Of  this  blank? 

Mr.  DeGuire:     Of  this  blank. 

Mr.  Sheean :  xAnd,  so  far  as  the  blank  enables  you  to  judge, 
the  blank  is  a])i)licable  in  like  manner  to  all  the  classes  of  em- 
ployes that  it  ])ur])orts  to  be  ai)])licable  to? 

Mr.  De(iuire:     So  far  as  T  know. 

Mr.  Sheean:  Turning  to  page  7,  where  you  called  atten- 
tion to  a  ])rovision  at  the  bottom  of  ])age  7,  is  it  the  attitude  of 
the  organization  for  whom  yon  are  speaking,  that  railroad  com- 
])anies  should  not  inquire  as  to  the  y^ersonal  character  of  people 
Avho  seek  employment  with  them? 

Mr.  DeGuire :  As  I  understand  the  matter,  we  believe  that 
if  a  man  is  dismissed  from  service  for  some  violation  of  rule,  or 
for  some  act,  that  that  dismissal  should  close  that  case.  He  has 
])aid  the  penalty,  and  therefore  we  do  not  believe  he  should  be 
traced  and  prevented  from  obtaining  future  em])loyment. 

Mr.  Sheean:     Will  you  read  the  (juestion,  ])lease? 

(Preceding  question  repeated  by  the  reporter.) 

Mr.  DeGuire:     No,  sir. 

Mr.  Sheean:  Ts  it  the  attitude  of  the  organization  for 
whom  you  s])eak  that  inquiry  should  not  be  made  of  a])plicants 
for  employment  as  to  the  qualifications  of  the  a])])licant  for  the 
position? 

Mr.  DeGuire:     No,  sir. 

Mr.  Sheean:     Is  it  the  attitude  of  your  organization  that 
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railroad  companies  should  be  prohibited  from  making  inquiry 
as  to  the  reason  why  any  employe  was  discharged  by  another 
company? 

Mr.  DeGuire :  If  that  reason  is  to  be  used  to  keep  him  out 
of  employment,  I  do  not  lielieve  they  should  make  that  inves- 
tigation. 

Mr.  Sheean:  Is  it  your  attitude  that  an  applicant  or  a 
railroad  man  dismissed  from  one  railroad  company  for  contin- 
uous and  persistent  violation  of  Rule  G  could  ])roperly  be  re- 
ceived and  kept  in  a  position  where  he  might  endanger  the  life 
and  limbs  of  other  people  on  another  railroad? 

Mr.  DeGuire:  No,  sir,  I  do  not  believe  he  should  receive 
employment. 

Mr.  Sheean:  Then  what  qualification  or  exception  do  you 
make  in  the  form  shown  in  the  blank  here,  on  which  it  is  said  that 
authority  is  given  to  make  inquiry  as  to  "the  reason  why  I  was 
discharged?"  Is  it  proper  to  ascertain  some  of  the  reasons  and 
not  other  of  the  reasons! 

Mr.  DeGuire :     It  is  proper  to  ascertain  all  of  the  reasons. 
Mr.  Sheean:     The  blank  as  given  authorizes  inquiry  to  be 
made  in  certain  specified  particulars;  first,  as  to  personal  char- 
acter.    As  to  that,  you  say  it  is  proper  that  inquiry  should  be 
made  f 

Mr.  DeGuire:  As  to  the  personal  character  of  the  man,  I 
believe  that  it  is  all  right. 

Mr.  Sheean:  Also  as  to  qualifications  for  the  position?  Is 
that  all  right? 

Mr.  DeGuire:     Yes. 

Mr.  Sheean :  Also  as  to  the  reasons  why  the  applicant  was 
discharged.    Is  that  all  right? 

Mr.  DeGuire :     If  it  was  used  properly,  it  might  be. 
Mr.  Sheean:     Then   the   assault   or  criticism  is  not   upon 
the  form  here  but  upon  the  honesty  of  the  person  who  makes  the 
inquiry  in  each  cas6? 

Mr.  DeGuire:  Well,  the  form  is  what  brings  about  the 
disease. 

Mr.  Sheean :  Well,  as  to  the  form,  Mr.  DeGuire,  you  say  it 
is  proper  in  certain  cases  to  make  inquiry  as  to  the  reasons  for 
discharge.  In  what  respect  would  you  modify  or  amend  the 
form? 
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Mr.  DeGuiie :  Witlioiit  making  a  study  of  the  form,  I  would 
not  care  to  answer  that  offhand. 

Mr.  Slieean:  But  you  do  admit  that  a  railroad  company, 
charged  with  the  responsibility  of  having  men  fit  for  service,  is 
under  the  duty  and  obligation  of  making  inquiry  as  to  whether 
or  not  the  person  making  application  has  been  discharged  for 
reasons  that  render  him  unfit  to  be  a  safe  and  prudent  railroad 
man? 

Mr.  DeGuire:  I  believe  that  he  should  be  a  safe  and  pru- 
dent railroad  man. 

^\v.  Sheean :  AVell,  do  you  admit  it  is  proper  that  a  railroad 
official  be  permitted  to  make  inquiry  as  to  the  cause  of  discharge, 
whether  in  railroad  or  anv  other  ser\dce? 

Mr.  DeGuire:  If  it  is  used  properly,  that  investigation 
would  be  all  right. 

Mr.  Sheean :  Well,  the  form  then  and  the  authority  given 
by  the  form  is  all  right  ? 

Mr.  DeGuire :  If  you  will  note  on  the  form,  the  waiver  that 
the  man  is  required  to  sign  would  allow  his  former  emploj^ers  to 
give  any  sort  of  information,  whether  it  be  true  or  not  true,  and 
he  could  have  no  recourse. 

Mr,  Sheean :  Let  me  ascertain,  Mr,  DeGuire,  whether  you 
have  any  constructive  suggestion  here  to  make  as  to  the  limita- 
tion that  should  be  placed  upon  railroad  companies  in  making 
inquiry  as  to  the  cause  for  the  discharge  or  quitting  the  service 
of  an  applicant? 

Mr.  DeGuire :     I  have  none  to  offer. 

Mr.  Sheean:     None  to  offer? 

Mr,  DeGuire:     No. 

Mr,  Sheean :  Then  the  form  of  authority  as  given  on  page 
7,  if  honestly  lived  up  to,  is  all  right? 

Mr.  DeGuire :     I  do  not  agree  that  it  is  all  right. 

Mr.  Sheean :  But  yon  can  make  no  specific  criticism  or  lim- 
itation of  the  authority  as  given? 

Mr.  DeGuire:  The  waiver,  especially  on  page  7,  is  some- 
thing that  I  do  not  believe  any  applicant  should  be  required  to 
sign. 

Mr.  Sheean :  Well,  on  page  7,  Mr.  DeGuire,  the  form  is  as 
follows: 

"In  order  that  the  Railway  Company  of  which  I  am  making 
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application  for  employment  may  be  fully  informed  as  to  my  per- 
sonal character  and  my  qualifications  for  the  position  for  which 
I  have  made  application,  I  refer  to  each  of  my  former  em- 
ployers—  " 

Is  there  any  objection  to  it  that  far? 

Mr.  DeGuire:     No,  sir. 

Mr.  Sheean  (continuing):  ''and  request  and  authorize 
each  of  the  companies  for  whom  I  have  worked  to  give  the  above 
named  Company  all  the  information  they  may  be  in  possession 
of,  whether  shown  by  my  personal  record  or  otherwise,  as  to  my 
personal  character." 

Is  there  any  objection  to  ascertaining  the  information  as 
to  personal  character! 

Mr.  DeGuire :    No,  sir. 

Mr.  Sheean :     ' '  And  also  my  qualifications  for  the  position. ' ' 

Any  objection  to  ascertaining  qualifications  for  positions? 

Mr.  DeGuire :     No,  sir. 

Mr.  Sheean:  "For  the  position  I  have  herein  applied  for, 
and  the  reason  I  was  discharged. ' ' 

Is  it  your  position,  or  the  position  of  those  for  whom  you 
are  speaking,  that  it  is  objectionable  to  make  inquiry  as  to  the 
cause  or  reason  for  discharge  from  previous  employment! 

Mr.  DeGuire:  We  do  not  object,  as  I  understand  it,  to 
ascertaining  the  reasons  why  he  was  discharged ;  but  we  do  ob- 
ject to  having  him  held  out  of  service  after  he  has  paid  the 
penalty  and  is  a  fit  man  for  employment. 

Mr.  Sheean:  I  was  talking  now  of  the  form  in  which  you 
authorize  inquiry  to  be  made  as  to  "The  reason  why  I  was  dis- 
charged."   Do  you  object  to  that  inquiry  being  made! 

Mr.  DeGuire :     No,  sir. 

Mr.  Sheean:  Or  to  the  inquiry,  "Or  quit  service  upon  any 
inquiry  that  may  be  made  of  them,  or  either  of  them,  by  said 
Railway  Company."     Is  there  any  objection  as  to  that! 

Mr.  DeGuire :     Not  if  it  is  used  properly. 

Mr.  Sheean :  Then,  Mr.  DeGuire,  as  I  suggested  a  moment 
ago,  the  criticism,  if  any  criticism  you  have  to  make,  is  upon 
the  honest  living  up  to  this  application,  rather  than  to  any  im- 
propriety in  the  form  of  the  application  itself? 

Mr.  DeGuire:     As  I  said,  the  application  is  what  causes 
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the  disease;  if  it  was  not  for  the  apphcatioii,  they  eoukl  not  do 
the  things  that  they  do  1' 

Mr.  Sheean:  Mr.  DeGuire,  just  to  make  perfectly  chnir,  oi- 
to  reaeli  an  inuh'rstanding  if  we  can,  and  talking  now  of  i)age  7, 
is  it  your  position  that  in  order  to  cure  the  disease  of  wliich  you 
speak,  that  a  jiuhlic  service  cori)oration,  a  railroad  company, 
should  l)c  prohibited  or  limited  in  making  incpiiry  of  previous 
employers,  as  to  the  cause,  either  of  discharge  or  of  (|uitting  the 
previous  service. 

Mi*.  OeGuire:  1  helieve  the  investigation  as  outlined  on 
page  7  would  not  be  so  bad,  if  it  was  used  properly. 

Mr.  Sheean  :  Have  you  any  criticism  or  suggestion  to  make 
as  to  any  limitation  in  the  in(|uiry  that  should  be  made  by  a 
prosi)ective  enijjloyer,  as  to  either  the  cause  of  discharge,  or 
cause  of  cjuitting  the  service  in  which  he  last  worked? 

Mr.  DeGuire:  As  I  said  before,  at  the  present  time  i  have 
no  suggestions  to  offer. 

Mr.  Sheean:  Have  you  any  criticism  to  offer  of  the  form 
of  this  authority,  whereby  the  railroad  company  is  permitted 
to  make  incpiiry  as  to  the  cause  of  discharge  or  (putting  the 
service  of  any  former  employer  ? 

Mr.  DeGuire:  The  form,  after  it  is  filled  out,  is  used  by 
the  railroad  conijiany ;  they  secure  the  information  they  require 
on  this  form,  and  then  they  call  the  man  in  and  tell  him  his  past 
references  are  not  what  they  should  be,  and  he  is  let  out  of  the 
service.  .  He  has  no  recourse  to  try  to  show  them  that  it  is  not 
true. 

Mr.  Sheean :  Have  you  any  objection  to  inc[uiiy  being  made 
either  as  to  the  cause  of  discharge,  or  the  cause  of  quitting  pre- 
vious serS'ice? 

Mr.  DeGuire:     Not  if  it  is  used  properly. 

Mr.  Sheean :     Not  if  it  is  used  properly? 

Mr.  DeGuire :     No,  sir. 

Mr.  Sheean :  Then  this  part  on  page  7  is  perfectly  ])roper, 
is  it? 

Mr.  DeGuire :  As  I  said  before,  I  do  not  believe  that  a  man 
should  be  required  to  sign  a  waiver  that  would  prevent  him  from 
any  recourse,  in  the  event  that  truthful  statements  are  not  given. 

]Mr.  Sheean  :     Fs  it  your  position  that  a  railroad  man  should 
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be  in  any  different  or  other  attitude  in  that  respect,  than  persons 
following  some  other  walk  in  life? 

Mr.  DeGuire:  Well,  there  are  very. few  persons  that  I 
know  of,  that  liave  any  sncli  examination  or  application  blanks  to 
fill  ont,  as  this  is. 

Mr.  Sheean :  In  case  of  an  application  for  employment  by  a 
bank,  and  in  case  references  are  given,  and  in  case  the  applicant 
is  informed  that  his  references,  or  the  replies  to  his  references 
are  unsatisfactory,  do  you  know  of  any  further  proceeding  on  the 
part  either  of  that  applicant  or  the  person  with  whom  he  is  seek- 
ing employment,  other  than  the  statement  that  his  references 
have  proved  unsatisfactory? 

Mr.  DeGuire :  Having  made  no  investigation  as  to  banking 
employes,  I  would  not  be  able  to  answer. 

Mr.  Sheean :  1  am  not  limiting  you  to  that,  but  only  as  an 
illustration.  Do  you  know  of  any  walk  in  life,  in  which  a  person 
seeking  employment  and  giving  references,  is  placed  on  any  dif- 
ferent basis  than  those  in  railroad  ser\4ce,  who  may  be  advised 
that  the  references  which  they  have  given,  have  proven  to  be 
unsatisfactory! 

Mr.  DeGuire :  Well,  I  know  of  no  other  blank  in  use,  where 
a  waiver  is  attached  to  it  such  as  is  set  forth  here. 

Mr.  Sheean :     You  mean  the  waiver  on  page  7  ? 

Mr.  DeGuire:     Yes. 

Mr.  Sheean :  Just  point  out  the  part  of  that  sentence  that 
you  look  upon  as  a  waiver? 

Mr.  DeGuire :  Well,  it  gives  authority  to  these  companies 
to  answer  and  give  any  and  all  information  in  their  possession, 
whatsoever,  and  to  show  his  personal  record  or  otherwise,  as  to 
his  personal  character  and  his  qualifications  for  the  position  he 
has  applied  for.  As  I  said,  if  they  don't  give  something  that  is 
true,  what  recourse  has  the  man  got  under  that  waiver? 

Mr.  Sheean :  What  recourse  would  a  man  have  in  giving  a 
reference  to  any  one  for  whom  he  had  formerly  worked,  and  per- 
mitting the  person  to  whom  this  reference  is  given,  to  give  any 
and  all  information  that  he  may  have  as  to  personal  character, 
(jualifications  and  reason  for  being  discharged  or  (putting  the 
service  of  the  former  employer  ? 

Mr.  DeGuire:  If  his  past  employer  gave  an  untruthful 
statement,  I  believe  he  could  go  into  the  courts  and  recover. 
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Mr.  Slieeau:  Is  there  anything  about  this  chiuse  on  page 
7  that  would  prevent  your  doing  that  in  this  case  ? 

Mr.  DeGuire:  I  would  think  so,  because  a  man  would  not 
have  any  recourse  because  he  told  these  people  they  could  give 
this. 

Mr.  Sheean :  Mr.  DeGuire,  is  there  anything  here  that  au- 
thorizes a  person  to  whom  a  reference  is  given,  to  make  any 
false  or  libelous  statements .' 

Mr.  DeGuire :  Absolutely,  there  is  not,  but  how  is  the  em- 
ploye or  the  applicant  going  to  know  whether  he  does  or  not  ? 

Mr.  Sheean:  I  think  we  can  pass  this  in  just  a  moment, 
then.  There  is  no  objection,  as  I  understand  you,  upon  the  part, 
of  your  organization,  to  any  railroad  company  making  inquiry 
and  truthfully  ascertaining  any  fact  which  will  give  infonnation. 
either  as  to  the  personal  character,  or  the  qualifications  of  the 
applicant  for  the  position. 

Mr.  DeGuire :     There  is  none. 

Mr.  Sheean :  There  is  no  objection  to  making  any  inquiries 
and  truthfully  ascertaining  the  reason,  either  for  discharge  or 
quitting  the  ser\ice? 

Mr.  DeGuire :     There  is  none  that  I  know  of. 

Mr.  Sheean :  So  that,  if  in  fact,  the  employer  in  good  faith 
makes  inquiry,  and  the  person  furnishing  the  information  makes 
truthful  response,  there  is  no  objection  to  this  part  of  the  blank? 

Mr.  DeGuire:  Xo,  providing  the  information  received  is 
properly  used. 

Mr.  Sheean :  Well,  if  the  information  is  truthful  informa- 
tion, what  limitation  do  you  place  upon  its  proper  use? 

Mr.  DeGuire :  If  the  information  is  truthful,  I  do  not  place 
any  limitation,  other  than  as  I  said  before,  that  I  believed  if  a 
man  was  discharged  for  some  mistake  other  than  drinking,  and 
he  has  paid  the  penalty  on  some  railroad,  that  should  not  be  used 
to  prevent  him  from  earning  his  daily  bread  on  some  other  rail- 
road. 

Mr.  Sheean:  But  you  do  recognize  the  fact,  do  you  not, 
that  railroad  companies  are  held  liable  or  responsible  for  in- 
juries, where  a  long  continued  course  of  conduct  has  shown  that 
certain  persons  are  habitually  involved  in  accidents? 

Mr.  DeGuire:  A  man  that  is  habitually  involved  in  acci- 
dents should  not  be  a  railroad  man. 

Mr.  Sheean :     Yes,  and  if  in  fact  he  has  been  so  unfortunate 
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as  to  have  been  involved  in  a  great  number  of  accidents,  tliere 
is  no  objection  to  the  railroad  com]niny  seeking  that  information, 
knowing  what  the  facts  are. 

Mr.  DeGuire :     That  is  true. 

Mr.  Sheean:  Then  you  have  no  objection,  either  from  his 
service  record  or  otherwise,  in  giving  truthful  infoiTuation  as 
to  either  the  cause  of  his  discharge,  or  the  cause  of  his  quitting 
the  service? 

Mr.  DeGuire:  Truthful  information  should  not  keep  him 
out  of  employment. 

Mr.  Sheean :  Well,  you  have  no  objection  to  the  company 
receiving  truthful  information? 

Mr.  DeGuire:     No,  sir. 

Mr.  Sheean:     Covering  all  of  the  facts? 

Mr.  DeGuire :    No,  sir. 

Mr.  Sheean:  Both  as  to  his  record,  and  the  cause  of  his 
quitting  the  service,  or  being  discharged? 

Mr.  DeGuire:     No,  sir. 

Mr.  Sheean:     At  page  16 — 

Mr.  Shea :  Before  leaving  that  section  I  want  to  ask  a 
question. 

Mr.  Sheean :     All  right. 

Mr.  Shea :  Mr.  DeGuire,  I  notice  this  paragraph  provides 
the  f  ollo"\ving  in  part : 

''The  reason  why  I  was  discharged  or  quit  service." 

Supposing,  on  a  certain  railroad,  the  locomotive  firemen, 
through  their  organization,  carried  on  a  wage  movement  to  the 
extent  that  the  men  were  compelled  to  strike.  It  would  be  as- 
sumed they  (juit  the  service  of  that  railroad,  would  it  not? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Shea :  And  their  re-employment  in  that  service  would 
depend  on  whether  they  were  successful  in  their  strike  or  not, 
would  it  not  ? 

Mr.  DeGuire :     It  would. 

Mr.  Shea:  Now,  supposing  they  were  unsuccessful,  and 
these  men  applied  for  a  position  in  other  railroad  service,  and 
when  their  reference  was  required  from  the  road  on  which  they 
struck,  it  showed  that  they  did  quit  on  account  of  a  strike,  and 
were  then  discharged,  that  is  yonr  criticism  of  this  paragra])h. 
is  it  not  ? 
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Mr.  DeGuiie:  That  is  tlio  absolute  criticism  of  that  para- 
graph. 

Mr.  JShea :  Tlieii  that  could  be  used  in  the  event  of  striking 
emploj'es  seeking  employment  on  other  railroads? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Sheean:  Then,  Mr.  DeGuire,  it  is  your  i)osition,  is  it, 
that  if  the  cause,  either  of  quitting  or  being  discharged,  was 
because  the  men,  through  disagreement  with  the  management, 
went  on  a  strike,  that  that  information  should  never  be  made 
public  to  any  other  employer,  or  prospective  employer? 

Mr.  DeGuire:  I  do  not  believe  that  information  would  be 
necessary  or  essential  to  judge  his  (lualifications. 

Mr.  Sheean :  Is  it  the  position  of  the  organization  for  whom 
you  are  speaking,  that  if  and  when  the  reason,  either  for  quit- 
ting the  service,  or  for  being  discharged,  is  because  of  difficulties 
culminating  in  a  strike,  that  that  infonnation  should  never  be 
made  known? 

Mr.  DeGuire:  T  do  not  believe  that  it  should  be  made 
known. 

Mr.  Sheean :  Then,  if  and  when  your  idea  is  adopted,  this 
form  of  application  will  be  limited,  "And  the  reason  wlw  I  was 
discharged  or  cpiit  service,"  so  that  the  ])rosi)ective  employer 
shall  not  be  advised,  if  and  when  the  cause  of  quitting  service, 
or  the  cause  of  discharge,  was  because  of  strike'? 

Mr.  DeGuire:  Well,  that  would  make  an  improvement  in 
the  blank. 

Mr.  Sheean:  Yes,  and  it  would  make  it  impossible  to  give 
any  information  whatever,  as  to  the  cause  of  terminating  the 
service,  in  case  it  terminated  through  a  strike  ? 

Mr.  DeGuire :  Well,  if  his  service  did  not  terminate  through 
something  that  would  make  him  unfit  for  railroad  service,  I 
don't  see  whv  the  reference  would  be  necessarv. 

Mr.  Sheean:     Now,  Mr.  DeGuire — 

The  Chairman :  Mr.  Sheean,  I  would  like  to  ask  a  question 
for  my  own  information. 

Mr.  Sheean:     Yes. 

The  Chairman:  Do  you  desire  the  Board  to  infer,  Mr. 
DeGuire,  that  it  is  the  practice  of  the  railroads,  generally,  to 
put  those  who  may  quit  by  reason  of  a  strike  in  a  black  list,  and 
in  the  future  refuse  to  employ  them  on  other  roads? 


2797 

Mr.  DeGuire:     Mr.  Chairman,  that  has  been  done. 

The  Chairman :  I  wanted  to  know  as  to  your  idea  concern- 
ing that. 

Mr.  Stone :  Mr.  Chairman,  I  would  like  to  add  that  if  it  is 
necessary  we  can  put  on  witnesses  for  the  next  two  weeks  to 
prove  that,  if  it  is  necessary,  men  have  tramped  this  country 
until  they  became  tramps,  looking  for  a  job,  because  their  ref- 
erence was  not  good.  If  it  is  desired  by  this  Board  we  can  flood 
you  with  it- 

The  Chairman :  I  do  not  deem  it  necessary  to  go  into  that, 
but  I  wanted  to  get  the  theory  upon  which  this  testimony  was 
offered.  As  I  understand  you,  you  are  describing  a  condition 
which  you  say  is  very  onerous  upon  these  men,  on  account  of 
these  requirements.    That  is  the  purpose  for  which  you  offer  it? 

Mr.  Carter :  Mr.  Chairman,  in  corroboration  of  the  opinion 
just  expressed  by  this  witness,  I  would  say  that  we  have  a  wit- 
ness in  this  room  who  was  guilty  of  leaving  the  service  on  account 
of  a  strike,  and  he  tramped  the  country  for  years  without  being 
able  to  work  for  any  railroad.  He  had  to  take  any  class  of  em- 
ployment. Now,  that  is  the  penalty  for  quitting,  and  that  is  what 
they  want  to  know  in  this  application  blank. 

Mr.  Shea :  The  real  purpose  in  bringing  up  this  question 
is  a  criticism  on  the  part  of  the  organization  where  they  refer 
to  a  man's  previous  record  on  account  of  quitting  the  service  in 
the  event  of  a  strike  and  that  was  used  to  prevent  him  getting 
employment  in  some  other  railroad  service. 

The  Chairman:  Now,  just  how  would  a  railroad  prepare 
its  questions  in  order  to  ascertain  the  fitness  of  the  men,  so  as 
to  avoid  the  difficulty  which  you  gentlemen  suggest  ?  Of  course, 
that  is  not  a  practical  question  here,  because  we  are  not  called 
upon  to  settle  that  question. 

Mr.  Stone :  I  think  it  is  a  practical  question,  for  this  rea- 
son, that  the  fitness  of  a  man  for  the  place  is  proven  by  his  pass- 
ing an  examination  when  he  makes  application  for  employment, 
and  he  is  subject  to  a  rigid  examination  as  to  his  qualifications 
as  an  engineer  and  his  fitness  for  the  place  and  his  general 
intelligence  and  observance  of  rules. 

Mr.  Sheean :  If  a  person  was  discharged  for  habitual  vio- 
lation of  Rule  G,  do  you  object  to  that  information  being  given? 

Mr.  Stone:    If  it  is  necessary  I  will  be  very  glad  to  take 
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the  witness  stand  and  say  exactly  what  we  oljject  to.  So  far  as 
we  are  concerned,  yon  cannot  go  too  strong  for  me  on  Rule  G. 

The  Chairman:     AVe  are  all  in  favor  of  that. 

Mr.  Stone:  I  would  like  to  see  it  applied  to  othcials  as  well 
as  employes  in  train  service.  T  do  not  think  there  should  he  any 
distinction  between  the  two. 

Mr.  Sheean :  I  want  to  ascertain,  in  keei)ing  with  the  sug- 
gestion made  by  the  Chairnuin,  if  I  can,  Mr.  DeGuire,  as  to  what, 
if  any,  limitation  you  would  ])lace  u])on  the  last  line  of  this  page  V. 
The  railroad  com]iauy  seeking  to  ascertain  why  the  ai)plicant  was 
discharged  or  quit  service,  you  say  they  should  have  the  infor- 
mation if  the  cause  of  quitting  the  service  or  if  the  cause  of 
discharge  was  certain  luinied  things;  but  they  should  not  have 
the  information  if  the  cause  of  either  of  quitting  or  discharge 
was  a  ])articular  named  thing.  Is  the  solution  that  you  suggest 
for  that  to  debar  them  from  making  any  inquiry  either  as  to 
the  cause  of  quitting  or  discharge? 

Mr.  DeGuire:  AMien  a  man  makes  application  for  employ- 
ment he  is  thoroughly  examined  by  the  employing  officer,  and 
that  man,  if  lie  is  competent,  can  judge  whether  or  not  this  man 
is  tit  for  the  position  he  is  seeking.  He  is  examined  thoroughly 
on  train  rules,  air  brakes,  machinery,  and  all  those  things  tliat 
a  man  must  have  knowledge  of  to  become  a  good  engineer.  Now, 
the  only  thing  1  can  see  he  could  ])e  interested  in  knowing, 
outside  of  that,  was  whether  or  not  this  man  was  a  sober  man 
and  would  not  allow  liquor  to  interfere  with  his  work. 

Mr.  Sheean:  Suppose,  in  the  case  of  the  agent  here  who 
makes  out  this  same  blank,  that  he  had  lost  his  previous  posi- 
tion through  dishonesty  and  had  been  convicted  of  a  crime  in 
the  courts,  do  you  think  that  the  railroad  company  should  be 
debarred  from  ascertaining  that  fact? 

Mr.  DeGuire:  Well,  I  am  not  discussing  this  blank  from 
the  agent's  view])oint.    Enginemen  handle  no  monej^  you  know. 

Mr.  Sheean:  Do  you  think  the  enginemen  should  be  put 
upon  a  different  basis,  in  regard  to  the  form  of  their  application, 
from  the  station  men? 

Mr.  DeGuire:  So  far  as  referring  to  handling  money  is 
concerned,  yes,  because  they  handle  no  finances. 

Mr.  Sheean :  I  was  not  talking  about  the  finances.  T  was 
asking  about  the  form  of  application  that  the  engnineers  and 
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firemen  slionld  make ;  whether  it  shoiihl  be  a  dilf erent  form  of 
application  from  that  of  other  employes  f 

Mr.  DeGnire:  Why,  I  would  think  so.  I  should  think  that 
a  blank  that  would  cover  all  employes  would  require  information 
from  certain  employes  that  was  not  necessary. 

Mr.  Sheean :  Then,  do  I  understand  that  there  is  objection, 
as  you  understand  it,  to  permitting  the  railroad  companies,  as  to 
enginemen,  making-  any  in(|uiry  either  as  to  the  cause  of  (putting 
or  of  being  discharged  from  previous  service? 

Mr.  DeGuire :  I  have  said  that  the  employing  officer  would 
be  able  to  judge  of  the  man's  fitness,  outside  of  the  violation  of 
Kule  G.  I  do  believe  they  ought  to  make  a  thorough  investigation 
as  to  his  use  of  liquor. 

Mr.  Sheean  :  Mr.  DeGuire,  I  want  to  ascertain,  if  possible, 
just  how,  in  practice,  you  can  make  inquiries  as  to  the  cause 
either  of  quitting  or  being  discharged  from  service,  and  yet,  at 
the  same  time,  say  that  if  that  cause  was  a  certain  specific  thing, 
then  we  cannot  give  the  information — would  not  that  operate  in 
precisely  the  same  way  as  making  no  inquiry  at  all,  a  reply  that 
would  say  that  we  cannot,  under  the  rules,  state  it,  would  have 
a  worse  effect  than  this,  would  it  not  f 

Mr.  DeGuire:  I  believe  the  blank  could  be  so  modified  as 
to  call  for  information  relative  to  Rule  G  and  not  seek  informa- 
tion on  other  lines. 

Mr.  Sheean :  Then,  the  only  information,  as  I  understand 
your  position  now,  that  a  railroad  company  could  justifiably  ask 
as  to  the  cause  of  either  quitting  the  sendee  or  being  discharged 
from  previous  service,  is  whether  that  was  due  to  the  excessive 
use  of  intoxicants  ? 

Mr.  DeGuire :  That  is  really  the  only  thing  that  they  ought 
to  have  to  ask,  if  their  employing  oflficer  is  a  man  who  is  able  to 
judge  and  can  examine  a  man  as  to  his  fitness  for  the  position. 

Mr.  Sheean :  You  would  limit  it  in  tliat  respect  to  that  one 
thing? 

Mr.  DeGuire:  That  shoulft  give  them  all  the  information 
that  they  would  need. 

Mr.  Sheean:  Well,  you  think  no  inquiry  then  could  prop- 
erly or  should  pro]jerly  be  made  into  the  number  of  wrecks  in 
which  a  person  may  have  been  involved  in  operating  an  engine? 

Mr.  DeGuire:     As  I  said  before,  any  fair  investigation,  I 
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do  uot  helievc  would  l»e  o})i)08ed  by  tlie  Brotherhoods  or  1)0  op- 
posed by  tlie  men  in  engine  service. 

Mr.  Sheeau:  Well,  is  it  yonr  attitude.  Mi-.  Deiiuire,  that 
a  ]»erson  who  is  both  mentally  and  physically  fit  to  perform  the 
duties  of  an  engineer,  Imt  whose  record  shows  that  he  is  in  fact 
habitually  careless,  should  be  placed  upon  the  same  basis,  in 
seeking  employment,  as  one  who  is  equally  physically  and  e<pially 
mentally  fit,  but  who  has  a  perfect  record  as  to  carefulness  also? 

Mr.  I)e(iuire:  My  experience  compels  me  to  believe  that  a 
man  is  not  a  habitual  offender  as  to  wrecks;  once  in  a  wreck  he 
usually  avoids  the  second  one. 

Mr.  Slieean:  Then  it  is  your  position  that  the  record  of  a 
person  in  other  railroad  service  as  to  having  or  not  having  been 
involved  in  violations  of  rules,  should  not  be  inquired  into,  save 
and  except,  only,  the  violation  of  the  intoxicating  liquor  rule? 

Mr.  DeGuire:  I  do  not  believe  that  vou  ^-ill  find,  if  vou  go 
into  the  records,  that  a  man's  record  will  show  what  you  believe 
it  shows 

Mr.  Sh(M»aii :  Well,  is  there  any  objection,  Mr.  DeGruire,  to 
permitting  a  railroad  company  to  ascertain  and  incpiire  what 
the  record  is! 

Mr.  DeGuire :  As  I  said  before,  the  employing  officer  should 
be  able  to  judge  that  wdien  he  employs  the  man. 

Mr.  Sheean:     Inde])endently  of  his  past  record? 

Mr.  DeGuire:  So  far  as  violation  of  Rule  G  is  concerned, 
I  believe  my  position  is  clear. 

Mr.  Sheean :  Yes,  T  think  it  is,  that  you  are  willing  there 
should  be  here  the  authority  given  to  inquire  as  to  the  use  of 
intoxicants  ? 

Mr.  DeGuire:     Yes. 

Mr.  Sheean:  Are  you  willing  that  they  should  make  any 
other  inquiry  in  any  other  respect  than  simply  as  to  use  of  in- 
toxicants ? 

Mr.  DeGuire:  I  said  I  did  not  believe  any  fair  investiga- 
tion would  have  anything  but  the  approval  of  the  Brotherhood. 

Mr.  Sheean:  Can  you  suggest  just  what  the  fair  limita- 
ti(m  and  scope  of  the  inquiry  would  be? 

Mr.  DeGuire:  I  would  hesitate  to  try  to  revise  this  blank 
without  giving  it  some  consideration. 

Mr.  Sheean:     And  the  one  point,  and  only  point,  that  you 
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make  is  that  no  iiiciiiiiy  should  be  made  as  to  whether  or  not  the 
cause  of  (juitting  their  service  or  being  discharged  from  service 
was  due  to  a  disagreement  that  resulted  in  a  strike'^ 

Mr.  DeGuire:  I  do  not  believe  they  should  have  that  in- 
formation. 

Mr.  Sheean :  Should  not  have  that  information.  Now,  can 
you  suggest  how  the  other  information,  which  you  say  is  proper, 
could  be  obtained  on  any  form  of  (juery  that  would  exclude 
answers  as  to  that  particular  thing? 

Mr.  DeGuire :  As  1  said  before,  I  would  hesitate  to  revise 
this  blank  without  giving  it  some  consideration. 

Mr.  Sheean:  There  is  no  objection  to  the  giving  of  the 
names  of  three  responsible  persons,  is  there,  on  the  part  of  your 
Brotherhood? 

Mr.  DeGuire:     What  page? 

Mr.  Sheean:  Page  15,  I  note  "one"  in  the  application 
there. 

Mr.  DeGuire:     Well,  the  three  additional  references  will 
require  eight  in  all  that  he  is  required  to  give. 
Mr.  Sheean :     What  are  the  eight  ? 

Mr.  DeGuire :  Back  here  on  the  other  page  we  were  speak- 
ing of,  you  will  note  it  requires  five  references. 

Mr.  Sheean :  Do  you  mean  on  page  15,  that  the  Milwaukee 
requires  references  to  eight  people!  ''The  names  of  three  re- 
sponsible persons  are  required  for  references  as,  to  character 
and  ability  of  the  applicant." 

Mr.  DeGuire :  As  I  said  yesterday,  the  Chicago,  Milwaukee 
&  St.  Paul  blank  was  possibly  tbe  fairest  blank  there  is  in  use 
on  western  railroads  today. 

Mr.  Sheean:  Well,  my  question  was,  whether  there  was 
any  objection  on  the  part  of  the  Brotherhood  to  the  giving  of 
the  names  of  three  responsible  persons  for  reference  as  to  char-, 
acter  and  ability  ? 

Mr.  DeGuire :  The  same  thing  would  apply  to  the  Milwau- 
kee blank  that  we  have  applied  to  the  Atchison,  Topeka  & 
Santa  Fe. 

Mr.  Sheean:  I  am  trying  to  ascertain  whether  you  are 
objecting  to  giving  the  names  of  three  responsible  persons. 

The  Chairman:  That  is  a  question  that  can  be  answered 
yes  or  no,  and  then  you  can  make  any  explanation  desired.    In 
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that  way  we  oan  ^ct  aloii^  better.  When  tlie  ([uestioii  can  be 
answered  yes  or  no,  answer  it  as  you  see  it,  and  then  make  any 
exphmatioii  you  (h'eiu  neeessary.  In  tluit  way  we  will  i)roeeed 
faster. 

Mr.  DeGuire:     'riiank  you,  ^Ii-.  riuiirniau. 

No,  i)rovidin^  they  did  not  require  information  that  we  have 
objection  to. 

Mr.  Sheean :  Well,  you  ji;ive  the  names  of  the  persons  as 
references  f 

Mr.  DeGuire:     Yes. 

Mr.  Sheean:  And,  practically,  how  would  it  be  accom- 
plished, giving  the  names  of  three  responsible  persons  as  refer- 
ences, and  then  limiting  the  inquiry  that  might  be  made  of  them  ? 

Mi-.  DeGuire:     Again  you  ask  me  to  revise  the  blank. 

Mr.  Sheean :  No,  not  the  blank.  T  am  trying  to  find  out, 
in  ])ractice,  if  you  give  three  names  as  references,  that  those 
persons  should  be  advised  in  some  way  that  their  information 
should  cover  a  certain  field  but  not  a  certain  other  field.  Suj)- 
posing  you  and  I  here,  Mr.  DeGuire,  were  trying  to  iron  this 
thing  out.  Now,  assuming  that  we  both  wanted  honestly  to  ad- 
minister it,  and  you  said  a  little  while  ago  that  if  honestly  car- 
ried out  there  was  not  any  ])ractical  objection  to  certain  things. 

Mr.  DeGuire:     That  is  true. 

Mr.  Sheean :     Now,  we  are  trying  to  work  out  a  fair  form. 

You  have  no  objection  to  giving  me  references  to  three 
responsible  people,  if  I  was  in  the  position  of  employer.  Now, 
just  what  limitation — in  what  way  would  we  get  at  that?  You 
give  me  the  names  of  the  ])eoi)le,  but  say  that  I  may  ask  them 
certain  things  and  not  other  things.  How  could  we  practically 
work  out  anything  along  that  line? 

Mr.  DeGuire:  AVell,  T  am  not  in  a  i)Osition  to  say  how  it 
could  be  worked  out. 

Mr.  Sheean :  That  same  answer  you  would  make  as  to  the 
various  provisions  of  the  different  roads  here  that  refer  to  the 
giving  of  the  names  and  addresses  of  business  men,  permitting 
the  business  men  to  give  any  and  all  infornuition  requested  by 
the  railroad? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Sheean :  You  think  there  ought  to  be  some  limitation 
on  the  information  that  those  business  men  could  give? 
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Mr.  DeGiiire:  I  do.  If  it  is  due  to  the  fact  that  the  man 
has  left  the  situation  relative  to  strikes,  etc. 

Mr.  Sheean :  But  you  cannot  conceive  of  just  the  manner 
in  which  you  could  work  out  the  i^ivino-  of  authority  to  make 
inquirj'^  of  those  men,  and  yet  limit  the  scope  of  the  inquiry, 
without  at  the  same  time  bringing:  out,  perhaps,  the  very  infor- 
mation that  you  think  ought  not  to  be  l^rought  out? 

Mr.  DeGuire:  Well,  1  would  dislike  very  much  to  attempt 
to  do  that  offhand. 

Mr.  Sheean:  But  some  method  of  reference,  so  that  in 
some  way  you  can  get  some  line  upon  the  previous  history,  is 
absolutely  essential  for  the  purpose  of  protection,  not  only  of 
the  public,  but  of  the  fellow  employes  of  a  new  applicant,  is  it  not? 

Mr.  DeGuire :  Yes,  I  believe  certain  information  should  be 
conveyed  to  the  railroad  company. 

Mr.  Sheean :  By  way  of  reference  as  to  what  the  man  did 
and  who  he  was,  and  where  he  worked  in  former  times,  and  what 
the  former  employers  or  the  business  men  in  a  general  way 
knew  about  him? 

Mr.  DeGuire:     I  have  covered  that  carefully. 

Mr.  Sheean:  Well,  do  you  mean,  Mr.  DeGuire,  that  some 
information  along  that  line  is  absolutely  necessary  for  the  proper 
and  prudent  operation  of  railroads,  do  you  not? 

Mr.  DeGuire:     Some  information  is  necessary. 

Mr.  Sheean:  And  you  have  no  constructive  suggestion  as 
to  just  the  form  of  limitation  that  would  be  placed  upon  the 
reference  either  to  former  employers  or  business  men? 

Mr.  DeGuire :     No,  I  have  none  to  offer. 

Mr.  Sheean:  Now,  at  page  27,  I  notice  in  j^our  summary 
there  that  you  speak  of  applicants  being  required  to  pass  a  very 
rigid  physical  examination  relative  to  age  and  nationality.  Just 
what  is  the  physical  examination  that  you  refer  to  as  to  na- 
tionality? 

Mr.  DeGuire:  Well,  I  notice  in  the  blanks  that  they  ask 
for  the  age  and  nationality.  Just  how  they  use  that,  I  don't 
know. 

Mr.  Sheean :  As  to  how  they  ascertain  it  by  physical  exam- 
ination, I  suppose  you  can't  tell,  either? 

Mr.  DeGuire:     T  suppose  they  take  an  applicant's  answers, 
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and  .iiul^o  from  liis  appearance  whether  or  not  lie  is  telliiijj;  the 
truth. 

Mr.  Sheean:  The  physical  examination  of  the  Northern 
Pacific  that  you  have  set  out  is  one  of  the  most  rigid  physical 
examinations  you  find? 

Mr.  DeGuire :     It  is  a  very  rigid  examination. 

Mr.  Sheean :  And  the  application  blank  of  the  Santa  Fe  is 
the  most  rigid  form  of  application  you  could  find  in  a  long 
search? 

Mr.  DeGuire:     No,  I  don't  think  so. 

Mr.  Sheean :     Just  tell  us — 

Mr.  DeGuire :  If  you  will  turn  to  the  M.  K.  &  T.,  you  will 
find  theirs  is  just  as  bad. 

Mr.  Sheean :  Yon  have  set  out  the  M.  K.  &  T.  here  at 
page  17,  have  you  not? 

Mr.  DeGuire :     Yes,  sir. 

Mr.  Sheean :  And  have  excerpted  there  all  of  the  provi- 
sions which  you  thought  were  ]iarticularly  objectionable,  on 
pages  19  and  20? 

Mr.  DeGuire:  Oh.  T  didn't  say  that  they  were  ])articu- 
larly  objectionable.  We  set  them  out  to  show  the  requirements 
of  the  railroad  com])any  relative  to  his  examination.  I  don't 
wish  you  to  understand  me  as  objecting  to  this  physical  exami- 
nation. 

Mr.  Sheean:  There  is  no  objection  as  to  the  physical  ex- 
am iiiifltion? 

Mr.  DeGuire:  No:  but  we  believe  that  when  a  railroad 
company  requires  this  high  degree  of  efficiency  they  should  in 
turn  give  that  some  consideration  when  establishing  the  rates 
of  pay  of  these  men. 

Mr.  Sheean:  And,  the  whole  purpose,  then,  as  far  as  the 
physical  examination  is  concerned,  is  sim])ly  to  show  that  there 
is  a  rigid  physical  examination  and  it  should  result  in  the  selec- 
tion of  men  who  are  sound  physically? 

Mr.  DeGuire:     Yes. 

Mr.  Slieean:     And  to  that  you  have  no  objection? 

Mr.  DeGuire:     Xo  objection  whatever. 

Mr.  Sheean :  Now,  do  you  know  of  any  other  line  of  em- 
ployment in  which  the  matter  of  any  discharge  by  the  employer 
is  so  fully  and  fairly  and  liberally  protected  as  it  is  in  the  case 
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of  railroad  emi)loyes,  where  provision  is  made  in  practically  all 
schedules,  that  no  fireman  shall  be  discharged  or  held  off  duty 
upon  any  charge  whatever,  without  first  having  a  fair  and  im- 
partial hearing.     That  obtains  in  practically  all  the  schedules 
doesn't  it? 

Mr.  DeGuire:     Practically  all. 

Mr.  Slieean:  And  in  the  matter  of  any  discharge  by  rail- 
road companies,  the  record  as  to  the  reason  of  the  discharge,  and 
the  fact  that  no  discharge  can  be  had  without  a  full  and  fair  hear- 
ing, does  not  obtain  in  very  many  trades  or  crafts,  does  it! 

Mr,  DeGuire:  Well,  I  have  not  made  an  investigation  as 
to  that. 

Mr.  Sheean:  Where  such  an  investigation  has  been  con- 
ducted as  the  employes  practically  in  all  cases  are  entitled  to  have 
it  conducted,  is  there  any  objection,  or  would  there  be  any  ob- 
jection to  furnishing  to  any  employer  the  result  of  such  investiga- 
tion ? 

Mr.  DeGuire :  Well,  while  the  schedules  jn-ovide  that  these 
investigations  shall  be  held,  and  that  a  man  shall  not  be  dismissed 
without  just  cause,  yet  there  are  some,  I  believe,  who  are  dis- 
missed that  should  be  retained  in  the  service,  and  it  sometimes 
seems  impossible  to  get  them  back  to  work  without  causing  a 
strike,  and  therefore  they  are  never  returned  to  ser^^ce. 

Mr.  Sheean  :  But  the  right  of  appeal  is  nearly  always  given 
in  all  these  schedules,  is  it  not,  where  the  employe  and  the  em- 
ployer cannot  agree  as  to  the  cause  of  the  discharge  ? 

Mr.  DeGuire :  Yes,  and  I  have  seen  cases  appealed  to  what 
was  considered  the  highest  authority,  and  they  were  rejected. 

Mr.  Sheean :  Yes.  But  after  the  full  and  fair  hearing,  and 
after  the  prosecution  of  the  appeal,  is  there  any  objection,  as  you 
understand  it,  to  the  fact  being  stated  that  there  was  a  hearing, 
that  there  was  an  appeal,  and  as  to  what  the  result  was ;  provided, 
that  is  made  truthfully? 

Mr.  DeGuire:  No.  Provided  that  such  answer  was  not 
given  to  bar  a  man  from  employment  in  event  he  had  been  out 
on  a  strike,  or  for  some  reason  of  that  character. 

Mr.  Sheean:  Well,  in  the  end,  Mr.  DeGuire,  we  get  back 
in  every  instance  to  the  personal  equation  of  honesty  and  fair 
dealing  in  this  whole  matter,  do  we  not  ? 

Mr.  DeGuire :     Not  necessarily.    An  officer  might  think  that 
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he  was  dealing'  nl)S()hitely  fairly  witli  ;i  man,  and  still  lie  would 
not  be  so  doing. 

Mr.  Slieeaii :  And  still  the  man  iniu:ht  not  think  he  was  so 
doing-,  l^nt  in  the  end,  so  far  as  provisions  of  general  apppliea- 
tion  are  coneerned,  the  honesty  of  ])urpose  with  reference  to  these 
in(|niries  and  the  honest  application  of  the  result  of  those  in- 
quiries, is  the  fact  that  must  determine  always  whether  the  men 
are  being  fairly  treated  and  the  company  being  fairly  treated? 

Mr.  DeGuire:  Not  necessarily  so  in  all  cases.  If  I  was  a*!! 
enii)loying  officer  and  I  examined  a  man  thoroughly  on  his  ability 
for  the  i)osition  he  was  seeking,  and  then  made  an  investigation 
and  ascertained  that  he  was  a  man  of  high  character,  that  he  was 
not  a  drinking  man,  [  believe  that  T  could  ])lace  him  in  sei'\nce  and 
by  keeping  a  check  on  him  would  know  within  a  very  short  period 
of  time  whether  or  not  my  views  on  the  matter  were  correct. 

Mr.  Sheean :  Well,  that  comes  back  for  just  a  moment 
again  to  the  proposition  as  to  whether  or  not  you  think  that  all 
railroad  managers  possess  this  like  (|uaIification,  so  that  upon 
the  mere  inspection  of  the  human  factor,  determining  his  physical 
fitness,  his  mental  fitness,  from  observation,  they  should  be  in- 
hibited from  making  the  incjuiry  which  they  think  is  necessary  as 
to  what  Ids  record  was  among  his  neighbors  and  among  his 
former  employers? 

]\lr.  l)e(iuire :  No,  sir.  As  I  said  before,  I  believe  that  cer- 
tain investigation  could  be  made  along  certain  lines. 

Mr.  Sheean:     That  is  all. 

RE-DIRECT  EXAMINATION. 

Mr.  Carter:  In  the  first  place,  counsel  for  the  railroads  in- 
dicated by  his  (|uestion  that  an  application  for  employment  ap- 
plied to  all.  The  physical  examination  does  not  apply  to  all,  is 
that  right :' 

Mr.  DeGuire:     No,  it  does  not. 

Mr.  Carter:  Is  the  opposition  wliich  seems  so  pronounced 
by  all  railroad  men  against  these  methods  of  seeking  references 
from  api)licants,  not  based  almost  entirely  upon  the  belief  that  it 
results  in  the  practical  blacklist  of  any  man  whom  a  former  em- 
ployer desires  to  punish? 

Mr.  DeGuire :     That  is  the  o])inion  of  the  men. 
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Mr.  Carter :  It  is  the  abuse  of  the  method,  rather  than  the 
method  itself,  is  it  not! 

Mr.  DeGuire:     That  is  exactly  what  it  is. 

Mr.  Carter :  By  turning  to  page  7,  which  was  dwelt  upon 
so  long,  do  you  note  the  waiver  not  only  ai:)plies  to  his  personal 
character  and  qualifications  and  his  personal  record,  but  to 
"otherwise."  You  will  also  note  in  the  last  line  it  specifically 
refers  as  to  why  he  quit  the  service.  Do  you  believe  that  this 
word  "otherwise"  and  "quit"  are  purposely  included  in  this 
application  to  check  up  a  man,  to  see  whether  he  ever  went  on 
strike  or  not  ? 

Mr.  DeGuire :  I  believe  it  v/as  placed  in  there  to  give  it  a 
broad  construction.    In  fact,  to  cover  practically  everything. 

Mr.  Carter :  Mr.  DeGuire,  do  you  know  that  insubordina- 
tion, so  called,  is  even  a  greater  offense  in  the  eyes  of  many 
railroad  emj^loyers  than  Rule  G? 

Mr.  DeGuire:     Insubordination  is  absolute  dismissal. 

Mr.  Carter:  Do  you  know  of  any  man  who  could  get  em- 
ployment on  any  other  road  where  his  reference  showed  that  he 
was  dismissed  for  insubordination? 

Mr.  DeGuire :  I  would  not  think  he  would  be  given  employ- 
ment. 

Mr.  Carter:  Is  it  not  a  peculiar  characteristic  of  man  to 
sometimes  lose  his  temper  and  say  something  that  he  after- 
wards regrets? 

Mr.  DeGuire :     I  believe  we  all  do  that. 
,  Mr.  Carter :     Does  that  apply  as  much  to  a  roundhouse 
foreman,  or  a  traveling  engineer — 

The  Chairman :     We  will  take  judicial  notice  of  that  fact. 

Mr.  Carter :  Does  this  not  apply  as  much  to  a  roundhouse 
foreman  or  a  traveling  engineer  as  it  does  to  an  engineer  or 
fireman? 

Mr.  DeGuire:     It  does. 

Mr.  Carter :  Supposing  that  a  traveling  engineer  or  round- 
house foreman  had  caused  to  be  vexed  at  an  engineer  or  fire- 
man, and  probably  abused  him,  through,  perhaps,  a  sudden 
temper,  and  the  engineer,  contracting  the  same  anger  (by  infec- 
tion, perhaps),  said  to  the  official  some  things  that  would  not 
look  well  in  print — particularly  in  these  proceedings — is  not  he 
generally  dismissed  for  using  such  language? 
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Ml'.   DeCluiie:     lie  is  dismissed. 
:\Ir.  Carter:     For  what? 

* 

]\Ir.   Dediiire:     For  insubordination, 

Mr.  Carter:  J)o  you  know  of  any  man  in  any  other  class 
of  work  who  is  denied  following  his  chosen  profession  because 
he  happened  to  tell  a  roundhouse  foreman  what  he  was? 

Mr.  DeGuire:     No,  I  don't  know  that. 

Mr.  Carter :     Or  what  he  thought  he  was  ? 

]\!r.  DeCruire:     No,  I  don't  know  of  any. 

Mr.  Carter :  Is  it  not  a  fact  that  this  insubordination  refer- 
ence works  out  so  that  even  trivial  things  like  that  prevent  men 
ever  working  at  their  trade  again? 

]\rr.  DeGuire:     I  understand  that  to  be  the  fact. 

Mr.  Carter :  Don 't  you  understand  that  whenever  one  em- 
ployer notifies  another  railroad  employer  that  a  man  was  dis- 
missed for  insubordination,  that  that  settles  the  matter? 

Mr.  DeGuire:  I  don't  think  there  would  be  any  further 
question  but  what  he  would  be  dismissed  from  the  service. 

Mr.  Carter :  Supposing  the  case  that  this  roundhouse  fore- 
man or  traveling  engineer,  through  the  heat  of  passion,  thought 
he  was  insubordinate,  when  he  was  not  insubordinate — would  the 
error  of  judgment  of  the  man  in  reporting  insubordination  ever 
be  rectified? 

Mr.  DeGuire :  It  might  be,  if  the  employe  had  enough  wit- 
nesses to  offset  the  testimony  of  the  employer. 

Mr.  Carter :  Yes ;  but  the  man  who  makes  the  report  may 
be  in  a  New  England  state,  and  the  man  who  rejects  his  appli- 
cation on  account  of  the  insubordination  may  be  on  the  Pacific 
coast. 

Mr.  DeGuire :  I  don 't  think  any  further  investigation  would 
be  given  his  application.    They  would  refuse  it. 

Mr.  Carter:  Does  not  this  give  an  excuse  for  an  oflScial 
who  is  so  narrow-minded,  and  who,  I  want  to  say,  never  gets 
high  in  official  circles,  to  use  his  petty  spite  and  venom  against  a 
man  who  lost  his  position  for  that  cause? 

Mr.  DeGuire:  It  places  a  weapon  in  his  hands  that  you 
cannot  fight  back  against. 

Mr.  Carter:  Have  you  the  general  information  that  men 
in  subordinate  official  positions  who  are  so  unfair,  and  who  re- 
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sort  to  such  methods,  seldom  rise  very  high  in  the  official  scale 
among  railroad  officials? 

Mr.  DeGuire:  No,  because  a  man  who  would  do  that  is 
narrow-minded,  and  consequently  he  would  not  be  able  to  fit  him- 
self for  the  broad  details  of  a  high  office. 

Mr.  Carter :  But  he  is  the  man,  however,  who  renders  the 
verdict,  isn't  he? 

Mr.  DeGuire :     He  is  the  man. 

Mr.  Charter :  Is  it  not  true  that  generally  when  these  cases 
are  taken  to  the  high  officials  that  they  exhibit  a  very  fair  atti- 
tude, except  they  don 't  want  to  reverse  the  ruling  of  suliordinate, 
whether  it  is  right  or  wrong! 

Mr.  DeGuire:  On  insubordination,  they  very  seldom  re- 
verse a  decision. 

Mr.  Carter:  Do  they  not  generally  dispose  of  the  case  in 
this  way,  "If  you  can  get  the  man  who  reported  you,  or  who 
caused  vour  dismissal,  to  come  in  and  ask  for  vour  reinstatement, 
I  have  no  objection  to  your  being  reinstated"! 

Mr.  DeGuire:  They  say  that,  or  they  say  "If  you  can  get 
that  man  to  withdraw  his  objection,  we  will  put  yon  back  to 
work. ' ' 

Mr.  Carter :  Then,  in  this  altercation  to  which  I  referred, 
it  would  require  this  man  to  go  back  and  apologize,  and  if,  after 
the  apology,  this  subordinate  official  did  not  withdraw  his  objec- 
tion, if  he  still  felt  bad  about  it,  the  man  could  never  work? 

Mr.  DeGuire:     The  man  would  never  be  allowed  to  work. 

Mr.  Carter:  With  regard  to  quitting,  do  you  believe  that 
a  man  would  be  debarred  from  following  his  usual  avocation  by 
quitting,  under  any  other  circumstances  than  quitting  during  a 
strike ! 

Mr.  DeGuire:  Well,  he  might  be,  if  the  company  did  not 
think  his  record  prior  to  the  time  he  did  quit  was  what  it 
should  be. 

Mr.  Carter:  What  do  you  think  is  the  purpose  of  asking 
as  to  his  quitting!    This  reference  as  to  "why  you  quit"? 

Mr.  DeGuire :  I  believe  there  can  be  only  one  purpose,  and 
that  is  to  ascertain  whether  or  not  the  man  has  had  any  trouble 
with  this  railroad  company  and  quit,  therefore.  He  may  have 
had  litigation  with  them  over  injury,  or  something  of  that  kind. 

Mr.  Carter:     If  a  man  ever  sues  a  railroad  company  for 
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personal  damages  arising  from  wrecks  for  wiiicii  lie  is  not  in 
any  way  res])onsible,  woiiUl  liis  reference  be  that  he  had  sued  the 
railroad  company? 

Mr.  DeGuire:  There  are  many  of  these  ))hinks  that  reciuire 
the  information,  "Have  you  at  ])resent  pentling,  or  have  you 
ever  had  any  litigation  with  a  railroad  company  or  any  other 
person?" 

Mr.  Carter:  Let  us  assume  there  was  litigation  on  a  New 
England  road,  between  an  engineer  or  a  fireman  and  the  com- 
l)any,  because  of  some  injury,  and  the  reference  showed  that  he 
had  sued  the  railroad  company,  do  you  lielieve  he  would  ever  be 
able  to  secure  employment  again  ? 

Mr.  DeGuire:  Tlie  (piestion  in  the  blank  would  indicate 
that  he  would  not. 

Mr.  Carter:  Then,  sujiposing  the  case  that  this  is  the  prac- 
tice on  some  roads,  is  it  not  a  blacklist  against  the  man  for  exer- 
cising his  ]nivileges  as  an  American  citizen ? 

Mr.  DeCruire :     1  would  consider  it  such. 

Mr.  Carter:  But,  Mr.  DeGuire,  is  it  not  a  fact  that  many 
railroad  managers  are  veiy  liberal  when  passing  u]ion  these 
references  ? 

Mr.  DeGuire:  I  ically  believe  there  are  many  who  are 
very  liberal. 

Mr.  Carter :  Is  it  a  fact  that,  on  some  railroads,  regardless 
of  the  references,  even  though  a  man  did  go  on  strike,  even 
though  a  man  was  insubordinate  in  a  minor  way,  when  they  get 
information  of  that  fact,  is  it  not  a  fact  that  some  railroad  man- 
agements are  so  fair  in  the  matter  that  they  ])ut  the  man  to  work 
anyhow  f 

Mr.  DeGuire:  Yes,  I  believe  they  are.  And  then,  another 
factor,  too,  you  must  take  into  consideration,  would  be  the  con- 
dition of  business  at  the  time.  If  they  were  very  rushed,  they 
might  let  this  man  remain  in  service,  and  watch  him,  and  deter- 
mine his  fitness  in  that  manner. 

Mr.  Carter:     Does  a  strike  result  in  a  blacklist  practically 
against  all  men  who  participate  in  a  strike,  so  far  as  you  know? 
Mr.  DeGuire :     So  far  as  I  know. 

Mr.  Carter:  Do  you  know  the  diiTerence  between  a  black- 
list by  an  em]>loyer  and  a  boycott  by  an  employe? 
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Mr.  DeGuire:  Why,  I  do  not.  It  would  shut  off  the  rev- 
enue or  attempt  to  shut  off  a  portion  of  the  revenue  of  both. 

Mr.  Carter:  Aren't  boycotts,  particularly  secondary  boy- 
cotts, illegal! 

Mr.  DeGuire :     Yes,  they  are  so  considered,  under  the  law. 

Mr.  Carter:  The  law  gives  relief  to  the  employers  under 
such  conditions,  does  it  not? 

Mr.  DeGuire:    It  does. 

Mr.  Carter:  What  relief  by  law  has  the  employe  who  ex- 
periences a  blacklist,  under  this  method  of  references  ? 

Mr.  DeGuire :     None  that  I  know  of. 

Mr.  Carter:     There  is  no  law  for  the  poor  man! 

Mr,  DeGuire :     None  that  I  know  of. 

Mr.  Carter:     None  that  can  be  enforced? 

Mr.  DeGuire :     No,  sir. 

Mr.  Carter :  Suppose  in  the  case  of  a  man  who  was  dis- 
missed because  of  a  presumed  violation  of  Eule  G,  when  he  was 
absolutely  innocent, — would  the  effect  of  these  references  be  the 
same? 

Mr.  DeGuire :     I  would  think  it  would  be  exactly  the  same. 

Mr.  Carter:  If  a  division  superintendent  or  trainmaster, 
or  whatever  it  was  in  New  York,  should  dismiss  a  man  for  fre- 
quenting saloons  or  drinking,  and  he  should  make  application  for 
employment  on  a  Western  railroad^  and  the  reference  showed 
that  was  the  reason  he  was  discharged,  that  would  debar  him 
from  ever  following  his  avocation  or  trade,  would  it  not? 

Mr.  DeGuire :     It  would. 

Mr.  Carter:  Do  you  know  of  a  particular  instance  where 
a  man  was  practically  blacklisted  for  drinking  when  he  never 
drank  in  his  life  ? 

Mr.  DeGuire :  Yes,  I  know  of  one  on  the  North  Western, 
but  I  hesitate  to — 

Mr.  Carter :  Do  you  think  it  would  compromise  you  in  your 
employment  on  the  North  Western? 

Mr.  DeGuire :     Not  a  bit,  no,  sir. 

Mr.  Carter :  Then,  in  a  veiy  brief  way,  set  forth  this  case 
and  show  where  the  subordinate  official  may  have  been  mistaken, 
or  perhaps  may  have  been  overzealous  in  enforcing  the  rule. 

Mr.  DeGuire :  From  memory,  as  I  have  no  record  before 
me,  I  believe  it  was  in  the  year  1909,  a  fireman  employed  on  the 
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Lake  Shore  Division  ol"  tlie  North  Western,  hy  the  name  of  Ed- 
ward Powers,  arose  one  nioiiiini*-  and  started  for  a  restaurant 
to  secure  sometliini>-  to  eat.  In  passing-  hy  a  saloon  located  on 
Nortli  Broadway,  at  Green  Bay,  Wisconsin,  tliere  were  some  men 
in  the  saloon  who  tapped  on  the  window  and  heckoned  for  him  to 
come  in.  He  walked  into  the  saloon  and  stood  there  talking  for  a 
few  minutes,  and  they  asked  him  if  he  would  not  have  a  drink. 
He  never  drank  in  his  life,  and  he  stei)i)ed  uj)  to  the  bar  and  took 
a  glass  of  milk.  While  he  was  drinking  this  milk  the  telei)hone 
hell  rang  and  the  call  boy  at  the  other  end  called  him  to  go  out. 
Before  he  could  leave  the  tele])hone  and  reach  the  door,  the  tele- 
])hone  again  rang  and  the  call  boy  notified  him  that  he  had  been 
pulled  out  of  service,  and  re(]uested  him  to  report  to  the  super- 
intendent's office,  tliat  Mr.  Andrews  wanted  to  see  him. 

Mr.  Carter:     Who  was  Mr.  Andrews? 

Mr.  DeCtuire:  Mr.  Andrews  was  tlie  sujierintendent  on  the 
Lake  Shore  Division  at  that  time.  Mr.  Andrews  notified  him  that 
he  had  violated  Kule  G  and  asked  him  if  he  was  in  the  saloon 
when  they  called  him,  and  he  said  that  he  was.  ]\rr.  Andrews  then 
notified  him  that  inasnnich  as  he  pleaded  guilty  to  frequenting 
saloons,  or  at  least  going  in  them,  that  he  could  consider  himself 
dismissed  from  the  service. 

Mr.  Carter:  Did  Mr.  Poweis  assert  in  his  own  defense  that 
he  never  drank  in  his  life? 

Mr.  DeGuire:  Yes,  Mr.  Powers  told  Mr.  Andrews,  and  Mr. 
Andrews  knew  that.  Mr.  Andrews  said  that  he  could  not  help 
that;  he  said  he  was  going  to  make  an  example  of  a  man  who  did 
not  drink,  because  it  would  have  a  greater  effect  on  those  who  did. 

Mr.  Carter :     What  was  the  result  ? 

Mr.  DeGuire:.  The  result  was  Mr.  Powers  came  to  me  and 
asked  me  if  T  would  not  try  to  intercede  for  him  with  Mr.  An- 
drews. I  went  to  Mr.  Andrews  and  put  u])  a  plea  for  the  boy 
and  explained  all  b.is  good  (lualifications.  Mr.  Andrews  said,  '*! 
agree  with  you  on  that,  but,"  he  says,  "a  man  dismissed  on 
the  Lake  Shore  Division  is  dismissed  for  all  time  on  the  North 
Western.  So  long  as  I  have  anything  to  do  with  the  North  West- 
ern he  cannot  work  on  the  North  Western  any  longer.  Regard- 
less of  the  fact  that  he  does  not  drink.  T  want  you  to  know  that 
T  have  considered  that,  and,"  he  said,  "I  am  making  an  examyile 
of  him." 
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Mr.  Powers  went  to  him  and  he  told  liim  the  same  thing. 
Mr.  Powers  then  went  to  the  Ashland  Division  of  the  North 
Western  and  asked  Mr.  Hutchinson,  who  was  the  master  me- 
chanic on  the  Ashland  Division,  for  emplo>Tnent.  He  told  Mr. 
Hutchinson  what  had  happened,  and  Mr.  Hutchinson  was  in 
need  of  firemen  at  the  time,  and  allowed  him  to  fill  out  an  ap]ili- 
cation,  and  he  started  to  work.  iVfter  working  approximately 
two  weeks,  he  was  called  into  the  office  by  Mr.  Hutchinson,  and 
informed  him  that  he  would  have  to  dismiss  him  from  the  service, 
because  Mr.  Andrews,  to  whom  he  had  referred,  absolutely  re- 
fused to  give  him  good  references. 

Mr.  Carter:  Was  not  that  a  blacklisting  from  one  divi- 
sion to  another? 

Mr.  DeGuire :     Why,  I  would  consider  it  so. 

Mr.  Carter:     It  had  the  same  effect. 

Mr.  DeGuire:  It  had  the  same  effect;  it  put  him  out  of 
employment. 

Mr.  Carter :  Suppose  he  had  applied  for  a  position  on  an- 
other road — I  don't  care  to  name  it,  any  of  the  leading  roads — 
and  Mr.  Andrews  had  taken  the  same  position,  would  he  have 
been  able  to  work  on  the  other  road! 

Mr.  DeGuire:  T  don't  think  so;  but,  in  fairness  to  Mr. 
Andrews,  I  asked  him  if  he  would  do  that,  I  asked  him  if  he 
intended  to  follow  him  to  other  roads.  Mr.  Andrews  said,  ''No, 
T  won't  do  that,  T  won't  follow  him;  if  he  goes  to  another  road 
I  will  be  glad  to  see  him  do  well."  He  was  out  of  employment 
until  the  24th  day  of  the  following  December,  before  the  case 
w^as  finally  called  to  Mr.  Cantillon's  attention,  who  was  general 
manager  at  the  time — and  a  very  fair  general  manager,  too — 
and  Mr.  Cantillon  took  the  case  under  advisement  and  restored 
the  boy  to  his  former  rights. 

Mr.  Carter :  Now,  this  man  was  acting  under  the  rules  gov- 
erning the  handling  of  complaints.  How  long  does  it  take  before 
Mr.  Cantillon,  as  the  manager  of  the  railroad,  can  right  a  wrong 
perpetrated  by  a  superintendent?  How  long  was  he  out  of 
work  ? 

Mr.  DeGuire :  Well,  he  was  out  of  work  close  to  a  year,  as 
T  recollect. 

Mr.  Carter:     How  did  he  earn  a  living  during  this  year? 
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Mr.  DeGuire:  AVhy,  he  went  around  to  other  places,  and 
secured  work  without  giWng  Mr.  Andrews  as  a  reference. 

Mr.  Carter:     Afraid  to? 

Mr.  DeGuire :  He  was  afraid  to  do  it.  He  knew  it  would 
mean  dismissal  where  he  was  working. 

Mr.  Carter:  Xow,  is  this  not  in  a  small  way,  an  example 
of  how  references  work  out  ? 

Mr.  DeGuire:  It  demonstrates  clearly,  to  my  mind,  just 
what  it  will  do. 

Mr.  Carter:  Mr.  DeGuire,  did  you  not  for  a  time  act  as 
organizer  for  this  Brotherhood? 

Mr.  DeGuire :     Yes,  for  close  to  three  years. 

Mr.  Carter :  Did  you  not  find,  during  that  time,  a  consider- 
able number  of  men,  who  had  changed  their  names  in  order  to 
get  employment? 

Mr.  DeGuire :     I  think  I  found  about  ten. 

Mr.  Carter:  Ten  men  who  could  not  get  work  unless  they 
changed  their  names  ? 

Mr.  DeGuire :  That  is  what  they  told  me  was  their  reason 
for  working  under  an  assumed  name. 

Mr.  Carter :  Do  you  know  whether  they  were  giving  satis- 
factory service  under  this  assumed  name  ? 

Mr.  DeGuire :  Thev  were  giving  verv  satisf actorv  sei'vice 
and  were  well  thought  of  bv  the  men  with  whom  thev  were 
working. 

Mr.  Carter :  Then,  in  order  for  a  man  to  make  a  living,  if 
he  is  a  locomotive  fireman,  he  sometimes  has  to  change  his  name, 
is  that  right  ? 

Mr.  DeGuire:     I  have  found  that  to  be  the  case. 

Mr.  Carter :  Mr.  Chairman,  I  want  to  simply  say,  for  what 
it  is  worth,  that  I  have  paid  the  assessments  of  members  of  the 
Brotherhood  of  Locomotive  Firemen  and  Enginemen,  who  could 
not  work  under  their  own  names,  because  they  participated  in 
a  strike.  They  are  working,  they  have  worked  on  other  roads, 
given  splendid  service,  and  until  they  got  so  they  could  pay  their 
own  assessments,  I  paid  them  personally  myself,  but  they  are 
still  working  under  assumed  names. 

"Would  a  carpenter,  or  any  other  class  of  employe  be  thus 
treated  ? 
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Mr.  DeGuire :  Not  to  my  knowledge.  I  know  of  no  other 
class  of  employes  who  are. 

Mr.  Carter:  Counsel  for  the  railroads  suggested  that  the 
schedules  now  in  effect  gave  protection  to  a  man  who  made  ap- 
plication, and  because  of  his  references  w^as  unjustly  discharged. 
Is  that  true?  Is  an  applicant  who  is  discharged  because  of  his 
references  usually  protected  by  the  schedule? 

Mr.  DeGuire:  No,  he  is  not,  because  in  the  application 
l[)lanks  you  will  find  that  he  is  on  probation  for  a  period  of  six 
months,  so  consequently  he  could  not  be  protected. 

Mr.  Carter :     Nobody  to  protect  him  ? 

Mr.  DeGuire :     Nobody  to  protect  him. 

Mr.  Carter :     No  matter  how  unjust — 

Mr.  DeGuire :     Or  how  unfair  he  might  be  treated, 

Mr.  Carter:     He  has  no  recourse! 

Mr.  DeGuire :     He  has  no  recourse. 

Mr.  Carter:  If  he  is  blacklisted  under  the  guise  of  refer- 
ences, he  cannot  protect  himself  against  the  blacklist? 

Mr.  DeGuire :  The  waivers  he  would  sign  to  the  schedules 
would  absolutely  prevent  liun  from  obtaining  protection. 

Mr.  Carter:  That  is,  the  waiver  that  is  so  strongly  set 
forth  in  this  application  which  denies  this  man  his  legal  rights 
as  a  citizen? 

Mr.  DeGuire:  I  would  consider  that  once  he  signed  that 
waiver  he  would  have  no  recourse  through  the  courts. 

Mr.  Stone:  Mr.  DeGuire,  I  have  here  a  photostat  copy  of 
a  form  that  I  should  like  to  have  you  read., 

Mr.  Carter :     Give  him  the  original  form. 

Mr.  Stone :  Here  is  the  original  form.  This  is  a  photostat 
copy.  I  would  like  to  say  further  that  this  foim  bears  no  name, 
Mr.  Chairman,  but  it  is  the  form  from  the  Oregon  Eailway  & 
Navigation  Company.  If  there  is  any  question  about  it,  I  think 
Mr.  Buckley  will  identify  it.  Here  is  the  photostat  copy.  Just 
read  it,  this  last  clause  particularly. 

Mr.  DeGuire:  It  is  form  2583,  It  has  a  form  number  of 
some  sort  here,  C.  S.,  and  it  is  dated  on  the  9th  month,  1912,  and 
numbered  50,000. 

It  has  a  blank  space  for  the  date.  Then  Mr.  blank,  and  two 
blank  lines  underneath  that. 
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''IVar  Sir: 

"I  have  made  n])|)lic*atioii  to  ())]ank  for  tlic  name  of  the 
coin))any)  For  (Mii])h\vineiit  in  the  capacity  of  (then  there  is  a 
liiank  for  the  name  of  tlie  employment),  and  desire  to  have  that 
Company  fnlly  advised  of  my  record  witli  former  em])loyers.  I 
was  in  the  service  of  yonr  Com])any  from  (hhnik)  to  (blank) 
as  (blank)  on  (blank)  Division,  and,  therefore,  request  that  you 
forward  direct  to  Mr.  (})lank  for  name,  title  and  address)  a 
statement  containin<>,-  all  the  information  you  may  have  as  to 
my  personal  character,  halnts  and  ability;  also  the  cause  of 
my  leavinjj:  the  em]iloy  of  your  Com])any.  I  hereby  release  your 
Company  from  any  and  all  liabilities  for  damag:e,  of  whatsoever 
nature,  on  account  of  furnishinc:  the  information  above  requested, 
which  is  to  be  used  in  (letei-minini>-  my  fitness  for  the  ]iosition 
mentioned. 

** Yours  truly,"  and  then  there  is  a  blank  s])ace  for  the 
signature  and  a  blank  s]^ace  for  the  witness  to  sign. 

Mr.  Stone:  Mr.  DeGuire,  wouldn't  you  consider  that  that 
was  a  legal  waiver  for  any  claim  for  damages  of  any  nature? 

Mr.  DeGuire:  T  would  consider  it  a  waiver  that  would  be 
held  legal. 

Mr.  Stone:  Does  it  not  also  prove  that  that  company  real- 
izes they  are  doing  something  for  which  there  might  be  litigation 
and  legal  claims  for  damages,  and  they  take  the  precaution  of 
safeguarding  against  it? 

Mr.  DeGuire :  it  would  look  as  though  they  adopted  safety 
first  as  their  policy  on  that  blank. 

Mr.  Stone:     That  is  all. 

RE-CKOSS   EXAMINATION. 

Mr.  Sheean:  Mr.  DeGuire,  you  understand,  of  course,  that 
there  have  been  some  laws  passed,  at  least,  which  prohibit  the 
giving  of  this  information,  except  at  the  request  of,  or  with  the 
permission  of,  the  ]ierson  about  whom  the  information  is  given? 

Mr.  DeGuire:     I  have  been  so  infonned,  Mr.  Sheean. 

Mr.  Sheean:  And  this,  of  course,  would  relieve  from  any 
liability  of  that  sort;  but  do  you  understand  that  this  would  pro- 
tect any  company  from  making  false  or  libelous  statements  about 
any  person? 
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Mr.  DeGuire:  Well,  the  i)orsoii  would  never  have  any 
knowledge  if  they  did  do  it,  of  there  being  such  statements. 

Mr.  Sheean:  Well,  the  only  purpose  of  this  release  is  in 
order  to  excuse  the  person  from  the  liability  which  might  arise 
under  certain  statutes  which  certain  labor  organizations  have 
had  passed,  which  prohibit  the  giving  of  any  information? 

Mr.  DeGuire:  It  is  to  protect  the  company  from  damages 
resulting  from  any  suit  that  this  applicant  might  institute 
against  said  company  for  giving  the  information. 

Mr.  Sheean :  Tliis  is  a  request  to  your  former  em|)loyer, 
is  it  not? 

Mr.  DeGuire:     Yes. 

Mr.  Sheean :  And  authorizing  him  to  state  the  facts,  all 
the  information  lie  may  have,  as  to  y)ersonal  character,  habits 
and  ability? 

Mr.  DeGuire:    Yes. 

Mr.  Sheean :  And  that  is  all  the  authority  that  is  given, 
is  as  to  information  as  to  that? 

Mr.  DeGuire :     Well,  that  authority  is  very  broad. 

Mr.  Sheean:  Now,  I  would  like  to  know,  in  the  case  of 
this  roundhouse  foreman.  Mr.  DeGuire,  about  whom  Mr.  Carter 
talked,  what  your  committee  upon  that  road  is  doing  in  the  situa- 
tion that  he  describes  there?  On  the  hypothetical  case  that  is 
stated  there,  of  the  personal  altercation  between  the  roundhouse 
foreman,  and  engineer  or  fireman,  do  not  the  schedules  provide, 
with  ]:)ractical  universality,  that  a  person  discharged  for  any 
situation  of  that  sort,  shall  have  the  right  to  be  fully  heard? 

Mr.  DeGuire :     They  have  the  right  to  be  fully  heard. 

Mr.  Sheean :  And  to  have  all  of  the  evidence  brought  for- 
ward and  reduced  to  stenogra])hic  form,  upon  appeal? 

Mr.  DeGuire:  Sure;  but  there  is  very  seldom  any  evi- 
dence to  be  brought  forward,  outside  of  the  foreman's  word 
and  the  man's  word,  and  the  foreman's  word  almost  always  has 
greater  weight. 

Mr.  Sheean :  That  is  always  the  situation  we  are  con- 
fronted with  in  life  here,  that  our  courts  provide  for  a  full 
hearing;  but  when  it  depends  upon  the  personal  equation  of 
honesty  and  truthfulness,  we  cannot  always  get  at  the  exact 
truth. 

Mr.  DeGuire:     That  is  true. 
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Mr.  Sheean:  So,  in  the  sitiiatiou  that  is  described  here, 
the  criticism  again  is  against  the  honesty  or  the  truthfulness 
of  a  particular  individual,  is  it  not? 

Mr.  DeGuire:  Yes,  the  lionesty  or  truthfulness  of  the  par- 
ticular oflScer  would  be  the  determining  factor  in  that  case. 

Mr.  Sheean :  And  so  far  as  the  schedules  are  able  to  pro- 
vide, and  in  the  same  way  in  so  far  as  the  laws  attempt  to 
provide  a  full  and  fair  hearing,  there  have  been  elTorts  made  to 
cover  the  situation  as  fully  and  as  fairly  as  you  can  by  general 
laws,  but  5'ou  cannot  correct  to  100  per  cent,  all  elements  that 
involve  the  human  equation,  isn't  that  about  the  situation? 

Mr.  DeCiuire:  The  schedule  outlines  a  policy.  It  outlines 
a  policy  and  says  certain  things  shall  be  done,  but  I  ;iiii  sorry  to 
say  to  you,  Mr.  Shean,  that  it  is  not  lived  up  to. 

Mr.  Sheean :  Can  you,  again,  Mr.  DeGuire,  give  any  case 
in  which  the  schedules  could  be  corrected,  and  still  correct  the 
possibility  of  human  error  and  frailty  and  occasional  lying? 

Mr.  DeGuire:  No,  that  would  be  impossible,  to  correct 
human  nature  by  methods  of  schedules. 

Mr.  Sheean :  Then  the  complaint  that  you  make  as  to  any 
situation  of  this  sort,  is  the  inability  of  the  reviewing  Board 
truthfully  to  get  at  all  the  facts? 

Mr.  DeGuire :  Well,  it  is  impossible  to  get  at  all  the  facts 
in  a  case  of  insubordination,  because  there  are  only  two  state- 
ments, that  is  of  the  man  that  made  the  complaint,  and  the  man 
Avhom  he  has  complained  against. 

Mr.  Sheean:  And  you  run  into  the  same  situation  in  case 
of  contact  with  anything  that  has  to  be  solved  in  the  courts  and 
are  unfortunate  enough  to  have  only  your  story  as  against  the 
story  of  one  other  individual  ? 

Mr.  DeGuire:  Yes,  but  in  the  court  they  weigh  both  men's 
evidence;  they  don't/Say,  ''Well,  this  man  has  a  little  better  posi- 
tion in  life  and  therefore  he  is  more  truthful."  But  they  do  that 
on  a  railroad,  they  say  a  roundhouse  foreman  is  more  truthful, 
and  his  statement  is  worth  more,  and  weighs  more,  if  you  please, 
than  that  of  a  locomotive  fireman. 

Mr.  Sheean :  Do  you  know  of  any  rule  in  the  courts  or  any- 
where else,  that  does  not  require  the  person  who  is  seeking  a 
change  in  the  situation,  who  is  making  a  complaint,  either  be- 
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cause  of  discipline  or  anything  else,  to  prove  by  the  greater 
weight  of  the  evidence,  the  charge  that  he  makes! 

Mr.  DeGnire:     No,  I  do  not. 

Mr.  Sheean:  Your  theory  is  that  before  a  man  is  dis- 
charged by  a  roimdhouse  foreman  or  anyone  else  in  authority, 
that  he  must  have  the  greater  weight  of  the  evidence  with  him? 

Mr.  DeGuire:  When  you  say  "discharged,"  you  cover  a 
volume  of  things,  because  he  might  be  discharged  for  a  volume  of 
things ;  but  we  are  speaking  of  insubordination,  as  I  understand 
it. 

Mr.  Sheean:  Well,  even  as  to  insubordination,  you  would 
place  the  burden  upon  the  officer  who  has  the  responsibility,  who 
in  the  organization  is  above  the  man  discharged ;  you  would  place 
the  burden  on  him  of  proving  that  there  was  insubordination,  be- 
fore there  could  be  any  discharge! 

Mr.  DeGuire:  That  man  has  nothing  to  lose;  the  other  boy 
loses  his  bread  and  butter. 

Mr.  Sheean :     1  wanted  to  get  at  again,  if  I  could — 

Mr.  DeGuire:     Yes. 

Mr.  Sheean:  The  proposition  of  how  we  are  practically 
going  to  get  along,  trying  to  be  decent  and  honest  about  it. 

Mr.  DeGuire:     That  is  right. 

Mr.  Sheean :  Your  practical  suggestion  is,  that  before  there 
could  be  any  discharge  for  insubordination,  there  would  have 
to  be  on  the  part  of  the  one  discharging,  the  ability  to  produce 
more  evidence  than  the  employe  could  produce? 

Mr.  DeGuire:     Yes,  he  should. 

Mr.  Sheean:  So  that  wherever  the  insubordination  took 
place,  with  only  the  master  mechanic  or  roundhouse  foreman,  and 
a  single  employe,  he  would  have  to  have  some  outside  witness  to 
come  in  and  know  as  to  what  took  place,  before  he  could  exercise 
any  discipline? 

Mr.  DeGuire :  I  should  think  that  would  be  the  policy,  be- 
cause the  effect  on  this  man  is  great.  It  places  him  in  a  position 
where  he  will  be  unable  to  secure  employment  elsewhere,  and  it 
takes  his  bread  and  butter  away  from  him. 

Mr.  Sheean:  The  particular  criticism  in  that  respect  that 
you  have  in  mind,  is  where  it  occurs,  and  there  are  only  two  men 
present,  and  they  tell  different  stories,  that  the  employe  is  not 


2820 

able  to  liave  his  story  a('r'0])tod  in  iJret'eroncc  to  that  of  liis  siipe- 
rioi". 

Mr.  Dednire:  Tliat  is  the  only  kind  of  iiisnl)o]-(lination  I 
ever  saw. 

Mr.  Sheean  :  Vou  think  that  is  i)rohal)ly  about  tlie  only  way 
insubordination  would  take  place,  do  you  not,  in  tlie  ease  of  but 
two  individuals  being  present  ? 

Mr.  DeGuire:  They  usually  get  into  a  dispute  over  one 
subject  or  another  and  the  man  is  discharged. 

Mr.  Sheean:  And  your  theory  on  that  is  that,  in  i)racticai 
operation,  tlie  burden  should  be  upon  the  superior  officer,  rather 
than  upon  the  man,  in  case  they  could  not  agree  on  just  what  did 
take  place? 

Mr.  DeGuire:     You  ask  for  my  theory? 

Mr.  Sheean:     Yes., 

Mr.  DeGuire:  My  theory  is  the  man  should  not  be  dis- 
charged until  he  is  absolutely  jiroven  guilty  by  more  than  one 
witness. 

Mr.  Sheean  :     That  is  all. 

KK-1)1RP]CT  EXAMINATION. 

Mr.  Stone:  Mr.  DeGuire,  do  you  know  of  any  i)lace  in 
our  courts  where  a  man  cannot  have  a  jury  trial  in  nearly  every 
case! 

Mr.  DeGuire:  No,  a  jury  trial  is  accorded  a  man  under  the 
statutes  of  the  United  States. 

Mr.  Stone :  Is  it  not  a  fact  in  these  cases  you  have  before 
the  officials,  that  the  operating  official  is  both  judge,  jury  and 
prosecuting  attorney  as  well,  he  is  all  three  at  one  time  ? 

Mr.  DeGuire :     That  is  true. 

Mr.  Park:  If  an  engineer  told  a  fireman  to  do  something, 
and  he  refused  to  do  it,  creating  a  condition  of  insubordination, 
and  the  engineer  turned  the  fireman  in,  would  you  contend  that 
the  fireman's  word  should  be  taken  in  preference  to  the  engi- 
neer 's  ? 

Mr.  DeGuire :  I  contend  that  that  man  should  not  be  thrown 
out  of  employment  on  the  word  of  the  engineer.  But,  I  do  not 
know  of  any  cases  where  we  have  had  that  come  up. 

Mr.  Park:  You  have  heard  of  cases  of  insubordination  on 
the  deck  of  the  engine,  have  you  not? 
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Mr.  DeGnire:     I  never  have,  I  don't  believe. 

Mr.  Stone:  I  know  of  two  or  three  cases  where  the  engi- 
neer got  licked  by  the  fireman,  if  that  is  what  you  refer  to. 

Mr.  Park:  Mr.  Stone,  should  the  fireman's  word  be  taken 
ill  i)reference  to  the  engineer's,  under  those  circumstances! 

Mr.  Stone :     Should  it  be  taken  ? 

Mr.  Park:  Yes;  should  the  fireman's  word  be  taken  in 
preference  to  the  word  of  the  engineer,  in  settling  tliat  alterca- 
tion! 

Mr,  Stone:  1  should  say  neither  man's  word  should  l)e 
taken  in  preference  to  the  other.  There  should  l)e  a  fair  and 
open  investigation  of  the  case. 

Mr.  Park  :  But  is  not  the  engineer  the  captain,  isn  't  he  the 
superior  in  authority,  necessarily? 

Mr.  Stone:  Yes,  so  far  as  the  operation  of  the  engine  is 
concerned;  but,  because  he  happened  to  be  ca]itain,  if  I  might 
interject  this  into  the  argument,  for  a  minute,  I  do  not  consider 
he  is  any  better  than  he  was  when  he  was  a  fireman,  or  that  he  is 
made  of  any  better  clay,  or  that  his  word  should  be  taken  un- 
questionably. 

Mr.  Park:  But  in  the  matter  of  discipline,  one  man  must 
have  authority  over  another! 

Mr.  Stone :  Sure,  you  must  have  discipline,  and  we  will  all 
concede  that  it  is  necessary,  to  successfully  operate  a  railroad. 

Mr,  Carter:  Mr.  DeGuire,  the  questions  asked  on  cross- 
examination  indicate  that  some  states  have  passed  laws  which 
actually  forbid  blacklisting.     Do  you  know  of  such  laws ! 

Mr.  DeGuire:  Why,  1  have  been  advised  that  the  Wiscon- 
sin State  Laws  prohibit  blacklisting. 

Mr.  Carter :  Then  it  w^oulcl  appear  that  even  the  people  of 
a  state  have  recognized  the  gross  injustices  practiced  by  this 
exchange  of  references,  and  have  endeavored  to  help  the  working 
man ! 

Mr.  DeGuire :     They  have. 

Mr.  Carter:  And,  then,  by  the  adoption  of  this  form,  the 
efforts  of  the  people  of  the  states  are  avoided! 

Mr.  DeGuire :  Their  efforts  and  energies  toward  trying  to 
correct  an  evil  have  been  of  no  avail. 

Mr.  Carter:  Let  me  ask  you  something  else;  with  regard 
to  an  altercation  arising  between  a  subordinate  official  and  an 
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engineer  or  fireman,  1  l)elieve  you  said  that,  ordinarily,  the 
higher  officials  were  very  reluctant  in  restoring  a  man  to  ser\dce 
who  had  been  dismissed  by  a  subordinate  official  for  insubordi- 
nation, without  the  consent  of  that  subordinate  official. 

Mr.  DeGuire :  That  is  true.  Thev  usually  say  to  you  to  go 
back  and  apologize  to  that  man  and  haye  him  consent  to  your 
going  to  work,  and  we  will  put  you  to  work. 

Mr.  Carter:  Isn't  it  the  crime  of  what  is  known  as  lese 
majeste,  that  is  questioning  the  power  of  the  king,  or  criticising 
the  king?  If  I  haven't  spelled  that  word  right,  T  will  depend  on 
the  stenographer  to  spell  it  for  me. 

Mr.  DeGuire :     That  is  what  it  would  be. 

Mr.  Carter :  I  understand,  in  certain  countries  where  they 
have  monarchs,  that  even  to  criticise  the  king  is  an  offense  pun- 
ishable by  imprisonment.  • 

Mr.  DeGuire :     I  understand  that  to  be  true. 

Mr.  Carter:  Then,  supposing  a  case  where  a  fireman  called 
a  foreman  a  liar.  The  fact  that  he  called  the  foreman  a  liar 
would  be  the  offense,  even  though  he  was  a  liar;  is  that  right? 

Mr.  DeGuire:  Yes,  he  wouldn't  have  any  authority  to  call 
him  that,  even  though  he  had  direct  knowledge  to  know  that  he 
was. 

Mr.  Carter:  Then  the  crime  investigated  is  not  as  to 
whether  it  was  just,  to  call  him  a  liar,  but  it  would  be  the  crime 
of  criticising  a  superior  officer? 

Mr.  DeGuire :  What  w^e  call  insubordination  is  the  saying 
of  ugly  things,  or  the  answering  back  of  a  superior  officer. 

Mr.  Carter:  And  although  this  foreman  might  have  lied, 
it  denies  that  fireman  the  right  to  ever  work  again? 

Mr.  DeGuire:  I  don't  know  of  a  single  instance  where  a 
man  has  been  put  back  after  insubordination,  without  securing 
the  consent  of  the  man  who  dismissed  him,  or  who  recommended 
his  dismissal. 

Mr.  Carter:     That  is  all. 

(Witness  excused.) 

Mr.  Stone :  Now,  Mr.  Chairman,  I  am  going  to  call  a  wit- 
ness I  had  not  expected  to  call.  I  am  going  to  ask  Mr.  Best  to 
take  the  stand  for  a  few  minutes.  I  am  going  to  show  you  a 
living  example  of  a  man  who  tramped  this  country  for  years 
because  he  took  part  in  a  strike. 
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WILLIAM  B.  BEST  was  called  as  a  witness  and,  having 
been  duly  sworn,  testified  as  follows : 

DIRECT   EXAMINATION. 

Mr.  Stone:  This  is  Mr.  William  B.  Best.  At  the  present 
time  he  is  the  salaried  chairman  of  the  Canadian  Northern,  for 
the  Brotherhood  of  Locomotive  Engineers. 

Mr.  Best,  I  wish  you  would  tell,  in  just  a  short  and  concise 
way,  the  crime  you  were  guilty  of,  and  what  happened  after 
you  lost  out  in  the  strike  of  1894,  I  believe  it  was,  on  the  Great 
Northern. 

Mr.  Best :  Well,  gentlemen,  that  is  quite  a  story,  and  it 
will  take  quite  a  while  to  tell  it,  if  you  desire  it  all. 

Mr.  Stone :     Well,  boil  it  down. 

The  Chairman :  Let  us  have  it  in  a  modified  form,  although 
of  course  we  want  to  get  it. 

Mr.  Best :  Of  course,  today  is  a  day  when  there  are  defini- 
tions and  definitions.  Some  call  it  blacklisting;  I  don't  know 
whether  you  would  call  it  that  or  not,  and  I  don't  know  what 
they  call  it  today. 

When  I  went  to  school,  which  wasn't  very  long,  I  learned 
at  one  time  that  there  was  one  word  that  had  two  meanings, 
and  that  was  ' '  cleave ' ' ;  cleave,  to  cling  together ;  and  cleave, 
to  split  apart. 

However,  we  find  in  the  railroads  today  that  we  have  many 
definitions,  applied  differently.  Whether  this  is  blacklisting  or 
whether  it  is  not,  I  am  not  prepared  to  say. 

I  don't  know  that  it  was  because  of  a  strike  that  these  things 
happened — I  don't  think  that  it  was.  I  haven't  the  records,  if 
such  be  the  case.  I  ran  an  engine  after  the  Great  Northern 
revolution,  not  the  Pullman  strike,  but  the  revolution  of  the 
Great  Northern  men.  I  ran  an  engine  eighteen  months.  There 
were  seven  train  despatchers  discharged.  They  were  discharged 
for  affiliating  with  a  labor  organization.  I  happened  to  be  one 
of  the  committee  of  men  that  they  called  on  to  go  down  to 
St.  Paul  to  have  these  men  reinstated,  if  possible. 

Mr.  Stone:     What  was  that  labor  organization? 

Mr.  Best :  The  American  Railway  Union.  When  we  went 
to  St.  Paul  because  of  their  views,  and  I  may  here  add,  lose  or 
win,  while  it  was  a  winning  lose,  still  it  made  a  difference  in  the 
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sentiment  of  the  world  because  this  body  of  men  would  not  be 
here  today  if  it  had  not.  However,  tiiere  were  men  discharged. 
We  endeavored  to  get  them  back.  Could  not  get  them  back.  We 
were  not  recognized  at  all.  We  returned  to  our  res})ective 
homes.  As  I  ste])i>ed  off  the  train  in  West  Superior  I  received 
a  telegra})!]  message  "Your  services  no  longer  required."  Very 
good.  Then  it  was  uj)  to  the  men.  Now,  then,  they  said,  "We  will 
strike,  and  we  will  strike  right.  We  will  put  the  cars  through 
the  elevators,  if  you  })lease,  and  start  them  at  the  head  of  the 
yards  and  juit  them  into  the  bay.  We  are  going  to  show 
that  we  are  going  to  strike  right  on  the  Great  Northern.  Yes, 
sir."  "Oh,  no,"  1  said,  "you  won't.  No,  if  we  are  the  bone  of 
contention  at  this  present  time,  to  my  mind  it  does  not  do  for 
men  to  strike  everv  dav,  because  it  is  not  necessarv. "  However, 
it  took  three  or  four  weeks  for  me  and  the  rest  to  level  out  those 
men.  "No,  we  will  take  our  medicine  and  pass  on  from  the  rail- 
road, as  it  were."  We  did.  We  left  the  service  of  the  company 
or  was  discharged,  as  it  might  be  called.  About  a  year  after- 
wards, I  endeavored  to  find  a  place  with  the  railroads  of  the 
continent  of  America,  if  you  please,  I  passed  all  around  every- 
where. I  went  into  the  office  of  the  M.,  K.  &  T.  at  Parsons,  Kan- 
sas, and  Mr.  Ahern  was  superintendent  of  motive  power  at  that 
time;  he  was  in  a  long  office,  at  the  end  of  the  office,  and  I  never 
saw  Mr.  Ahern,  the  superintendent  of  motive  power  in  my  life. 
When  I  walked  down  the  office  Mr.  Ahern  threw  up  his  hands 
and  said,  "I  can't  do  a  thing  for  you,  ^Mr.  Best."  I  don't  know 
what  you  call  that.  I  don't  know  what  the  meaning  is.  However, 
I  returned  to  Kansas  City.  There  I  saw  Mr.  Mertzlieimer  on  the 
Kansas  City  Southern,  and  Mr.  Mertzlieimer  said,  "1  want  your 
record,  if  you  please."  "Very  well,  go  right  to  the  Great  North- 
ern for  it,  1  have  been  there  pretty  near  eight  years."  "But  we 
want  yours,  we  don't  want  theirs."  "Very  well."  T  wrote  to 
the  Great  Northern,  to  J.  0.  Pattie,  for  my  record.  He  wrote 
back  to  me  and  said  did  1  want  my  record  just  as  it  existed,  my 
record  as  an  engineer  and  also  why  I  was  discharged.  T  an- 
swered back.  "That  is  just  what  T  want."  I  want  to  say  that  I 
have  those  letters  yet,  but  not  here  with  me.  Mr.  Pattie  answered 
back  that  he  could  not  give  me  an  answer.  Y''ou  can  call  that  what 
you  please.  I  could  not  get  a  job  from  the  Kansas  City  Southern. 
I  passed  on,  as  it  were,  to  the  Great  Western,  and  Mr.  T^yons, 


2825 

I  stood  before  Mr.  Tracy  Lyons,  and  he  asked  me  what  I  wanted 
there,  what  I  had  done,  and  he  didn't  look  up  from  his  book 
where  he  was  Avriting  at  all — this  was  impressed  on  me — he  said, 
' '  Where  did  you  come  from  :" '  1  said  that  I  came  from  the  Great 
Northern,  commonly  called  the  Eastern  Minnesota.  "Oh,  oh, 
oh."  I  said,  "I  presume  that  settles  it,  Mr.  Lyons."  "Well, 
not  necessarily  so.  See  what  you  will  do.  Put  in  your  applica- 
tion." But  I  was  40  years  old,  the  age  limit  was  too  much.  Of 
course,  those  were  the  conditions.  At  last  the  poison  worked,  and 
the  poison  jiassed  on  and  I  went  down  at  last  on  the  Iron  River 
on  a  logging  road. 

Mr.  Stone:  You  went  down  on  this  logging  road  and  hid 
away  in  the  pine  woods  for  a  number  of  years,  because  you  could 
not  get  a  job  on  a  standard  road,  is  that  the  reason? 

Mr.  Best :  That  is  the  reason.  I  went  to  the  logging  road, 
it  was  for  Mr.  Sabin,  Senator  Sabin,  and  Mr.  Weyerhauser,  the 
lumber  king,  as  it  were — he  is  now  dead — both  of  them.  How- 
ever, I  will  say,  Mr.  Sabin  was  one  of  the  best  friends  I  ever  had 
in  the  world,  and  so  was  Mr.  Weyerhauser.  Mr.  Sabin  had  a 
railroad — I  must  tell  this  to  show  you  how  it  acts,  so  far  as  we 
are  concerned.  He  was  building  a  railroad  in  northern  Wis- 
consin, and  he  had  a  contract  for  $30,000,  to  build  it  six  miles. 
The*  county  was  bucking  Mr.  Sabin  because  they  believed  they 
had  given  out  too  much.  However,  they  got  the  men  to  work 
and  seemingly  the  county  officers  were  fighting  with  the  men 
and  endeavoring  to  buck  the  game.  I  met  Mr.  Sabin  at  Iron 
River  and  he  said  to  me, ' '  You  are  just  the  man  I  am  looking  for ; 
I  have  got  a  short  time  to  finish  the  contract,  come  up  there  with 
me."  I  went  up  to  Bayfield.  The  trouble  was  the  engineers 
could  not  work  at  night,  and  they  did  not  seem  to  do  the  work. 
However,  I  went  to  the  front  with  the  engines  that  night,  and 
found,  as  usual,  in  our  work,  as  it  were,  that  the  men  were  not 
filling  the  tanks  with  water,  and  the  water  was  dirty,  and  I  told 
them  to  fill  the  tanks,  that  they  were  better  off  with  half  the  tanks 
filled,  which  they  did,  and  they  worked  all  that  night  and  the 
next  night,  and  I  went  up  with  the  dinky  and  ex-Senator  Sabin 
rode  with  me  and  said,  "I  will  fire  for  you."  We  started  for  the 
front  and  we  found  that  was  blocked  with  a  link  in  the  frog,  and 
when  we  got  up  in  the  pine  w^oods  and  we  found  a  link  coming 
at  us.     T  said  to  him,  "Are  you  willing  to  go  through?"    "Oh, 
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yes."  And  we  finisliod  tlio  bridge  that  nij^lit.  We  returned  to 
Bayfiold.  Ilo  called  me  down  to  Bayfield  and  he  gave  me  a 
check  for  $300  for  the  48  hours'  work.  I  left  Bayfield,  and  he 
said,  "Come  back  here  to  me,  I  want  to  see  you  in  a  week  or 
so,  1  have  got  something  for  you  to  do."  I  went  to  work  then 
and  came  back  to  see  him  and  he  put  me  in  charge  of  his  ma- 
chines, the  engines,  rather,  as  master  mechanic.  ITe  then  got 
me  a  position  with  Frederic  Weyerhauser  to  take  charge  of  his 
shops  at  Ashland  and  to  do  Mr,  Sabin's  work  with  a  charge  of 
the  regular  cost  and  twenty  j^er  cent  for  the  shop  expense,  I 
took  the  full  shop  at  Ashland  and  worked  for  Mr,  Weyerhauser. 
I  was  there  approximately  a  short  time  when  W.  B.  Best  had  a 
strike.  The  men  went  out  on  a  strike  on  the  Ashland  road  that 
I  was  working  on.  1  was  uj)  in  the  woods  70  miles  away.  Here 
is  a  peculiar  thing  about  this.  1  came  down  out  of  the  woods  or, 
rather,  I  met  the  manager  and  said,  "What  is  the  matter  with 
26  this  morning,  that  she  is  not  in?"  "Why,"  he  said,  "don't 
you  know?"  "Why,  no,  I  don't  know,  what  is  the  trouble?" 
"Don't  you  know  what  is  going  on  here?"  "I  certainly  don't 
know.  What  is  the  matter?"  "Well,"  he  said,  "there  is  a 
strike  on  down  in  Ashland."  "Is  that  true?"  "Yes,"  "Well, 
I  guess  I  had  better  go  down  and  settle  it."  I  walked  up  three 
miles  and  got  on  the  Northern  Pacific  train  and  went  to  Iron 
River  and  into  Ashland.  I  got  in  there  at  night  and  met  Maurice 
Duffy,  one  of  our  own  men,  and  one  of  the  Great  Northern  men. 
Maurice  said,  "How  did  you  get  in  here?"  "Walked."  "You 
walked  in?"  "Yes,  sir,  and  if  the  Great  Northern  had  known 
you  made  me  walk  in  here,  they  would  reinstate  you  and  give 
you  a  premium."  However,  they  did  not  do  that,  as  far  as  that 
is  concerned.  However,  I  went  down  the  next  morning  and  Mr. 
Weyerhauser  was  at  the  office  and  so  was  Mr.  Cook,  the  presi- 
dent. I  was  called  up  to  the  office.  I  went  into  the  office  and 
the  first  words  Mr.  Weyerhauser  said  to  me  are  impressed  on 
my  mind.  He  said, ' '  Mi-,  Best,  are  you  with  us  or  are  3^ou  against 
us?"  r  said,  "That  is  a  funny  (juestion  to  ask  an  officer  of  your 
railroad,  but  1  will  be  as  frank  as  you,  Mr.  Weyerhauser,  and  if 
you  are  right  I  am  with  you,  and  if  j^ou  are  w^rong  I  am  right 
against  you,  that  is  all  there  is  about  this  question."  I  said, 
"What  is  your  trouble?"  He  then  told  me  the  trouble,  that  the 
men  wanted  the  same  monev  as  the  men  on  the  main  line  on  the 
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Northern  Pacific.  **Well,"  I  said,  "AVhy,  Mr.  Weyerhaiiser,  if 
you  sent  a  man  to  the  bank  with  a  thousand  dollars  of  your 
money,  you  Avould  want  to  know  who  that  man  was,  wouldn't 
you?"  And  the  old  man  said — he  was  a  German  and  spoke  with 
an  accent — ' '  Yes,  if  it  Avas  only  thirty  cents,  and  you  had  better 
say  it  because  you  can  say  it  better  than  I."  "Well,  we  will  call 
it  thirty  cents,  Mr.  Weyerhauser.  But,"  I  said,  "when  you 
send  him  there  you  want  to  know  who  he  is."  He  said,  "I  cer- 
tainly do,  if  it  is  only  thirty  cents."  "Very  good.  You  have 
put  me  in  charge  of  your  engines,  and  they  are  worth  all  the  way 
from  $10,000  to  $15,000,  and  when  I  put  the  men  on  these  engines 
for  you,  to  look  after  those  engines,  I  expect  they  are  going  to 
know  their  business  and  they  are  going  to  know  that  they  can 
go  out  and  take  care  of  your  yaluable  property,  as  it  were."  He 
rose  out  of  his  seat  and  he  said  to  Mr.  Cook,  "Let  Best  settle  the 
question." 

Mr.  Stone:  Mr.  Best,  I  am  afraid  you  haye  forgotten  the 
modified  form  of  that  question.  I  am  afraid  you  are  reminiscing 
on  the  whole  thing  when  I  wanted  you  to  tell  me  how  long  you 
stayed  in  the  pine  woods. 

Mr.  Best:  Hold  on  a  minute!  I  would  like  to  tell  this, 
because,  as  I  said  before,  there  are  things  we  like  to  talk  about. 
I  want  to  say  to  you  there  has  been  quite  a  lot  said  here,  and  as 
far  as  the  railroads  are  concerned,  my  pedigree,  they  haye  got 
that  eyer  since  I  sucked  my  mother's  tit.  I  want  to  say  that 
is  what  I  mean,  that  he  took  into  consideration  a  man  running 
by  the  current  of  traffic  with  the  trains  he  had,  worth  from 
$100,000  to  $200,000  or  $300,000,  and  a  man  coming  down  the 
line  under  those  conditions,  at  from  thirty  to  sixty  miles  an 
hour,  that  he  had  to  be  paid  the  price  also.  That  is  the  way  I 
looked  at  this  figure.  Now,  that  is  part  of  the  game.  I  stayed 
there  for  fiye  years.  I  w^ent  one  evening — Mr.  Sabin  called  me 
to  go  to  Texas,  not  to  run  on  the  railroad,  but  to  take  charge. 
He  said,  "You  won't  have  to  take  your  overalls  there."  I  met 
him  in  Minneapolis  and  we  had  supper  together  in  the  Minne- 
apolis Lumber  Exchange.  He  came  to  Chicago  and,  unfortu- 
nately for  me,  dropped  dead  in  the  Auditorium  Annex.  I  re- 
turned and  went  to  the  Duluth,  Missabe  &  Northern,  and  I  ran 
up  against  the  same  thing  there  that  I  met  everywhere  on  the 
roads,  another  trunk  line,  although,  while  on  the  logging  road, 
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I  had  leased  engines,  mind  you,  from  the  Diihith,  Missal)e  & 
Northern,  and  they  accepted  them  and  examined  them  for  Mr. 
Weyerhauser  or  Mr.  Cook,  as  it  were.  I  ran  u\)  against  the 
same  conditions.  1  call  it  cleaving,  mind  you,  cleaving  together 
or  cleaving  to  split  a])art.  However,  then  it  came  to  my  turn, 
and  T  did  get  on  the  Duluth,  Missahe  &  Northern,  after  a  while, 
by  the  influence  of  the  men;  l)ut  I  could  see  conditions  were 
not  there  for  me,  because  I  was  under  cover,  as  it  were.  I  then 
went  to  the  Canadian  Northern.  That  line  was  a  line  that  was 
building.  Thev  did  not  refer  to  anvbodv.  Thev  did  not  ask 
you  who  you  were  or  what  you  were,  but  just  sim))ly  hired  you, 
if  the  engineer  said  you  was  one.  This  is  how  1  l)ecame  em- 
ployed by  the  Canadian  Northern  Railway,  and  after  T  had 
been  there  a  time,  there  was  the  question  that  you  have  had 
of  discipline  and  the  discharging  of  men.  They  again  asked 
me  to  represent  the  men.  I  said,  "No,  no;  never.  I  never 
want  to  represent  men  again  as  long  as  I  live.  I  have  had  all  I 
want  of  it,  all  that  is  necessary."  "But  you  see  what  is  going 
on  here,  and  we  want  you  to  represent  the  men."  Well,  at  last 
I  reconsidered,  and  I  said,  "Under  one  condition  will  1  repre- 
sent the  men ;  that  is  this,  that  when  I  say  so  you  are  going  to 
fight  and  fight  the  railroad  company  to  a  finish.  That  again  I 
never  will  lay  down  before  a  railroad  company  as  long  as  I  live." 
I  said,  "I  propose  to  be  reasonable  with  them  if  it  is  possiblot 
but  I  will  resign  without  a  question  and  endeavor  to  bring  about 
the  best  results,  but  never,  never  again  will  I  walk  away  and  do 
the  same  thing  as  I  did  to  compel  the  men  to  be  peaceful  as  I 
did  that  time  on  the  Great  Northern — not  again  with  me." 
Therefore,  you  can  readily  see  the  general  sentiment,  as  I  said 
before,  has  changed.  That  is  a  short  synopsis  of  Bill  Best's 
life,  as  it  were,  and  if  you  want  anything  further  from  it,  T  can 
give  it  to  you. 

As  I  said  before,  I  am  willing  to  tell  it  to  anybody.  Some- 
thing was  said  here  about  Rule  G.  They  have  talked  about  that. 
Whv,  I  want  to  sav  to  vou,  that  T  have  drank  some  of  the  best 
whiskey  a  man  ever  tasted  and  some  that  would  make  a  poor 
Irishman  feel  like  a  rich  Jew.  I  want  to  say  to  you  that  with  it 
all  it  never  interfered  in  my  business,  yet  I  do  know  that  with 
the  big  current  of  traffic  today  and  for  many  a  year  I  have  not 
touched  it  at  all,  vet  T  do  not  know  that  that  condemns  me  in 
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the  eyes  of  tlit"  world  today,  what  I  have  done  a  few  years  ago. 
I  don't  know  that  I  have  felt  any  the  worse  so  far  as  I  am  con- 
cerned, because  I  told  my  president  one  time  when  he  said,  "Well, 
Best,  you  would  make  a  good  sign  for  a  brewery  yourself." 
"Very  true,  I  would,"  I  said,  "Sir  William,  and  if  I  had  as  much 
fun  taking  this  off  as  I  had  putting  it  on,  1  would  start  right  in 
again."  That  is  the  condition  of  life,  just  the  same,  but  I  do 
know,  as  I  said  to  you  before  that  those  are  the  conditions  that 
were  set  aside ;  but  I  have  drank  whiskey  in  the  depot,  with  the 
bar  in  the  depot,  and  the  public  at  the  other  end.  I  have  drank 
whiskey  in  their  cars.  I  have  drank  whiskey  in  the  railroad 
hotels,  and  I  have  drank  whiskey  in  their  cars  when  I  have  been 
riding.  Those  that  are  supposed  to  show  the  best  example  of  all, 
and  they  were  the  very  first  ones  to  condemn.  That  is  the  most 
inconsistent  thing  in  this  whole  proposition.  I  will  say  today  in 
Canada,  in  Canada  we  are  a  little  bit  different  than  you.  Perhaps 
we  are  far  behind  and  perhaps  we  are  far  ahead,  from  what  I 
know.  You  talk  of  or,  rather,  we  would  say  a  few  years  ago  that 
Mr.  Ripley  and  Mr.  Hill,  of  the  Santa  Fe  and  the  Great  North- 
ern, talked  about  government  control  or  government  ownership ; 
we  would  think  that  they  were  crazy.  Well,  today,  in  Canada, 
we  are  pointing  in  another  direction.  Whether  it  is  for  weal  or 
whether  it  is  for  woe,  no  man  knows.  It  is  pointing,  instead  of 
to  government  by  control,  it  means  a  railroad  owned  government. 
That  it  is  not  there  today,  but  that  is  the  meaning.  A¥liyf  Be- 
cause they  own  the  hotels,  as  it  were,  from  coast  to  coast;  and 
they  are  running  the  bars,  because  the  coal  mines  are  under  the 
same  conditions,  because  the — well,  stock  yards,  everything,  as  it 
were,  run  by  the  corporations,  the  three  big  ones,  that  we  have. 
Now,  whether  that  is  good  or  not  remains  to  be  seen;  we  hope 
that  it  is  the  best  thing  in  the  world ;  but  as  yet  some  of  us  have 
not  accepted  it  as  so.  Now,  those  are  the  conditions  on  the  rail- 
road that  they  condemn  men  for.  Now,  let  us  look,  while  I  am 
talking  about  your  discipline — 

Mr.  Stone:  Mr.  Best,  just  a  minute.  I  don't  think  they 
care  for  all  the  opinions  you  may  care  to  express.  I  want  to  ask 
you  just  one  question.  What  do  you  lay  your  particular  bitter- 
ness to,  the  fact  that  you  tramped  so  many  years  looking  for  a 
job — do  you  think  that  is  what  put  the  iron  in  your  soul  or  not ! 

Mr.  Best:     Yes.     Just  the  same  as  the  discipline  you  are 
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meting  out  "with  the  thousands  of  men  you  have  discharged 
from  the  service  since  I  have  been  an  engineer.  You  have  dis- 
charged them  ever  since  I  commenced  thirty-odd  years  ago  on 
the  Boston  &  Maine,  and  I  know  hundreds  and  thousands,  as 
it  were,  of  those  that  have  not  been  discharged,  are  men  where 
the  bread  winner  has  been  destroved  while  working  in  tlie  serv- 
ice,  and  that  family  did  not  like  the  railroads,  either.  They 
have  become  a  part  of  this  great  big  public.  The  sentiment  is 
there.  They  do  not  like  tlio  method.  The  method  is  one  of 
decay,  and  it  is  shown  by  this  body  right  here,  because  the  man- 
agers cannot  settle  their  own  proposition. 

Mr.  Burgess :  Was  it  after  this  blacklisting  period  in  your 
life  that  you  pulled  the  train  out  of  the  fire  district,  or  before? 

Mr.  Best:     After. 

Mr.  Burgess:  Could  you,  in  about  five  or  ten  minutes, 
relate  that  to  the  Board?  AVhile  you  were  a  blacklisted  man, 
after  traveling  all  over  the  country,  you  obtained  employment 
on  what  road,  the  Canadian  Northern,  and  during  that  time,  after 
you  had  become  obnoxious,  so  to  speak,  you  saved  this  great  por- 
tion of  the  population,  if  I  remember  it  aright,  by  running  your 
engine  through  a  forest  that  was  on  fire. 

Mr.  Best:    Yes. 

Mr.  Burgess:     I  didn't  know  whether  I  got  it  right  or  not. 

Mr.  Best :    Well,  I  never  say  very  much  about  that. 

Mr.  Stone :     I  wish  you  would  relate  it,  because  I  am  sure — 

Mr.  Best:  As  far  as  that  is  concerned,  that  was  for  hu- 
manity's sake,  and  I  often  think  of  the  time  myself,  because 
if  I  had  lost  the  train  that  very  day  they  would  have  said,  '^That 
fellow  was  crazy;  he  was  a  fellow  that  was  in  the  big  strike"; 
but  I  did  not  lose  the  train,  nor  did  I  lose  anvbodv  on  it,  and 
we  got  home  with  500  people  after  passing  through  the  Hinckley 
holocaust,  I  might  say,  and  set  them  down  in  West  Superior 
and  Duluth,  very  happy  that  they  were  out  of  the  fire.  Of  course, 
lauded  to  the  sky  because  of  a  hero.  That  makes  one  laugh 
sometimes.  However,  we  were  about  fifteen  or  sixteen  miles 
into  the  blaze.  The  trees  were  tearing  up  by  the  roots,  every- 
thing was  afire  from  one  end  of  the  world  to  the  other,  seem- 
ingly, and  people  were  dying  all  around  us;  but  we  got  out  just 
the  same  with  our  train,  although  there  was  not  a  glass  in  the 
engine  or  a  bit  of  paint  on  the  tank  anywhere.    However,  as  I 
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said  to  you  before,  the  lauding  of  some  of  the  people,  of  the 
biggest  men  we  have,  when  they  talk  *'hero" — not  for  me.  I 
done  the  best  I  could ;  but  I  did  not  have  to  thank  no  railroad 
company  for  what  I  did  do. 

Mr.  Stone:  That  is  all  I  wanted  to  ask.  Any  questions, 
Mr.  Sheean? 

Mr.  Sheean:     No. 

Mr.  Stone :     That  is  all,  Mr.  Best. 

Mr.  Carter:     I  will  call  Mr.  Merriman. 

Y.  J.  MERRIMAN  was  called  as  a  witness  and,  having  been 
duly  sworn,  testified  as  follows : 

DIRECT   EXAMINATION. 

Mr.  Carter:     Where  do  you  reside! 

Mr.  Merriman :     Chicago. 

Mr.  Carter:     What  is  your  employment? 

Mr.  Merriman :     Engineer  on  the  North  Western  Railroad. 

Mr.  Carter :  Mr.  Merriman,  have  you,  during  the  past  few 
years,  made  special  investigations  concerning  the  dangers  of 
electrifying  steam  railroads? 

Mr.  Merriman:     Yes,  sir.   , 

Mr.  Carter:  Have  there  been  efforts  made,  both  in  the 
legislature  of  Illinois  and  in  the  city  council  of  Chicago,  to  elec- 
trify railroads? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Will  you  briefly  describe  these  efforts  and 
what  was  done  by  railroad  employes  to  protect  themselves  from 
the  dangers  of  electrif^dng  railroads? 

Mr.  Merriman :  In  April,  1909,  there  was  introduced  a  bill 
known  as  Senate  Bill  388,  in  the  46tli  General  Assembly. 

Mr.  Carter:     That  is  in  the  Legislature? 

Mr.  Merriman:  Yes,  sir.  This  was  an  amendment  to  the 
Cities  and  Villages  Act  of  1872.  The  25th  Article  of  this  measure 
read  as  follows: 

"To  provide  for  the  change  of  location  of  grade  and  cross- 
ings of  any  railroad  and  prescribe  by  ordinance  the  motive  power 
with  which  cars  and  trains  of  any  railroad  may  be  operated 
within  limits  of  such  city  or  village,  and  change  the  same  at  any 
time  whenever  in  their  judgment  such  change  is  necessary." 
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Mr.  Carter:  Were  there  efiforts  on  tlie  part  of  railway  em- 
ployes to  avoid  the  effects  of  siicli  a  bill  ? 

Mr.  ]\rerrimaii :     Yes,  sir. 

Mr.  Carter:     What  was  done  with  the  bill? 

Mr.  Merriman:     The  bill  failed  of  passage. 

Mr.  Carter:  What  was  the  next  effort  made  to  electrify 
railroads  in  the  State  of  Illinois? 

^Ir.  ^Merriman  :  An  effort  was  made  in  the  City  Conncil  in 
1910. 

Mr.  Carter :     What  became  of  that  effort  ? 

Mr.  Merriman:  That  effort  failed  through  the  instru- 
mentality of  the  railroad  employes. 

Mr.  Carter :  AVhat  was  the  next  effort  on  the  part  of  some 
to  compel  the  railroad  to  electrify? 

Mr.  Merriman :  There  was  an  ordinance  introduced  in  the 
City  Council  in  June,  1913,  the  first  section  of  which  reads  as 
follows : 

"That  after  the  1st  of  July  of  the  year  of  our  Lord  Nineteen 
Hundred  and  Fifteen  every  railroad  company  shall  operate  or 
propel  any  and  all  cars  or  trains  of  cars  along,  across,  over  or 
under  any  and  all  streets  within  the  City  of  Chicago  by  other 
power  than  that  of  steam  or  in  a  manner  that  will  not  produce 
smoke  or  noxious  gases  that  injuriously  affect  the  public  lienlth." 

Mr.  Carter:  Do  you  understand  the  intent  of  that  ordi- 
nance was  to  compel  railroads  entering  the  city  of  Chicago  to 
electrify  their  terminals? 

Mr.  Merriman:  There  not  being  any  other  known  motive 
power,  yes. 

Mr.  Carter:  Now,  how  did  the  railway  employes  become 
interested  in  this  matter? 

Mr.  Merriman:  Through  the  efforts  of  some  of  the  alder- 
men of  Chicago  to  prevent  the  passage  of  the  measure. 

Mr.  Carter:  When  it  appeared  that  this  ordinance  was  go- 
ing to  pass,  certain  aldermen  called  to  the  attention  of  the  rail- 
road employes  that  it  was  about  to  pass? 

Mr.  Merriman  :     Yes,  sir. 

Mr.  Carter:     What  did  the  railway  employes  do! 

Mr.  Merriman  :  They  organized  an  association  known  as  the 
Eailroad  Em]Joyes'  Safety  Association. 
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Mr.  Carter:     How  did  they  organize  that  association! 
Mr.  Merriman :    The  employes  in  the  service  of  the  railroads 
in  the  City  of  Cliicago  organized,  were  called  together  by  a  meet- 
ing or  were  called  together  by  some  of  the  influential  members  of 
our  organizations  in  the  city  and  organized  this  association. 

Mr.  Carter:     Was  that  association  composed  of  engineers 
and  firemen  and  conductors  and  brakemen  and  switchmen"? 
Mr.  Merriman :     Yes,  sir. 

Mr.  Carter :  Did  all  of  these  men  think  that  their  interests 
were  involved? 

Mr.  Merriman :     Yes,  sir. 

Mr.  Carter:  Why  did  they  think  so;  did  they  fear  the  dan- 
ger of  electricity? 

Mr.  Merriman :  They  feared  the  danger  of  electrically  op- 
erated terminals. 

Mr.  Carter:  What  did  this  association  or  organization  of 
railroad  employes  in  Chicago  do  to  prevent  the  passage  of  this 
measure  ? 

Mr.  Merriman :  They  requested  the  railway  terminals  com- 
mittee in  the  City  Council  for  a  hearing  on  that  measure,  and 
after  we  were  granted  that  request,  there  was  an  extensive  in- 
vestigation made  bv  both  the  terminal  committee  of  the  Citr 
Council  and  certain  members  of  our  organizations. 

Mr.  Carter:     How  was  this  investigation  conducted? 
Mr,  Merriman :     There  was  a  trip  made  to  New  York  by  the 
terminal  committee,  on  which  they  invited  members  of  our  or- 
ganization to  accompany  them,  for  the  purposes  of  the  investi- 
gation. 

Mr.  Carter:  Did  I  understand  that  the  trip  to  New  Y'ork 
was  planned  by  the  City  Council? 

Mr.  Merriman:  By  the  terminal  committee  of  the  City 
Council. 

Mr.  Carter :  And  what  was  done  by  the  temiinal  committee 
of  the  City  Council  before  they  left  here? 

Mr.  Merriman.  They  held  a  meeting,  in  w^hich  the  evidence 
that  had  been  submitted  to  them  by  the  employes  was  carefully 
gone  over,  and  upon  the  recommendation  of  two  of  the  super- 
vising engineers  of  the  city,  this  trip  was  made. 

Mr.  Carter:  Did  they  invite  representatives  of  the  asso- 
ciation to  come  and  demonstrate  the  dangers  of  electricity? 
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Mr.  Merrimaii :  ( )f  tlio  omjiloyes,  yes,  sir.  Tlie  chairman  of 
the  terminal  committee.  Alderman  Ellis  Geiger,  invited  me  to 
bring  a  committee  and  accomiiany  them  to  New  York,  and  there 
were  three  of  onr  committee,  accomi)anied  by  another  member 
of  our  organization,  went  to  work,  and  Mr.  Rol)ert  P.  Bamrick — 

Mr,  Carter:     Who  was  he? 

Mr.  Merriman :     A  switchman  ('m))h)ved  bv  the  Illinois  Oen- 

I  «  • 

tral  Railroad  Company. 

Mr.  Carter:     Who  else? 

Mr.  Merriman:  Mr.  Ai'tlnir  E.  Shultz,  a  conductor  em- 
ployed by  the  Illinois  Central,  and  myself.  There  was  another 
member  of  our  organization  of  switchmen,  employed  by  the  Illi- 
nois Central  Railroad  Company,  who  had  made  an  extensive 
investigation  of  electrified  conditions  in  New  York  City  and 
vicinity,  just  ])revious  to  this,  at  our  request,  and  we  invited 
him  to  accompany  us,  which  he  did.  This  was  Mr.  William  J. 
Pinkerton. 

We  went  with  the  connnittee  to  New  York,  and  we  put  in 
several  days  going  through  the  various  terminals  in  New  York; 
that  is,  the  New  York  Central,  the  Pennsylvania  and  the  New 
Haven.  We  studied  conditions  from  the  dangers  incident  to 
electrically  operated  railroads  in  that  locality.  After  the  Ter- 
minal Committee  had  i)ut  in  three  days  in  this  investigation, 
they  were  required  to  return  to  Chicago,  to  be  present  at  an  im- 
portant council  meeting.  They  requested  us  to  remain  over  and 
get  such  evidence  as  we  considered  necessary  to  present  to  their 
committee,  incident  to  the  dangers  of  electricity. 

We  remained  several  days,  during  which  we  got  important 
information  and  facts,  and  on  our  return  there  was  a  committee 
meeting  of  the  Terminal  Committee,  in  which  we  presented  this 
evidence,  and  the  measure  was  tabled,  and  there  has  never  been 
any  further  action  taken. 

Mr.  Carter:  Do  you  believe  the  final  action  of  the  City 
Council  in  tabling  the  ordinance  to  electrify  railroads  was  based 
entirely  upon  the  dangers  that  were  made  apparent,  not  only  to 
railroad  employes,  but  to  buildings  and  the  citizens  of  Chicago ! 

Mr.  Merriman :  I  could  not  «ay  as  to  the  buildings  and  city, 
but  I  believe  the  action  of  the  council  was  based  upon  the  dangers 
to  the  employes. 

Mr.  Carter:     Employes? 
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Mr.  Mei  riman  :     Yes,  sir. 

]\fr.  Carter:  Now,  what  character  of  evidence  did  you  dis- 
cover down  there  that  convinced  yon  that  there  was  great  danger 
to  employes  when  steam  roads  were  electrified  ? 

Mr.  Merriman :  Well,  the  first  evidence  was  the  order  of  the 
Public  Service  Commission  of  the  State  of  New  York,  setting 
forth  certain  rules  to  govern  the  employes  in  working  in  electri- 
fied terminals. 

Mr.  Carter :  AVhere  did  you  get  the  information  as  to  what 
the  attitude  pf  the  Public  Service  Commission  of  New  York  was 
toward  the  matter? 

Mr.  Merriman :  On  posters  posted  in  ways  cars,  round- 
houses and  yard  shanties,  any  place  that  employes  frequent. 

Mr.  Carter :  They  were  orders  issued  by  the  Public  Service 
Commission  of  New  York! 

Mr.  Merriman :     Yes,  sir. 

Mr.  Carter:     To  prevent  injury  to  railroad  employes? 

Mr.  Merriman :     Yes,  sir. 

Mr.  Carter:     Will  you  read  that  bulletin  or  order f 

Mr.  Merriman:     ''New  York,  March  10,  1909. 

"The  attention  of  officers  and  employes  of  this  Company  is 
called  to  the  following  order  of  the  Public  Service  Commission, 
Second  District,  State  of  New  York : 

"Ordered.  1. — That  for  the  purpose  of  insuring  safety  to 
employes  engaged  in  the  operation  of  trains  or  the  movement  of' 
freight  cars  in  what  is  known  as  the  Electric  Zone  of  lines  owned 
and  operated  by  the  New  York  Central  &  Hudson  River  Railroad 
Company,  which  said  zone  extends  from  Grand  Central  Station, 
New  York  City,  to  Croton,  on  the  Hudson  Division  of  said  Com- 
pany's lines,  the  said  The  New  York  Central  &  Hudson  River 
Railroad  Company  be  and  is  hereby  directed  and  required  to 
wholly  cease  and  desist  from  in  anywise  requiring,  permitting,  or 
allowing,  and  by  proper  rules  shall  forbid  any  train  or  other  em- 
ploye to  go  upon,  ride  upon,  or  in  any  exigency  work  upon  the 
top  or  roof  of  any  freight  car  or  caboose,  or  to  go  upon,  ride 
upon,  or  in  any  exigency  work  upon  the  water  tank  or  above  the 
coal  load  of  any  locomotive  tender  used  either  in  freight  or  pas- 
senger service,  while  the  said  freight  car,  caboose,  or  locomotive 
tender  is  in  motion  upon  any  portion  of  its  lines  within  said  elec- 
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trie  zone,  or  wliile  any  such  freight  car,  cahoose,  or  locomotive 
tender  is  being  used  for  switching-  ])urposes,  in  making  u])  trains, 
or  in  the  separation  of  any  train  into  two  or  more  parts,  at  or 
about  any  station,  yard,  or  siding  within  said  electric  zone,  when 
the  movement  of  such  freight  car,  caljoose,  or  locomotive  tender 
passes  under  or  within  three  hundred  feet  of  any  In-idge  or  other 
overhead  construction  having  a  clearance  above  the  railroad 
track,  switch,  yard,  or  siding  of  less  than  twenty-one  feet. 

''Ordered.  2.^Tliat  said  The  New  York  Central  &  Hudson 
Kiver  Railroad  Company  shall  put  in  force  rules  or  regulations 
for  the  government  of  its  train,  yard,  and  other  employes  which 
will  make  the  provisions  of  this  order  continuously  effective,  and 
that  a  notice  embodying  the  requirements  of  this  order,  duly 
signed  by  the  proper  official  or  officials  of  said  The  New  York 
Central  &  Hudson  River  Railroad  Company,  shall  be  kept  posted 
in  every  caboose  used  in  freight  service  and  in  every  engine  house 
used  in  freight  or  passenger  service  within  said  electric  zone. 

''Ordered.  3. — That  this  order  shall  take  effect  on  March 
30,  1909,  and  remain  in  force  until  changed  or  superseded  by  the 
further  order  of  the  Commission. 

"Any  rules  or  regulations  of  this  Company  inconsistent  with 
the  above  order  are  hereby  modified  accordingly. 

''Employes  of  this  Company  must  see  that  this  order  of  the 
Public  Service  Commission  is  enforced." 

Mr.  Carter :  Mr.  Merriman,  it  seems  that  this  bulletin  was 
posted  on  the  part  of  the  New  York  Central  only? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Were  there  similar  bulletins  posted  on  the 
New  York,  New  Haven  &  Hartford  Railroad  ? 

Mr.  Merriman:  It  was  not  in  a  bulletin  form,  but  it  was 
in  a  form  given  as  Notice  100,  which  had  attached  a  certain  por- 
tion of  the  waiver  that  the  employe  had  to  sign  when  he  entered 
the  service  of  the  company,  or  entered  the  service  in  the  electric 
zone. 

Mr.  Carter :  When  he  entered  the  service,  was  that  bulle- 
tin given  to  every  employe? 

Mr.  Merriman:  Every  employe  has — I  would  so  judge, 
from  the  information  contained  therein,  as  he  entered  the  elec- 
trical service. 
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Mr.  Carter :  Instead  of  the  New  York,  New  Haven  &  Hart- 
ford posting  a  bulletin,  I  understand  that  they  addressed  it 
personally  to  their  employes! 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter :     Will  you  read  that  bulletin  ? 

The  Chairman :  How  much  time  will  it  take  ?  Perhaps  we 
had  better  take  a  recess. 

Mr.  Merriman:     About  three  minutes. 

The  Chairman :  Very  well,  then,  we  will  take  a  recess  until 
2:30. 

(Whereupon,  at  12:30  o'clock  P.  M.  a  recess  was  taken  until 
2:30  o'clock  P.  M.) 

Aftek  Recess. 

Y.  J.  MERRIMAN  was  recalled  for  further  examination 
and,  having*  been  previously  sworn,  testified  as  follows: 

Mr.  Carter:  Before  we  adjourned  at  noon,  Mr.  Merriman,  I 
think  you  had  read  an  order  issued  by  the  Public  Service  Com- 
mission of  New  York,  and  posted  as  bulletins  on  the  property 
of  the  New  York  Central. 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  After  that,  I  understand  that  you  were  just 
about  to  read  a  bulletin  delivered  by  the  New  York,  New  Haven 
&  Hartford  to  its  employes  in  the  electri,cal  zone.  Will  you  read 
that  bulletin  now! 

Mr.  Merriman :  This  notice  is  Notice  100,  of  the  New  York, 
New  Haven  &  Hartford  Railroad  Company. 

The  New  York,  New  Haven  and  Hartford  Railroad  Company. 


Superintendent 's  Office. 
Shore  Line  Division. 


New  Haven,  Conn,,  October  16,  1912. 
Notice  No.  100. 
To  Enginemen,  Trainmen  and  All  Concerned: 

In  the  Electric  Zones  bridge  guards  and  tell-tales  are  not 
maintained,  and  there  is  danger  within  fourteen  (14)  inches  of 
every  wire  that  is  charged.  You  are,  therefore,  warned  when 
in  the  Electric  Zones  to  keep  off  the  tops  of  cars  on  tracks  over 
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which  are  wires,  and  while  on  tenders  use  the  utmost  care  to  look 
out  for  all  obstructions.  You  are  also  warned  to  keep  at  least 
fourteen  (14)  inches  from  every  wire. 

There  are  Electric  Zones  at  jDresent  between  New  Rochelle 
and  Harlem  River,  AVoodlawn  and  Noroton,  Stamford  and  New 
Canaan,  Berlin  and  Middletown,  Westfield  and  Meriden  and 
Middletown  and  Cromwell,  and  the  electrical  extension  Noroton 
to  New  Haven  is  now  under  construction. 

Bulletin  notices  of  extensions  will  be  issued,  and  this  warn- 
ing will  apply  to  extensions  as  they  are  made. 

C.  N.  WOODWARD,  Superintendent. 

This  has  an  attachment,  and  the  attached  portion  which  is 
torn  off  and  retained  by  the  company  has  to  be  signed  by  the 
employe  when  he  enters  service  in  the  Shore  Line  Division,  which 
is  the  electrical  division. 

Mr.  Carter :  Are  you  not  mistaken  in  that  ?  Does  not  every- 
body who  receives  that  bulletin  have  to  sign  the  coupon  that  is 
attached  below,  acknowledging  receipt  of  it? 

Mr.  Merriman:     All  those  in  electrical  work,  yes. 

Mr.  Carter:  All  of  those  in  electrical  w^ork;  but  I  under- 
stood you  to  say  at  the  last  there,  that  only  those  men  who  here- 
after enter  the  service;  you  did  not  mean  that,  did  you? 

Mr.  Merriman:  I  mean  every  one  who  enters  into  the  serv- 
ice, in  the  electrical  division. 

Mr.  Carter:  Do  you  know  anything  about  the  nature  of 
this  coupon?    "Was  it  detached  or  returned  to  the  company? 

Mr.  Merriman:  I  never  saw  one  of  the  coupons.  The  com- 
pany retains  them  and  I  was  unable  to  secure  a  copy  of  it. 

Mr.  Carter:  How  do  they  refer  to  it,  the  men  who  sign 
them? 

Mr.  Merriman:     They  refer  to  it  as  the  death  warrant. 

Mr.  Carter:     Why  did  they  call  it  the  death  warrant? 

Mr.  Merriman:  They  sign  away  their  right  to  recover  in 
case  of  injury  or  death,  by  a  violation  of  any  of  the  rules  of 
the  company,  or  the  laws  laid  down  by  the  Public  Service  Com- 
mission. 

Mr.  Carter :  Where  they  are  cautioned  to  stay  off  the  tops 
of  box  cars? 

Mr.  Merriman :     Yes.  sir. 
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Mr.  Carter:  Have  yon  a  time  card  there  issued  by  the 
.New  York  Division  of  the  New  York,  New  Haven  &  Hartford? 

Mr.  Merriman  :     Yes,  sir. 

Mr.  Carter:     Wliat  is  the  number  of  that  timetable? 

Mr.  Merriman:     61-A. 

Mr.  Carter:     When  was  it  etfective? 

Mr.  Merriman:     October  16,  1913. 

Mr.  Carter :  I  have  a  timetable  here,  number  61,  effective 
June  1,  1913.    Have  you  compared  them? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter :     Are  they  practically  the  same ! 

Mr.  Merriman :  As  far  as  the  general  and  special  instruc- 
tions are  concerned  they  are. 

Mr.  Carter:  Mine,  I  believe,  is  October  5th,  which  super- 
sedes the  timetable  of  June  1st. 

Mr.  Merriman:     This  card  supersedes  number  61. 

Mr.  Carter :  Now,  will  you  read  into  the  record  what  rules 
the  New  York,  New  Haven  &  Hartford  has  published  in  time- 
tables cautioning  men  against  the  dangers  of  the  electric  zone? 

Mr.  Merriman :  Eule  number  12,  page  30,  of  this  time  card, 
reads  as  follows : 

"Trains  in  yards  or  on  sidings  must  stop  before  fouling 
other  tracks  unless  switches  are  set  for  them  to  proceed,  and 
cars  must  always  be  left  with  sufficient  clearance  between  tracks, 
with  brakes  set  on  head  and  rear  ends  to  hold  the  cars  where 
they  are  stopped.  Derails  on  sidings  protecting  the  main  track 
must  be  let  to  derail  at  all  times  when  not  in  use,  whether  cars 
are  on  siding  or  not." 

This  rule  states  that  the  employe  must  leave  the  brake  set 
on  the  cars  left  standing  on  the  track. 

Mr.  Carter :  I  did  not  ask  you  that,  Mr.  Merriman.  I  am 
asking  you  about  the  rules  adopted  by  the  company  cautioning 
the  employes  against  the  dangers  of  electricity. 

Mr.  Merriman:  AVell,  special  instructions,  on  page  31, 
Eule  47,  reads  as  follows: 

' '  In  the  Electric  Zones  bridge  guards  and  tell-tales  are  not 
maintained,  and  there  is  danger  within  fourteen  (14)  inches 
of  every  wire  that  is  charged.  Emplo^^ees  must  keep  off  the 
top  of  cars  on  tracks  over  which  there  are  wires,  and  while  on 
tenders  use  the  utmost  care  looking  out  for  all  obstructions. 
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At  overliead  l)rido-es,  side  clearances  are  reduced  by  ground 
wires  from  bridges  in  boxing-  attached  to  side  walls  and  abut- 
ments of  bridges. 

"When  practicable  steam  locomotives  should  not  be  stopped 
under  insulators  or  where  steam  or  smoke  will  come  in  contact 
with  the  insulator,  especially  at  overhead  bridges  and  other 
])oints  where  wire  is  low." 

Mr.  Carter:  Before  you  go  any  further,  what  danger  do 
vou  think  there  is  from  steam  or  smoke  from  a  locomotive  strik- 
ing  an  electric  wire? 

iSIr.  Merriman :  Steam  and  smoke  acts  as  a  conductor  of 
electric  current. 

Mr.  Carter :  Has  it  been  proved  that  steam  and  smoke  are 
conductors  ? 

Mr.  ]\rerriman :     I  am  so  informed. 

Mr.  Carter:  And  that  is  why  they  are  forbidden  from 
stopping  under  insulators? 

Mr.  Merriman:     Insulators  or  where  the  wire  is  low. 

Mr.  Merriman:  Insulators  and  charged  wires,  where  the 
wire  is  low. 

Mr.  Carter:  The  first  rule  tells  them  they  must  keep  off 
the  tops  of  cars,  is  that  right? 

Mr.  Merriman :     Yes,  sir. 

Mr,  Carter:  And  on  tops  of  tenders;  and  cautions  them 
that  the  tell-tales  have  been  removed.    Is  that  right? 

Mr.  Merriman  :     Yes,  sir. 

Mr.  Carter :     Will  you  explain  what  a  tell-tale  is  ? 

Mr,  Merriman :  A  tell-tale  is  a  safeguard  to  employes  rid- 
ing on  the  tops  of  cars,  at  the  approach  to  viaducts  or  bridges,  or 
entrances  to  tunnels. 

Mr.  Carter:  Is  it  a  wire  or  something  suspended  across  a 
track,  with  a  lot  of  wires  or  ropes  hanging  down? 

Mr.  Merriman :     Yes,  sir. 

Mr.  Carter:  How  does  that  warn  a  man  on  top  of  a  car — 
a  brakeman,  for  instance? 

Mr.  Merriman:  If  the  man  is  standing  on  a  car  and  his 
head  comes  up  above  the  lower  end  of  these  ropes  and  they  strike 
him  in  the  face,  he  knows  then  he  will  come  in  collision  with  a 
bridge,  viaduct  or  tunnel  unless  he  gets  lower  on  the  car. 
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The  Chairman :  They  are  similar  to  the  devices  used  in 
tunnels,  are  they  not,  on  railroads! 

Mr.  Merriman :     Yes,  sir,  the  same  thing,  Mr.  Chairman. 

Mr.  Carter :  Now,  at  night,  if  a  brakeman  on  top  of  a  car 
feels  tliat  coming  in  contact  with  him,  he  immediately  lies  down, 
doesn't  he? 

Mr.  Merriman :     He  gets  down  to  the  lowest  point. 

Mr.  Carter:  To  prevent  a  collision  l^etween  himself  and 
something  ? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Now,  suppose  that  was  removed,  on  account 
of  electricity,  would  there  then  be  great  danger  if  the  man  was 
on  top  of  a  box  car? 

Mr.  Merriman:  The  first  information  he  would  have  that 
he  was  in  danger  would  be  the  danger  itself,  and  he  would  be 
killed  before  he  was  warned. 

Mr.  Carter:  Do  you  understand  that  these  tell-tales  have 
been  removed  because  of  the  danger  of  electricity  from  them? 

Mr.  Merriman:  They  have.  They  would  form  an  arc  if 
they  came  in  contact  with  the  wires,  and  again,  you  cannot  very 
well  run  tell-tales  and  have  the  wires  above,  on  account  of  the 
tell-tale  being  in  the  path  of  the  pantagraph. 

Mr.  Carter :  I  understand,  Mr.  Merriman,  that  unless  there 
are  tell-tales  there,  he  will  probably  be  killed  by  a  bridge  or  a 
tunnel,  and  with  the  tell-tales  there,  he  will  probably  be  killed 
by  electricity? 

Mr.  Merriman :     Yes. 

Mr.  Carter:  Therefore,  they  have  forbidden  men  getting 
on  top  of  box  cars  ? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Now,  what  else  have  you  there  in  the  special 
instructions  that  you  think  of. 

Mr.  Merriman:  General  instructions.  Rule  18,  page  30. 
^'When  an  engine  is  pushing  freight  cars  the  disappearance 
from  the  engineman's  view  of  a  trainman's  hand  or  lamp  sig- 
nals must  be  construed  as  a  stop  signal." 

Mr.  Carter:  That  is  not  a  rule  that  has  anything  to  do 
with  electricity,  is  it? 

Mr.  Merriman:  Well,  it  would  be  in  this  way,  if  a  train- 
man— 
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Mr.  Carter:  Suppose  you  read  the  next  rule  below  that. 
You  have  just  missed  one  rule  there. 

Mr.  Merriman:  Rule  19.  ''Trainmen  and  others  must 
keep  off  the  top  of  cars  while  in  motion  where  there  are 
obstructing  overhead  wires.  Thev  must  be  very  cautious  while 
switching  in  yards  and  on  sidings,  keeping  a  lookout  for  low- 
hanging  wires." 

Mr.  Carter:     Special  instructions,  Rule  56,  page  32. 

Mr.  Merriman:  "Trains  entering  the  Oak  Point  Yard  in 
front  of — " 

Mr.  Carter:  No,  that  isn't  it.  I  am  trying  to  get  the  rules 
cautioning  men  not  to  do  things.  Now,  we  will  take  the  portion 
of  the  rule  that  appears  at  the  top  of  page  32.  Read  that.  "De- 
tailed Instructions." 

Mr.  Merriman:  '.'Detailed  Instructions  regarding  these  op- 
erations are  contained  in  bulletins  with  which  employees  must 
be  conversant,  and  will  also  be  included  in  examinations." 

Mr.  Carter:  Now,  do  I  understand  from  what  you  have 
read,  that  the  New  York,  New  Haven  &  Hartford  have  been 
attempting  to  carry  out  about  the  same  rules  or  orders  as  were 
issued  by  the  Public  Service  Commission  of  New  York  State? 

Mr.  Merriman:  They  have,  in  their  bulletins  and  in  their 
special  instructions,  they  have  rules  that  conflict. 

Mr.  Carter:  I  am  not  talking  about  the  .conflict.  I  am 
asking  you  if  the  New  York,  New  Haven  &  Hartford  Railroad 
require  these  employees  to  be  conversant  with  these  instruc- 
tions as  set  forth  in  the  last  paragraph  you  have  read,  so  they 
will  avoid  the  dangers  of  electricitv? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Mr.  Merriman,  do  you  believe  it  is  practical 
to  do  railroad  work  and  carry  out  these  warnings  and  instruc- 
tions and  orders  which  have  been  issued  for  the  protection  of 
the  lives  of  railroad  men? 

Mr.  Merriman:     No,  sir.    Tliej  cannot  be  done. 

Mr.  Carter:  There  are  special  instructions  all  the  way 
through  there  that  men  must  keep  off  the  top  of  box  cars.  Isn't 
that  true? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:     During  the  inspection  of  these  terminals — elec- 
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trifled  terminals  in  New  York,  did  you  notice  men  on  top  of  box 
cars  ? 

Mr.  Meriiman:     Yes,  sir. 

Mr.  Carter:     In  violation  of  these  rules f 

Mr.  Merriman :     Yes,  sir. 

Mr.  Carter:     Did  you  call  anybody's  attention  to  it? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Are  there  any  rules  in  the  same  tin\etable  tell- 
ing them  they  must  be  on  top  of  box  cars? 

Mr.  Merriman:     Yes. 

Mr.  Carter:     Turn  to  Rule  12,  on  page  30,  and  read  that. 

Mr.  Merriman:  "Trains  in  yards  or  on  sidings  must  stop 
before  fouling  other  tracks  unless  switches  are  set  for  them  to 
proceed,  and  cars  must  always  be  left  with  sufficient  clearance 
between  tracks,  wdth  brakes  set  on  head  and  rear  ends  to  hold 
the  cars  where  they  are  stopped.  Derails  on  sidings  protecting 
the  main  track  must  be  left  to  derail  at  all  times  when  not  in  use 
whether  cars  ai'e  on  siding  oi'  not." 

Mr.  Carter:  Mr.  Merriman,  where  is  the  brake  on  a  box 
car  f 

Mr.  Merriman:     On  top  of  the  box  car. 

Mr.  Carter:  How  can  they  set  these  brakes  without  going 
on  top  of  the  car? 

Mr.  Merriman:     They  couldn't  do  it,  not  hand  brakes. 

Mr.  Carter:     Now  read  Rule  19,  on  page  30. 

Mr.  Merriman:  "Trainmen  and  others  must  keep  off  the 
top  of  cars  while  in  motion  where  there  are  obstructing  over- 
head wires.  They  must  be  very  cautious  while  switching  in 
yards  and  on  siding,  keeping  a  lookout  for  low-hanging  wires." 

Mr.  Carter :     Now  read  Rule  18,  right  above  that. 

Mr.  Merriman:  "When  an  engine  is  pushing  freight  cars 
the  disaiJ])earance  from  the  engineman's  view  of  trainman's 
hand  or  lamp  signals  must  be  construed  as  a  stop  signal." 

Mr.  Carter:  How  can  an  engineman  see  a  lamp  or  the 
hand  of  a  switclmian  unless  he  is  on  top  of  a  box  car  in  a  yard 
where  there  are  many  side  tracks  and  leads,  and  those  tracks  are 
full  of  other  box  cars? 

Mr.  Merriman:  He  couldn't  see  the  signals  unless  he  was 
on  top  of  the  car. 

Mr.  Carter:     Then  how  would  the  railroad  be  operated,  if 
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the  man  was  not  i)ermittod  to  ftot  on  toj)  of  the  car,  when  he 
pushes  a  strinii^  ahead  of  hhii  in  between  otlier  cars  and  across 
switches?    How  conld  the  road  be  operated? 

Mr.  Merriman :  It  could  not  be  operated.  It  woul<l  stop 
operation. 

Mr.  Carter :  Is  it  not  a  fact  that  the  men  do  i^et  on  the  ears 
to  give  the  signals,  so  they  can  push  in? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:     Rule  56,  on  page  32. 

Mr.  Merriman:  '* Trains  entering  the  Oak  Point  Yard  in 
front  of  electric  float  bridges,  must  leave  at  least  four  good 
hand-brakes  set  on  the  head  end  of  train  on  account  of  the  grade 
descending,  being  toward  the  float  Inidges,  and  the  possibility 
of  cars  running  down  after  the  air  has  leaked  off." 

Mr.  Carter:  Now,  let  us  presume  that  there  is  a  switch 
engine  having  a  string  of  cars  approaching  these  float  bridges. 
The  State  of  New  York  positively  forlnds  him  to  get  on  top  of 
the  cars  to  set  a  brake,  and  there  is  a  bulletin  issued  by  the 
New  York,  New  Haven  &  Hartford,  to  which  was  attached  the 
doath  warrant  or  release  if  he  was  hurt,  how  could  those  four 
brakes  be  set  on  to])  of  those  box  cars,  pushing  down  onto  these 
float  bridges,  without  getting  on  top  of  the  cars? 

Mr.  Merriman :     They  could  not  be  set. 

Mr.  Carter:     Now,  let  us  turn  to  page  35.    Read  Rule  1535. 

Ml'.  Merriman:  ''Do  not  depend  on  air  brakes  to  liold  a 
train  when  the  engine  is  detached.  Use  hand  brakes  for  that 
purpose. ' ' 

Mr.  Carter:  Can  hand  brakes  on  top  of  a  car  be  used  with- 
out getting  on  top  of  it? 

Mr.  Merriman :     It  cannot  be  done. 

Mr.  Carter:  Then  he  must  get  on  top  of  it  to  use  the  hand 
brakes? 

Mr.  Merriman  :     Yes,  sir. 

Mr.  Carter:  If  he  did  get  on  top  to  set  these  hand  brakes, 
in  accordance  with  this  rule,  and  he  was  electrocuted  by  an  ap- 
proach to  the  wire,  the  "death  warrant"  he  has  signed  would 
relieve  the  company  from  any  damages,  because  they  have  told 
him  that  he  must  not  get  on  top  of  a  box  car,  is  that  right? 

Mr.  Merriman:     That  is  my  understanding  of  the  rule. 

Mr.  Carter:     Read  Rule  1537. 
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Mr.  Merriman:  "Should  an  engiiiemaii  whistle  for  brakes, 
open  the  conductor's  valve  quickly,  keep  it  open  until  the  train 
is  stopped  and  then  close  it.  If  no  air  escapes  when  the  valve  is 
open,  apply  hand  brakes." 

Mr.  Carter:  If  no  air  escapes,  to  apply  hand  brakes  would 
they  not  have  to  get  on  top  of  the  box  cars  to  do  it? 

Mr.  Merriman :     Yes,  sir. 

Mr.  Carter:     Eead  the  last  paragraph  of  Eule  1504. 

Mr.  Merriman:  "When  pushing  cars  down  a  descending- 
grade,  the  air  must  be  operated  on  all  cars  and  a  man  must  be 
placed  on  the  leading  car." 

Mr.  Carter:  How  are  you  going  to  place  a  man.  on  the 
leading  car  and  at  the  same  time  keep  him  off  of  that  car  I 

Mr.  Merriman :  Well,  if  it  was  a  flat  car,  or  a  gondola  car, 
he  would  not  be  in  close  proximity  to  the  wire,  but  if  it  is  a  box 
car — 

Mr.  Carter:  Do  they  always  have  a  flat  car,  or  a  gondola 
car  as  the  leading  car,  in  switching! 

Mr.  Merriman :  No,  I  would  judge  not,  not  from  practical 
experience  in  railroading.  He  would  have  to  get  on  top  of  the 
car. 

Mr.  Carter:  But  he  has  already  signed  what  you  call  the 
"death  warrant"! 

Mr.  Merriman:  Well,  they  have  to  get  on  top  of  the  cars 
in  order  to  perform  their  duties  as  railroad  men. 

Mr.  Carter:  But  over  here,  in  these  general  instructions 
in  regard  to  the  electric  one,  he  is  forbidden  to  do  so  1 

Mr.  Merriman :  But  he  has  to  retain  his  position  as  a  rail- 
road man,  and  if  he  does  not  do  it  he  won't  have  a  job. 

Mr.  Carter :     But  the  instructions  are  to  keep  off  the  cars  1 

Mr.  Merriman:  The  other  instructions  say  for  him  to  get 
on  it,  special  instructions. 

Mr.  Carter:     Read  1502. 

Mr.  Merriman :  ' '  Should  an  accident  occur  making  the  use 
of  the  hand  brakes  necessary,  engineman  and  conductor  must 
consult  together,  and  arrange  accordingly ;  reporting  to  the  Sup- 
erintendent from  the  first  open  telegraph  or  telephone  office." 

Mr.  Carter:  That  would  indicate  when  it  becomes  neces- 
sary to  use  a  hand  brake,  they  must  consult  the  superintendent, 
is  that  right! 
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Mr.  Meriiniaii :  Tliat  rule  is  made  as  a  part  of  the  general 
air  brake  inles  that  apply  in  steam  operations  as  well  as  electric 
operations,  from  the  fact  that  the  law  says  you  must  have  85 
per  cent  of  your  air  brakes  in  j'our  train,  and  when  from  any 
cause  an  air  brake  compressor  should  fail,  or  a  broken  brake 
pipe,  or  something  of  that  nature,  and  you  do  not  have  any  air 
on  your  train,  that  is  when  you  consult  your  Superintendent. 

Mr,  Carter:     But  not  when  ninking  these  switches? 

Mr.  ]\Ierriman  :     No,  sir. 

Mr.  Carter:  Will  3'ou  turn  to  page  ol,  beginning  at  the 
words  "Pantagraphs  must  be  lowered" — last  column  of  page  31. 

Mr.  Merriman  :     "When  a  ground  develops — " 

Mr.  Carter:  No,  i)age  31,  last  column?  "Pantagraphs  nuist 
be  lowered  before  a  train  passes  through  cross-over  switches, — " 

Mr.  Merriman:  "Pautagraphs  must  be  lowered  before  a 
train  passes  through  cross-over  switches,  whether  from  one  main 
track  to  another,  or  from  a  yard  track  to  a  main  track,  except  on 
locomotives  or  trains  leaving  New  Rochelle  yard,  and  at  end 
of  four-track  sections." 

]\Ir.  Carter:     Read  on. 

Mr.  Merriman:  "Before  pulling  four-point  jumpers  on 
electric  engines,  multiple  unit  ciirs  or  car  4011,  it  is  necessary  to 
make  sure  that  j^ower  is  off  of  the  four-point  jumper  line.  On 
multiple  unit  cars  the  power  can  be  taken  off  this  line  on  a.  c.  by 
pulling  the  plug  in  the  master  controller,  or  by  lowering  the 
trolleys,  but  on  engines  and  on  car  4011  the  power  can  only  be 
removed  by  lowering  the  trolleys.  Before  attempting  to  pull  the 
jumpers  between  cars,  employes  must  know  that  power  is  off  this 
jumi)er  line  by  one  of  these  methods." 

Mr.  Carter:  Do  you  think  these  instructions  here  are  pre- 
cautionary measures! 

Mr.  Merriman :     Yes,  sir,  thej^  are. 

Mr.  Carter:     Indicating  danger? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter :  Have  you  any  other  information  in  your  pos- 
session which  shows  the  danger  to  which  railroad  men  are  ex- 
posed in  these  electrically  operated  railroads  ? 

Mr.  Merriman:  We  have  a  set  of  photographs  that  were 
made  by  the  General  Surgeon  of  the  New  York  Central  Lines,  of 
bums  received  by  employes,  that  show  the  danger  to  employes. 
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Mr.  Carter:  Before  you  refer  to  these  photographs,  did 
you  learn  of  engineers  or  firemen,  or  anybody  else  being  hurt 
there  ? 

Mr.  Merrinian :     Yes,  sir. 

^Ir.  Carter:     Will  you  describe  that ? 

Mr.  Merriman  :  We  have  a  record  of  men  being  burned  and 
killed.  Engineer  Rood  stepped  from  the  cab  to  the  running  board 
to  adjust  some  part  of  the  machinery ;  got  too  close  to  the  high 
tension  wire  and  the  current  passed  through  his  body,  killing 
him  instantly,  melting  the  gold  filling  in  his  teeth.  A  fireman  was 
electrocuted  on  tender  of  engine,  and  Conductor  Gebhardt,  who 
was  well  informed  of  the  danger,  forgot  himself  momentarily, 
and  was  electrocuted. 

Mr,  Carter:  You  did  not  get  the  record  of  all  the  accidents 
that  occurred  there? 

Mr.  Merriman:     No,  sir. 

Mr.  Carter :     Just  those  called  to  your  attention  ? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  How  many  days  were  you  and  this  Alder- 
manic  Committee,  and  the  committee  representing  the  Employes 
of  the  Chicago  Railroads,  in  New  York? 

Mr.  Merriman:  The  Aldermanic  Committee  was  there 
three  days.  We  put  in  ten  days,  Mr.  Bamrick  and  myself,  and 
Mr,  Pinkerton  was  there  all  the  time  we  were  there,  and  he  was 
there  thirty-three  days  previous  to  that.  I  have  some  more  rec- 
ords of  engineers. 

Mr.  Carter :     Read  them. 

Mr.  Merriman :  Engineer  Phillips,  in  charge  of  a  steam 
engine  at  New  Rochelle,  while  in  the  act  of  looking  at  a  sand  box, 
accidentally  raised  his  head  close  enough  to  the  wire  to  bring  it 
in  contact  with  the  current.  The  fireman  states  that  the  engineer 
did  not  touch  the  wire  nt  any  time,  but  the  result  was  immediate 
death. 

Mr.  Stone:  If  I  may,  I  might  state,  in  that  particular  case, 
that  the  engineer,  by  actual  measurement,  could  not  have  come 
closer  than  16  inches  to  the  wire. 

Mr.  Carter:  And  what  are  the  instructions,  not  to  come 
within  fourteen  or  eighteen  inches  of  the  wire? 

Mr.  Merriman:  Fourteen  inches  are  the  instructions  in  all 
th^  instructions  that  we  found. 
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Mr.  Carter:  Why  do  they  caution  them  uot  to  come  within 
fourteen  inches  of  the  wire? 

Mr.  Merriman:  On  account  of  the  high  current  going 
through  those  wires,  which  is  11,000  volts.  Tlie  current  is  so 
strong  that  it  will  draw  a  person's  body  to  the  wire,  acts  as 
an  arc. 

Mr.  Carter:  What  is  known  as  the  spark  in  this  length  of 
fourteen  inches,  that  is  what  is  called  an  ar,c? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:     You  don't  have  to  touch  the  wire  to  get  that? 

Mr.  Merriman:     No,  sir. 

Mr.  Carter:  Have  you  another  case  where  a  pantagraph  be- 
came deranged  and  he  was  moving  it  with  a  pole  supplied  by  the 
company  to  remedy  it  ? 

Mr.  Merriman:  Engineer  Burch,  at  Stamford  Terminal, 
had  occasion  to  raise  his  second  pantagraph  trolley;  the  sec- 
ond trolley  being  connected  with  the  first  by  cable  connection, 
was  charged  with  tlie  entire  voltage  carried  on  the  circuit. 
Through  a  system  of  raising  these  trolleys  by  air  pressure, 
this  one  refused  to  work.  It  was  then  necessary  for  the  engi- 
neer to  use  a  prepared  ])ole  to  place  this  in  working  condition 
by  unfastening  an  automatic  latch;  when  contact  was  made,  the 
result  was  he  received  the  shock  of  the  entire  11,000  volts.  The 
])ole  used  for  the  i)urpose  is  supposed  to  be  entirely  safe,  but 
it  in  this  case  was  covered  with  carbon  dust,  which  carried  the 
current  directly  to  him.  The  result  was  death  at  the  end  of  six 
weeks. 

Mr.  Carter:  Xow,  Mr.  Merriman,  I  understand  that  this 
was  a  pole  prepared  and  furnished  by  the  railroad  to  do  this 
class  of  work,  and  it  was  understood  to  be  an  absolute  pro- 
tection against  the  electric  current. 

Mr.  Merriman :     That  was  our  information. 

Mr.  Carter:  And  in  its  original  condition,  it  would  have 
been? 

Mr.  Merriman:  It  would  have  been  a  non-conductor,  yes, 
sir. 

Mr.  Carter:  It  was  discovered  —  as  I  understand  from 
what  you  say,  after  his  death  occurred,  they  found  that  the 
carbon  from  the  smoke  had  accumulated  on  the  surface  of  this 
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wood,  and  had  acted  as  a  conductor  from  the  wire  to  tlie  engi- 
neer's body? 

Mr.  Merriman:  I  w^onld  not  say  that  the  carbon  accumu- 
lated there  from  smoke,  because  this  was  an  electric  engine,  but 
the  carbon  accumulated  there  from  somewhere,  and  acted  as  a 
conductor  on  this  pole.  When  it  was  necessary  for  the  engi- 
neer to  use  it  he  was  killed. 

Mr.  Carter:     Any  other  cases? 

Mr.  Merriman:  Engineer  Elliott,  of  Stamford,  had  occa- 
sion to  go  on  the  roof  of  his  locomotive  to  adjust  the  bell-ringer. 
In  doing  so  he  came  in  contact  Avith  the  wire;  result,  severe  burns 
and  crippled  for  life. 

Mr.  Carter:     Any  other  cases? 

Mr.  Merriman:  I  have  cases  here  of  linemen  and  brake- 
men.    Do  you  want  those? 

Mr.  Carter:  We  will  take  it  for  granted  that  the  linemen 
and  brakemen  are  injured  often  enough. 

Did  you  secure  some  photographs  from  the  Chief  Surgeon  of 
the  New  York  Central  Lines? 

Mr.  Merriman:  Yes,  sir,  from  the  assistant  surgeon,  by 
order  of  the  chief  surgeon. 

Mr.  Carter:  Are  those  the  photographs?  (Handing  ob- 
jects to  witness.) 

Mr.  Merriman  (after  examining) :  These- are  photographic 
reproductions  of  part  of  those  we  secured. 

Mr.  Carter:  Mr.  Chairman,  we  desire  to  introduce  this 
as  Exhibit  48.  I  only  have  two  copies  now,  which  I  understand 
complies  with  the  law.  We  are  having  photographic  reproduc- 
tions made  of  twelve  additional  sets,  and  we  hope  by  tomorrow 
to  have  one  for  each  member  of  the  Board,  one  for  counsel  for 
the  railroads,  and  one  for  ourselves. 

The  Chairman :     That  will  be  entirely  satisfactory. 

(The  photographs  so  otfered  and  identified  were  received 
in  evidence  and  thereupon  marked  ''Employes'  Exhibit  No.  48, 
January  15,  1915.") 

Mr.  Carter:  Now,  will  you  describe  exactly  how  you  got 
these  photographs? 

Mr.  Merriman:  Mr.  Pinkerton  and  myself  called  at  the 
office  of  the  Chief  Surgeon  of  the  New  York  Central  Railroad 
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ill  New  York,  and  rtH|uosted  that  if  there  were  any  })hotogTai)hs 
of  that  nature  in  existence,  that  he  be  kind  enough  to  let  us 
take  a  set  of  them.  He  gave  us  an  order  to  his  assistant  over 
in  the  Grand  Central  Station,  and  we  took  the  order  to  the 
assistant  and  he  delivered  tlie  ])h()togra])hs  to  us  and  we  brought 
tlieiH  here  to  Chicago  and  had  ))liotogra])liic  re])roductions  made 
from  tliem,  as  you  see  there. 

Mr.  Carter:  1  imderstand  that  the  set  of  ])hotogra])hs 
loaned  you  by  the  assistant  or  the  chief  surgeon  of  the  New 
York  Central  Lines  was  l)rougiit  to  Cliioago  and  these  copies 
made  ? 

Mr.  Merriman :     Yes. 

Mr.  Carter:  And  the  ])lK)togra|)hs,  the  property  of  the 
New  York  (central  lines,  were  returned  to  them? 

Mr.  Merriman :     By  parcel  })ost. 

Mr.  Carter:  And  the  ])hotographer  is  in  this  city  and  can 
furnish  additional  copies? 

Mr.  Merriman:     Yes. 

Mr.  Carter:  Do  you  know  wliether  these  hands  and  arms 
that  you  see  here,  so  liadly  burned  with  electricity,  were  those 
oi"  engineers  and  firemen,  or  do  you  know  anything  about  it? 

Mr.  Merriman:  All  I  know  about  it  is  that  the  doctors 
told  us  that  they  were  burns  of  employes  on  these  lines,  and 
that  the  patients  had  been  treated  by  Dr.  Sanford,  a  former 
surgeon  of  the  New  York  Central  Lines, 

Mr.  Carter:     That  is  all  you  know  of  these  photographs? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  But  you  do  know,  as  described  by  you,  that 
these  figures  set  forth  the  eit'ect  of  electricity  wlien  applied  to 
railroad  service? 

Mr.  Merriman  :     Yes,  sir. 

Mr.  Carter:  Ts  there  anything  else  you  desire  to  say,  Mr. 
Merriman,  about  this  investigation? 

Mr.  Merriman:  No,  there  is  nothing  particularly,  except 
that  in  our  report  to  the  Automatic  Committee  of  the  City  Coun- 
cil on  Railway  Terminals,  we  took  the  information  that  had 
been  secured  by  Mr.  Pinkerton  in  his  investigations  in  New  York, 
coupled  it  in  with  the  information  that  we  had  received  during 
our  investigation,  and  put  it  into  book  form. 

Mr.  Carter:     Ts  that  the  book? 
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Mr.  Meii'iinaii :     That  is  the  book. 

Mr.  Carter:  We  desire,  Mr.  Chairman,  to  introduce  this 
book  as  Exhibit  49. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  ''Employe's  Pjxhibit,  No.  49, 
January  15.  1915.") 

Mr.  Carter :  In  a  general  manner,  Mr.  Merriman,  does  that 
set  forth  Avhat  you  have  told  us  from  your  personal  experience? 

Mr.  Merriman  :     Yes,  sir. 

Mr.  Carter :  Is  there  anything  in  this  book  that  you  think 
should  be  read  at  this  time  to  express  something  that  you  have 
not  already  expressed! 

Mr.  Merriman :  On  page  12,  1  would  like  to  call  the  atten- 
tion of  all  present  that  in  presenting  our  arguments  to  the  City 
Council  in  opposition  to  electrifying  the  Chicago  terminals,  you 
will  see  that  we  only  wanted  to  go  into  this  electrical  condition 
from  the  safety  point  of  view  to  the  employes. 

Mr.  Carter:  Read  the  first  three  paragraphs  there,  to  ex- 
press that  intent. 

Mr.  Merriman:  "This  review  of  electrical  operation  of 
railways  is  from  the  viewpoint  of  safety.  It  is  not  intended  to 
discuss  the  merits  of  electricity  as  a  motive  power,  or  give  any 
graphic  description  of  its  workings  other  than  to  touch  on  opera- 
tion and  construction  sufficient  to  demonstrate  attendant  dan- 
gers. 

"If  accidents  to  the  traveling  public,  workers,  business  men, 
and  pleasure  seekers,  can  be  minimized,  the  American  railroad 
employe  is  willing  to  make  sacrifices  to  accomplish  this  end. 

"When  this  purpose  is  served  railroad  employes  feel  that 
the  public  sJiould  reciprocate  by  considering  their  safety." 

Mr.  Carter :  That  was  really  the  basis  of  your  opposition 
to  the  orders  introduced  in  the  City  Council? 

Mr.  Merriman:     That  was  it  exactlv. 

On  page  17,  the  last  paragraph: 

"The  following  (piotation  from  a  railroad  official  when 
speaking  of  the  safe  operation  of  the  single-phase  (that  is  the 
third-rail)  shows  lack  of  the  application  of  practical  kr^owledge 
to  so  important  a  question  when  safety  of  human  life  is  at 
stake :  '  The  direct-current  power  of  the  switching  engine  is  22 
feet  out  of  the  way,  while,  in  the  case  of  the  direct-current,  the 


2852 

third-rail  is  coiitiiuially  IS  inclics  in  the  way,  especially  when 
someone  is  in  a  Imrry  to  cross  the  yard ;'  assuming  tliat  it  is  not 
necessary  to  get  off  tlie  ground,  the  ojnnion  of  this  official  might 
be  correct,  hut,  he  forgot  about  the  men  whos(»  duties  require 
them  to  go  on  top  of  box  cars,  and  the  New  Haven,  witli  few 
curves  to  work  on,  is  now  facing  a  pro])]em  how  to  operate,  and 
keep  employes  from  the  top  in  com]iliance  with  the  following 
order  issued  by  the  Pul)lic  Ser\nce  Commission,  Second  Dis- 
trict, State  of  New  York." 

That  is  the  order  I  just  read. 

Mr.  Carter:  That  shows  that  there  is  danger,  no  matter 
what  precautions  are  taken? 

Mr.  Merriman:     Yes. 

Mr.  Carter:     On  page  22,  last  paragraph,  page  22: 

"In  the  Oak  Point  Yard  of  the  New  York,  New  Haven  & 
Hartford  Railroad,  wiiere  electrical  and  steam  engines  are  oper- 
ated side  by  side,  red  lights  are  kept  burning  to  warn  men 
riding  cars  handled  by  steam  locomotives  to  get  off,  in  case  they 
should  enter  the  electric  zone." 

Pages  49,  50  and  53,  you  will  find  the  rule  embodied  in  the 
time  card  that  I  have  just  gone  over. 

Mr.  Merriman:  On  page  66  there  is  an  ai)pendix  that  will 
call  attention  to  information  in  the  New  Eochelle  Hospital.  We 
did  not  visit  the  New  Kochelle  Hospital,  where  these  burns  are 
taken  care  of,  because  we  could  not  get  jDermission  to  do  so. 

Mr.  Carter:  What  is  this  letter  to  Bamrick,  from  some- 
body who  seems  to  be  afraid  to  sign  his  name? 

Mr.  Merriman:  This  letter  was  written  to  Mr.  Bamrick 
and  I  have  the  original  copy  in  my  file,  by  an  employe,  a  train- 
man on  the  New  Haven  Kailroad.  He  was  afraid  to  have  us  use 
his  name  for  fear  he  might  lose  his  position.  He  is  the  man 
that  furnished  us  with  this  part  of  the  death  warrant  which  I 
have  referred  to. 

Mr.  Carter:     You  don't  care  to  read  the  letter? 

Mr.  Merriman :     Do  vou  want  the  letter  read? 

Mr.  Carter:     I  think  you  had  better  read  it. 

Mr.  Merriman:  Do  you  want  me  to  read  the  original,  or 
this? 

Mr.  Carter:  If  you  know  that  this  is  correct  it  will  an- 
swer.   I  don't  want  to  expose  the  man  who  wrote  the  letter. 
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Mr.  Merriman:     All  riglit,  I  will  read  this. 

"Mr.  R.  P.  Bamrick, 

"Lodge  752,  B.  E.  T., 
"Chicago,  111. 
* '  Dear  Sir : — 

"In  answer  to  your  letter  I  would  say  if  you  adopt  the  elec- 
trification you  will  fill  many  grave-yards  very  soon,  and  also 
have  plenty  of  cripples  to  look  after,  as  it  has  caused  a  number 
of  deaths  to  engineers  and  trainmen  already.  You  do  not  have 
to  fall  between  cars  to  get  killed  with  this  system,  as  you  take 
your  life  in  your  hands  every  time  you  go  on  top  of  the  cars.  As 
you  saw  when  you  were  here  for  inspection,  also  enclosed  you  will 
find  Notice  No.  100,  which  the  company  makes  us  sign,  and  other 
part — the  death  warrant — they  keep,  and  if  I  was  in  your  city  I 
v.'ould  be  able  to  tell  you  more  than  I  can  in  writing. 

' '  Yours  fraternally, ' ' 
(Signed  in  blauk.)  Empire  City  Lodge,  No.  197,  B.  E.  T. 

Mr.  Carter:  I  notice  you  also  have  some  photographs 
printed  in  here,  some  of  which  are  in  that  bound  volume  of  pho- 
tographs. 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:  Turn  to  page  40.  You  haven't  got  that  pic- 
ture in  your  collection,  have  you  ? 

Mr.  Merriman :  No,  sir.  This  is  a  picture  that  was  demon- 
strated bv  Dr.  J.  J.  Morehead,  in  a  lecture  before  the  College  of 
Phvsicians  and  Surgeons  in  New  York  City,  in  which  he  shows 
this  accident  to  a  workman.  This  picture  was  taken  six  years 
after  the  accident  occurred. 

Mr.  Carter :  I  note  on  page  83  you  have  a  series  of  ques- 
tions and  answers ;  was  that  for  the  purpose  of  answering  ques- 
tions that  might  be  asked  by  citizens?- 

Mr.  Merriman :  This  set  of  questions,  or  most  of  them,  were 
propounded  to  us  by  the  chairman  of  the  Eailway  Terminals 
Committee,  and  they  were  put  in  this  book  for  reference. 

Mr.  Carter :  Then  this  book  w^as  practically  your  report  as 
a  member,  or  members  of  this  association  of  railway  employes 
in  the  city  of  Chicago? 

Mr.  Merriman:     Yes,  sir. 

Mr.  Carter:     Is  there  anything  else  you  desire  to  say? 
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^Fr.  Merrimau  :  I  would  say  that  after  this  report  had  been 
thoroughly  read  by  the  members  of  the  City  Council,  that  there 
was  a  general  dis])osition  to  not,  at  this  time,  force  electrification 
in  the  Chicago  terminals. 

Mr.  Carter:     That  is  all. 

Mr.  Sheean:     That  is  all. 

(AVitness  excused.) 

Mr.  Carter:  Mr.  DeGuire.  Mr.  DeGuire  has  already  been 
sworn,  I  think,  Mr.  Chairman. 

The  Chairman:     Yes. 

Mr.  Carter:  Before  I  address  Mr.  DeGuire,  Mr.  Chairman 
and  gentlemen,  by  referring  to  page  686  of  the  ])roceedings  of  De- 
cember 9th,  1914,  the  following  appears: 

"Mr.  Sheean:  That  is  the  average  of  the  oldest  man  on 
each  seniority  district? 

"Mr.  Carter:  Yes,  and  indicates  that  everj'  engineer  on 
that  road  who  has  been  promoted  within  that  average  period  of 
nearly  seven  years  is  also  back,  firing;  and  would  indicate  fur- 
ther that  the  firemen  who  have  been  displaced — well,  T  do  not 
know  what  they  are  doing.  Perhaps  they  are  contributing  to  the 
necessity  of  providing  soup  kitchens. 

"Mr.  Sheean:  That  information  is  also  shown,  is  it,  by 
this  exhibit — what  you  last  volunteered? 

"Mr.  Carter:     That  firemen  are  laid  off ?    Yes. 

"]\rr.  Sheean:  That  firemen  are  now  contributing  to  soup 
kitchens. 

"Mr.  Carter:  I  think  I  prefaced  that  statement  by  saying 
I  do  not  know  what  thev  are  doing.  Thev  mav  be  contributing  to 
the  necessity  of  soup  kitchens;  and  from  what  T  have  heard,  they 
are  in  a  most  distressing  state  of  affairs." 

By  turning  to  page  698  of  the  proceedings  for  the  same  day 
the  question  again  arises,  as  follows: 

"Mr,  Sheean:  But  where  you  had  no  earnings  whatever 
in  a  month,  and  no  knowledge  or  information  as  to  whether  the 
man  was  on  that  road  or  not,  whether  he  was  available  or  not, 
you  did  not  include  the  months  where  there  was  no  amount  of 
money  in  striking  your  average? 

"Mr.  Carter:     We  understood  that  he  was  available,  and 
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in  my  judgment  he  was,  but  there  was  no  work  for  him.  In  order 
not  to  exaggerate  the  conclusions  reached  in  here,  we  did  not  use 
that  in  the  number  of  months  in  which  we  divided  the  earnings. 

"Mr.  Sheean :  You  sa.y  your  information  was  tliat  he  was 
avaihible.  What  was  that  information  on  which  you  base  that 
statement? 

"Mr.  Carter:  General  knowledge  of  the  conditions,  the 
immense  correspondence  that  reaches  our  office  from  these  very 
men  who  are  asking  me  if  I  know  where  they  can  get  a  job. 

"Mr.  Sheean:  Well,  now,  Mr.  Carter,  let  us  take  one  of 
the  men  here  as  shown  in  this  exhibit  with  whom  you  have  had 
that  correspondence  during  any  part  of  that  time,  and  just  give 
us  that  one  individual. 

"Mr.  Carter:  I  can  not  without  going  to  Peoria  to  get  the 
records.  I  wdll  say  we  have  abundance  of  evidence,  and,  if  the 
Board  please,  I  would  suggest  that  we  take  up  the  time  of  the 
Board  in  putting  on  as  many  witnesses  as  may  be  necessary  and 
the  Board  will  say  when  they  are  tired,  showing  the  distress  of 
these  men,  whose  time  I  did  not  get." 

Now,  Mr.  Chairman,  within  a  few  days  thereafter  I  ad- 
dressed a  series  of  questions  to  the  Local  Chairmen  of  our  lodges 
on  roads  participating  in  this  movement.  These  replies  have 
been  received  from  about  80  x^er  cent  of  them,  I  think,  and  I  dele- 
gated to  Mr.  DeGuire  the  work  of  compiling  the  replies. 

G.  N.  DeGUIEE  was  recalled  for  further  examination  and 
having  been  previously  sworn,  testified  as  follows: 

DIRECT  EXAMINATION. 

Mr.  Carter:  Mr.  DeGuire,  in  the  compilation  of  these  re- 
plies, did  you  prepare  that  book? 

Mr.  DeGuire:     That  is  the  book  that  I  prepared,  yes,  sir. 

Mr.  Carter:     We  desire  to  introduce  this  book  as  Exhibit  50. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  "Employes'  Exhibit  No,  50, 
January  15,  1915.") 

Mr.  Carter:  Mr.  DeGuire,  will  you,  in  as  brief  a  manner 
as  you  can,  with  justice  to  the  subject,  review  the  contents  of  this 
book? 

Mr.  DeGuire:     Bv  a  careful  studv  of  this  table  it  will  be 
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seen  that  while  Ini.siness  has  increased  on  some  raihoads  in  the 
Western  territory,  due  to  winter  weather,  etc.,  there  are  as  yet 
many  ]ilaces  where  tiremen  are  out  of  employment  and,  due  to 
the  fact  til  at  they  are  unable  to  find  work  of  any  description,  are 
actually  dependent  on  the  charity  of  their  fellow  workers.  This 
table  also  indicates  that  the  men  workin^^  on  the  "extra  boards" 
are  making  very  low  wages  because  of  the  overstocked  condi- 
tion of  such  boards,  but  the  men  have  preferred  to  endure  this 
condition  rather  tlian  disi)lace  many  more  firemen. 

While  the  depression  in  business  has  resulted  in  a  large 
number  of  firemen  being  thro^^^l  out  of  emplo}Tnent^  it  will  also 
be  noted  that  the  number  of  firemen  thus  affected  has  been 
greatly  increased  by  the  introduction  of  heavier  power. 

The  reports  received  from  Canada  show  that  many  of  the 
firemen  are  out  of  service  and  have  enlisted  as  soldiers  in  the 
present  war. 

Mr.  Carter:  How  many  men  were  accounted  for  as  being 
out  of  emplojTnent  on  account  of  big  engines  and  depression 
of  business,  in  these  reports  ? 

Mr.  DcGuire:     6,312. 

Mr.  Carter:  How  many  men  did  not  have  this  informa- 
tion ?    Or,  rather,  did  not  reply  ? 

Mr.  DeGuire:  About  20  per  cent  of  the  chairmen  did  not 
reply. 

Mr.  Carter:  Then  80  per  cent  of  the  information  would 
indicate  that  6,312  firemen  are  cut  off  at  the  present  time  on  ac- 
count of  big  engines  and  depression  in  business. 

Mr.  DeGuire:    Yes,  sir. 

Mr.  Sheean :  Mr.  Carter,  a  question  or  two  preceding  that, 
1  think  you  put  it  in  the  form  of  ''How  many  men  are  out  of 
emplo^Tnent, "  and  the  answer  was  6,312.  This  last  question, 
I  think,  was  intended  to  cover  the  same  thing,  that  men  are  cut 
off  the  firemen's  list,  it  may  not  necessarily  mean  are  out  of  em- 
ployment. There  is  a  question  or  two  back,  and  I  thought  there 
might  be  a  little  confusion  about  it,  and  the  last  question  was 
what  you  intended  to  cover  by  the  6,000,  was  it  not? 

Mr.  Carter:  Yes,  it  is  possible  that  these  men  may  have 
other  employment. 

Mr.  DeGuire :  It  is,  but  the  reports  will  indicate  that  many 
of  them  have  no  employment  whatever. 
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Mr.  Carter:  Now,  what  otlier  statement  do  you  desire  to 
make? 

Mr.  DeGuire:  In  aswer  to  question  3 — that  is,  the  one 
that  we  ask  about  those  in  need  and  distress — the  replies  show 
that  a  large  number  of  firemen  that  are  out  of  employment  are 
in  financial  distress.  Some  have  sick  families.  Others  have 
wives  in  a  delicate  condition,  and  are  unable  to  leave  to  seek 
employment  elsewhere.  Many  firemen  have  made  extended  trips 
seeking  employment,  but  without  success,  and  others  are  work- 
ing as  roundhouse  men,  wipers,  cinder  pit  men,  and  in  fact  doing 
any  class  of  work  they  are  able  to  find.  There  are  many,  many  of 
these  firemen  existing  on  their  good  credit,  and  the  information 
received  indicates  that  unless  some  relief  is  found  there  are 
many  who  will  be  without  the  necessities  of  life.  In  many  cases 
the  report  shows  that  lodges  of  the  Brotherhood  of  Locomotive 
Firemen  and  Enginemen  are  extending  financial  assistance  to 
many  of  these  firemen  and  their  families. 

Mr.  Carter:  Then  it  would  appear  that  there  are  many 
men  in  distress.    Did  you  find  it  so? 

Mr.  DeGuire:     Yes,  sir,  according  to  these  reports. 

Mr.  Carter:  Now,  when  you  read  again,  try  and  not  read 
quite  so  fast.  What  do  these  tables  show?  I  notice  you  com- 
mence with  the  Atchison,  Topeka  &  Santa  Fe.  Why  do  you 
commence  with  the  Atchison,  Topeka  &  Santa  Fe? 

Mr.  DeGuire:  Because  we  have  tried  to  show  the  railroads 
in  alphabetical  order. 

Mr.  Carter:  No  special  effort  to  discredit  the  Santa  Fe 
because  we  always  introduce  them  first,  is  there? 

Mr.  DeGuire:     No,  none  whatever. 

Mr.  Carter:  No  more  than  there  is  an  effort  to  shield  the 
Union  Pacific  or  Wabash  because  they  are  last?   • 

Mr.  DeGuire:     None. 

Mr.  Carter:  Well,  this  first  column,  do  I  understand  that 
it  shows  the  name  of  the  railroads,  and  under  it  the  names  of 
the  towns  from  which  you  received  replies? 

Mr.  DeGuire:     Yes,  sir. 

Mr.  Carter:     And  that  applies  all  the  way  through? 

Mr.  DeGuire:     All  through  the  table. 

Mr.  Carter:  Are  there  any  special  reports  that  you  desire 
to  call  the  attention  of  the  Board  to  ? 
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Mr.  DeGuire:  Yes,  there  are  some  tliat  are  worse  tliaii 
others.  You  take  (Uovis,  New  Mexico,  you  will  find  from  read- 
ing that  report,  it  says: 

''Since  the  large  iJower  was  installed  on  this  division  the 
seniority  list  has  gradually  decreased  from  61  men  in  1912  to 
38  men  at  the  present  time.  These  38  men  include  10  engineers 
wiio  are  back  firing,  leaving  only  28  engineers  who  are  actually 
on  the  firemen's  seniority  list  at  the  present  time." 

Mr.  Charter:  You  misread  that.  "Leaving  only  28  men 
who  are  actually  on  the  firemen's  seniority  list  at  the  present 
time",  instead  of  twenty-eight  engineers. 

Mr.  DeGuire:  Did  I  say  twenty-eight  engineers?  Pardon 
me. 

Mr.  Carter:  I  notice  vou  have  a  check  mark  here  on  the 
right.    For  what  purpose? 

Mr.  DeGuire:  It  was  to  call  your  attention  to  that  specific 
case. 

Mr.  Charter:  It  says,  "The  majority  of  these  men  have 
families  and  are  in  a  very  bad  financial  condition." 

Mr.  DeGuire:  No,  that  is  under  the  head  of  the  Denver, 
Colorado,  report. 

Mr.  Carter:  Well,  I  made  a  mistake.  What  from  Denver, 
Colorado? 

Mr.  DeGuire:  The  report  from  Denver,  Colorado,  shows 
fourteen  men  cut  off,  and  the  men  who  are  cut  off  now  have 
been  on  the  extra  board  all  the  present  year,  and  some  of  them 
have  been  in  service  since  September,  1910.  The  youngest  fire- 
man on  the  extra  board  is  a  promoted  man. 

Mr.  Carter:  Does  he  mean  by  that  that  the  youngest  extra 
fireman  is  an  engineer? 

Mr.  DeGuire:     I  would  so  undertsand  it. 

Mr.  Carter:  Then  what  has  become  of  all  the  firemen  that 
were  there  when  this  man  was  an  engineer? 

Mr.  DeGuire:     They  have  been  dismissed  from  the  service. 

Mr.  Carter:  Would  that  indicate  that  the  firemen  are 
caiTying  a  precarious  burden  of  employment? 

Mr.  DeGuire:     It  would  so  indicate. 

Mr.  Carter:  The  conditions  under  which  he  works  are 
those  over  which  he  has  no  control. 

Mr.  DeGuire:     He  has  no  control  over  them. 
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Mr.  Carter:     Pass  on. 

Mr.  DeGnire :  Now,  over  on  the  right,  relative  to  these  same 
fourteen  men,  the  Chairman  states  that  the  majority  of  these 
men  have  families  and  are  in  very  bad  financial  condition. 

Mr.  Carter :     Go  on. 

Mr.  DeGuire:  I  next  drop  down  to  East  Las  Vegas,  New 
Mexico.  The  report  from  there  states  six  have  been  cut  off 
within  the  last  thirty  days.  Of  these  six  one  has  a  sick  wife,  and 
two  are  left  with  practically  no  money,  one  of  them  not  having 
money  enough  to  pay  bills.  Two  returned  to  their  parents,  and 
the  remaining  one  had  enough  to  keep  him  for  only  a  few  weeks. 

In  the  last  column  you  find  as  follows : 

''Two  of  those  cut  off  are  compelled  to  remain  here  on  ac- 
count of  wives'  health  and  resources  will  soon  be  gone.  Four  will 
scarcely  be  able  to  pay  bills  before  leaving.  In  fact,  one  informs 
me  he  cannot  leave,  ha\dng  no  funds,  and  must  remain  until 
something  can  be  found.  One  other  is  working  for  his  board 
in  a  restaurant." 

Mr.  Carter:     Just  read  the  important  points. 

Mr.  DeGuire:  San  Bernardino,  California.  "Twelve  have 
left  for  work  elsewhere,  seven  of  these  having  obtained  em- 
ployment on  police  force,  in  grocery  stores,  on  street  work,  and 
one  in  roundhouse.  The  remaining  five  are  still  out  of  employ- 
ment, as  follows:  The  men  named  are  all  down  to  their  last 
dollar,  and  soon  will  be  in  need,  if  not  now. ' ' 

Winslow,  Arizona,  reports  as  follows :  "  Wliile  there  are  none 
that  I  know  of  in  actual  need,  yet  practically  all  of  those  cut  off 
are  having  an  awful  struggle  to  make  a  decent  living.  Many 
of  them  have  families  and  are  deeply  in  debt  for  groceries  and 
other  living  expenses.  They  are  working  in  the  roundhouse  as 
common  laborers,  and  some  of  them  are  driving  teams,  digging 
ditches  and  doing  other  kinds  of  poorly  paid  labor,  which  is  all 
that  they  can  obtain. " 

Needles,  California,  reports  that  they  have  from  five  to 
twelve  applications  for  assistance  each  month. 

Mr.  Carter:     Will  you  explain  what  that  means! 

Mr.  DeGuire:  That  means  that  men  are  unable  to  meet 
their  expenses,  and  they  have  asked  the  Lodge  to  assist  them, 
and  in  some  cases  to  pay  their  Lodge  dues,  so  as  to  keep  up  their 
in  su  in  nee  for  them. 
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The  report  from  Chicago,  Illinois,  on  the  Baltimore  &  Oliio 
Chicago  Terminal  says:  ** There  are  two  firemen,  the  sole  sup- 
port of  their  families,  who  are  in  great  distress.  They  are  cut 
off  from  our  seniority  list,  and  would  be  in  a  fair  way  to  starva- 
tion if  it  were  not  for  the  financial  assistance  they  are  receiving 
from  Lodge  715,  B.  of  L.  F.  &  E. 

East  Chicago,  Indiana,  on  the  same  road,  reports  as  follows : 
"For  the  past  four  or  five  months  we  have  had  too  many  men  on 
the  extra  list,  some  of  them  getting  as  low  as  two  days  in  one 
week.  About  three  weeks  ago  there  Avas  one  transfer  and  two 
switch  engines  pulled  off  and  since  then  the  regular  men  are 
working  from  one  to  four  hours  longer  per  day  while  the  men 
who  were  put  back  on  the  extra  list  cannot  make  expenses. ' ' 

Mr.  Carter:  Just  pick  out  the  cases  that  demonstrate  my 
statement  that  men  are  suffering,  was  correct. 

Mr.  DeGuire :  Rainy  Eiver,  Ontario.  ' '  Seven  have  asked 
the  Lodge  to  assist  them  financially,  and  there  probably  will  be 
more  next  month  in  need  of  assistance. 

Dropping  do"\vn  to  Brandon,  Manitoba,  *'We  have  about 
twenty  single  firemen  who  can  get  no  work  anyivhere,  have  no 
money  and  are  getting  their  board  on  credit  with  the  understand- 
ing that  they  pay  when  they  get  work.  We  also  have  about  the 
same  number  of  married  men  who  can  get  no  work  and  are  ex- 
isting on  the  credit  extended  by  the  landlord,  boot  merchant, 
butcher  and  grocer.  A^Hien  this  credit  is  stopped,  as  it  must  be 
eventually,  we  will  have  need  and  distress  spelled  in  big  capital 
letters."" 

Dropping  doAvn  to  Calgary,  they  have  one  hundred  and 
twenty- three  firemen  cut  off  at  that  point.  He  says,  "Do  not 
know  of  any  in  distress.  There  would  have  been  a  greater  num- 
ber out  of  work  but  for  the  fact  that  a  great  number  have  gone 
to  war. ' ' 

Medicine  Hat:  "Forty-two;  very  likelj^  more  to  follow 
soon."  In  addition,  eight  are  still  there.  Eight  have  left  the 
territory  and  fifteen  have  enrolled  in  the  Expeditionary  Force 
on  account  of  no  work  to  be  had  in  this  country. 

Relative  to  the  ones  in  need,  he  says :  "This  is  a  very  hard 
question  to  answer  accurately.  To  my  own  personal  knowledge, 
there  are  three  married  men  who  are  living  on  almost  nothing, 
just  getting  enough  food  to  keep  them  from  starving.     Others 
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say  that  if  the  grocer  refused  them  further  credit  they  would 
have  to  apply  to  the  committee  in  charge  of  the  Provincial  Gov- 
ernment Kelief  Fund  for  help. ' ' 

Dropping  down  to  Ft,  William,  Ontario,  we  find  eighty-five 
cut  off.  Ten  of  those  have  enlisted  for  active  service.  Can  not 
say  about  any  more.  He  says,  "Do  not  know  of  any  in  actual 
want,  about  fifteen  are  back  in  the  shop  wiping,  and  manage  to 
make  a  living." 

Turn  to  page  10,  Brookfield,  Missouri. 

Mr.  Carter:     That  is  on  the  Burlington? 

Mr.  DeGuire :  On  the  Burlington.  He  says  relative  to  the 
large  engine :  "In  slack  times  firemen  taken  off  are  put  at  work 
in  round  house.  Eight  firemen  promoted  in  1907,  ran  a  few 
trips  before  the  large  engines  were  placed  in  service,  but  have 
not  made  a  trip  since  and  no  chance  for  them. ' ' 

Turn  to  Clarion,  Iowa,  down  at  the  bottom  of  page  11.  He 
says,  "Three  at  present,  and  six  more  will  be  cut  soon." 

Mr.  Carter:  Well,  I  don't  care  about  that,  so  much,  unless 
it  is  a  large  number,  but  I  want  the  distress  brought  out. 

Mr.  DeGuire :  Here  is  what  he  says  relative  to  that :  "Yes, 
two  at  present.  One  of  these  the  company  has  kept  out  of  em- 
ployment on  other  railroads  for  over  a  year." 

Mr.  Carter :     How  is  that? 

Mr.  DeGuire :  In  need  and  distress  column,  the  third  col- 
umn, he  says  :  '  ^  Yes,  two  at  present.  One  of  these  the  company 
has  kept  out  of  employment  on  other  railroads  for  over  a  year. ' ' 

Mr,  Carter:  Do  you  think  that  has  that  tincture  of  what 
we  were  talking  about  this  morning'? 

Mr,  DeGuire :     AVhy,  I  thought  so  when  I  read  it. 

Mr.  Carter:     Go  on. 

Mr.  DeGuire:  Montevideo,  Minnesota.  On  the  Chicago, 
Milwaukee  &  St.  Paul,  page  13. 

"There  is  at  the  present  time  no  distress  or  actual  need, 
because  town  is  situated  in  great  farming  and  small  manufactur- 
ing district,  where  men  can  secure  employment,  but  in  winter 
when  most  of  these  industries  shut  down,  do  not  know  how  some 
men  with  families  can  escape  destitution.  This  condition  is  prac- 
tically all  due  to  the  heavy  power.  In  six  years  our  tonnage 
west  bound  has  increased  from  850  to  3,000  tons." 

Mr.  Carter :     That  is  dispensing  with  three  and  a  half  men? 
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Mr.  DeGuire :     Just  about. 

Tomahawk,  Wisconsin,  same  road,  page  13.    He  says : 

''Yes,  several  of  those  cut  off  and  now  out  of  employment 
are  absolutely  helpless,  not  even  having  money  to  pay  lodge  dues 
or  hre  or  life  insurance.  Several  have  not  had  money  for  lodge 
dues  for  the  last  three  months. 

Milwaukee,  Wisconsin,  on  the  same  page.  There  have  been 
one  hundred  and  twenty  men  cut  off  at  that  point. 

Turning  to  page  14,  Oak  Park,  Illinois :  ' '  From  informa- 
tion received  from  men  who,  for  the  i)ast  nine  or  ten  months 
have  been  on  the  reserve  list  and  still  hold  their  rights  as  fire- 
men on  this  division,  I  find  that  a  large  majority  of  them  have 
gone  in  debt,  with  the  expectation  of  resuming  work  at  any  time, 
and  not  wishing  to  give  up  their  seniority  rights.  Several  mem- 
bers, unable  to  pay  their  lodge  dues,  have  asked  the  Brotherhood 
to  assist  them." 

Chadron,  Nebraska,  on  the  Chicago  &  North  Western : 

' '  Several  have  advised  that  they  are  unable  to  get  work,  two 
have  requested  money  on  account  of  no  employment. ' ' 

Escanaba,  Michigan.  Sixty  were  cut  off:  ''As  the  winter 
season  is  the  dull  period  in  this  part,  all  industries  are  running 
with  smaller  force  than  usual,  and  it  is  almost  impossible  to  ob- 
tain work.  Therefore,  all  those  men  cut  off  and  thrown  out  of 
work,  are  facing  a  long,  hard  winter,  with  practically  no  chance 
of  obtaining  work.  About  twelve  of  them  are  married  men  with 
families." 

Green  Bay,  Wisconsin,  on  page  16.    Forty  have  been  cut  off. 

"Yes,  we  have  been  compelled  to  assist  quite  a  numl)er  of 
our  members  on  account  of  financial  distress,  and  unless  busi- 
ness picks  up  we  will  have  to  help  many  more." 

Y'ou  will  find  a  footnote  1,  opposite  the  "forty." 

Mr.  Carter:     What  does  the  footnote  read? 

Mr.  DeGuire:  The  footnote  reads  as  follows:  "The  fol- 
lowing table  will  give  you  the  names  of  firemen  dismissed  on 
account  of  reduction  in  force,  date  when  dismissed,  date  re- 
employed, and  date  dismissed  the  second  time.  Some  of  these 
men  were  in  the  service  only  a  few  weeks,  while  the  oldest  fire- 
man laid  off  was  in  the  service  about  three  years.  You  will  also 
note  that  all  of  these  men,  with  the  exception  of  the  last  six  dis- 
missed, were  not  reemployed  up  to  November  14,  1914." 
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Down  at  the  bottom  of  the  table  you  will  find  as  follows : 

"You  will  further  note  that  the  last  six  firemen  shown  in 
this  table  were  dismissed  on  November  10th  and  reemployed  on 
November  14, 1914,  having  been  cut  off  the  list  four  days.  Under 
Article  31  of  the  schedule  in  effect  on  the  Chicago  &  North  West- 
ern Eailway,  these  firemen  lost  about  three  years  seniority  rights, 
due  to  the  fact  they  were  out  of  sei^vice  four  days.  This  article 
reads  as  follows : 

"  'Firemen  employed  must  be  able  bodied,  of  good  habits, 
fair  education,  over  twenty-one  and  under  twenty-seven  years 
of  age.  Firemen  previously  employed  in  engine  service  will  be 
eligible,  if  between  the  ages  of  twenty-one  and  thirty  years. 

"  '2.  Surplus  firemen  will  be  dismissed  from  the  service, 
and  only  enough  men  retained  to  perform  the  service  properly 
and  promptly.  If  dismissed  firemen  are  reemployed,  they  rank 
as  new  men.'  " 

Mr.  Carter :  If  the  firemen  are  reemployed  they  will  rank 
as  new  men,  is  that  the  cause  of  the  insistence  of  the  company 
to  have  that  in  there? 

Mr.  DeGuire :  Yes,  sir.  The  North  Western  Committee  has 
made  efforts  at  different  times  to  secure  a  modification  of  that 
rule,  but  without  success. 

Mr.  Carter :  Then  it  is  a  fact  that  the  company  has  much  to 
say  concerning  what  appears  in  the  schedules  ? 

Mr.  DeGuire :     Yes,  it  is. 

Mr.  Carter :     Go  on. 

Mr.  DeGuire :  Boone,  Iowa,  on  page  18.  ' '  The  large  engines 
have  delayed  promotion  about  seven  years  on  the  Iowa  Division 
of  the  C.  &  N.  W.  We  have  men  promoted  seven  years  ago  who 
are  now  firing  and  who  have  been  in  the  service  sixteen  years. ' ' 

Mr.  Carter :  If,  after  a  while  it  is  shoAvn  by  railroad  offi- 
cials themselves — railroad  authorities,  that  a  vast  number  of 
huge  engines  have  been  introduced  in  service,  and  have  dis- 
placed many  engines  and  men,  you  think  then,  perhaps,  this 
would  be  the  logical  result  of  such  practice  ? 

Mr.  DeGuire :     I  really  believe  it  would  be. 
Mr.  Carter :     But  suppose,  Mr.  DeGuire,  that  there  should 
be  a  sudden  spurt  of  business,  it  is  possible  an  increase  in  busi- 
ness would  offset  the  introduction  of  large  locomotives? 

Mr.  DeGuire :     That  is  true,  but  when  the  spurt  of  business 
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was  fiiiishod  aiul  yon  got  l)ack  to  iiornial  working  conditions, 
then  it  would  have  its  effect. 

Mr.  Carter :     Go  on. 

Mr.  DeGnire:  Goodhmd,  Kansas,  on  the  Chicago,  Rock 
Island  &  Pacific.  "Some  stayed  here,  and  if  they  could  get 
credit,  existed,  but  are  in  debt  so  that  it  will  take  a  year's  hard 
work  to  get  out  again." 

Rock  Island,  Illinois,  on  the  Rock  Island  Line.  "Yes,  two 
or  three  with  families  have  been  in  need,  and  some  who  liad 
started  to  buy  liomes,  are  having  a  hard  time  to  make  pay- 
ments." 

Shawnee,  Oklahoma.  "All  are  in  want,  as  they  had  been 
on  the  board  only  from  four  to  six  weeks.  Eight  of  these  were 
cut  off  early  last  spring  and  were  placed  on  the  board  again  in 
July,  working  about  two  months,  then  again  cut  off.  Each  time 
they  were  laid  off  they  looked  elsewhere  for  employment,  but 
must  return  when  needed,  thus  making  it  impossible  to  lay  aside 
anything  from  their  earnings." 

The  Chicago,  St.  Paul,  Minneapolis  &  Omaha,  page  20.  Al- 
toona,  Wisconsin.  "Fifty-five  firemen  were  cut  off  the  list 
early  last  winter,  and  thirty  more  last  September.  On  Decem- 
ber 1,  1913,  the  list  contained  two  hundred  one  men;  it  is  now 
cut  to  one  hundred  fifteen.  The  men  now  employed  on  our  extra 
lists  are  not  making  a  living,  and  the  older  men  want  another 
cut  made." 

He  says,  "Nearly  all  are  in  need.  Although  I  cannot  claim 
that  the  men  are  in  actual  distress,  a  large  majority  of  the  men 
are  certainly  hard  up  as  business  has  been  poor  for  some  time 
and  consequently  they  were  unable  to  save  anything." 

Colorado  &  Southern,  Trinidad,  Colorado,  page  21. 

"Yes.  Fireman  A.  E.  Stevens  was  cut  off  the  board  the 
1st  of  December.  He  is  a  married  man  and  was  compelled  to 
leave  here  to  seek  employment,  did  not  have  money  enough  to 
pay  his  room  and  board  bill,  and  has  been  given  financial  assist- 
ance by  the  Lodge  for  the  past  five  months.  Also  T.  B.  Cub- 
bins  had  to  leave  here  on  account  being  cut  off  the  board  and  he 
has  not  made  expenses,  was  compelled  to  leave  here  on  the 
tramp ' '. 

Mr.  Carter:  Mr.  Chairman,  it  is  not  our  purpose  to  pro- 
long this  negotiation  by  reading  as  we  have,  and  I  realize  that 
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no  member  of  the  Board  would,  perhaps,  have  opportunity  to' 
read  these  exhibits,  but  what  has  been  read  T  think  is  typical  in 
the  same  proportion  to  the  pay  as  has  been  read  before.  Isn't 
that  true? 

Mr.  DeGuire:     That  is  true. 

Mr.  Carter :  If  we  had  more  time,  I  think  that  by  continu- 
ing the  reading  of  this  we  could  convince  the  Board  that  the  lot 
of  a  fireman  is  indeed  hard,  because  of  what  I  have  been  pleased 
to  term  the  precariousness  of  his  employment.  It  shows  that 
even  men  with  manv  vears  of  service  may  find  themselves  without 
employment  and  no  possible  means  of  supporting  their  families. 
Unfortunately,  when  the  railroad  business  is  bad,  business  all 
over  the  country  is  bad,  and  we  believe  that  the  fact  that  firemen 
are  confronted  with  such  conditions  should  be  considered  in  the 
reacliing  of  an  award.- 

Mr.  DeGuire,  I  will  not  ask  j^ou  to  take  up  any  more  time 
in  reading  these  unless  you  have  some  special  point  to  which, 
von  wish  to  call  attention. 

Mr.  DeGuire:  I  Avould  like  to  have  you  turn  to  page  37, 
for  the  Southern  Pacific. 

Mr.  Carter :  If  you  are  skipping  to  page  37,  you  are  doing 
very  well. 

Mr.  DeGuire:  There  are  some  in  between  to  which  I  want 
to  call  attention  later.  '^  Tucson,  Arizona.  Yes.  C.W.Richard- 
son, 625  Herbert  Street,  Tucson,  Arizona,  commenced  firing 
November  10,  1912,  till  along  in  1913.  Prospe.cts  of  regular  job 
loomed  up.  Arranged  for  intended  wife  to  come  from  England. 
Married  and  went  to  housekeeping.  Depression  came  in  busi- 
ness. October  5,  1914,  cut  off  board.  He  still  owes  on  his  furni- 
ture, has  grocery  bills,  and  his  wife  is  in  delicate  health,  mean- 
ing doctor  and  nurse  bills.    He  is  very  despondent. 

"J.  H.  Foster  states  that  he  is  heavily  in  debt.  He  com- 
menced firing  July  11, 1912.  He  was  cut  off  October  5, 1914.  As 
he  has  a  wife  and  child  to  support  and  recent  sickness  which 
placed  him  under  obligations,  he  will  have  to  ask  for  aid  unless 
something  turns  up." 

The  other  ones  following  are  equally  as  bad.  Now^,  please 
turn  back  to  page  31,  St.  Louis,  Missouri,  on  the  Missouri  Pa- 
cifi,c-Iron  Mountain,  continued.  "Forty-one  firemen.  The  re- 
duction has  been  caused  by  large  engines  and  detouring  freight 
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over  a  water  grade  division.  Tonnage  has  been  increased  two 
hundred  tons  on  the  hill  and  live  iuuidred  on  the  level  track. 
Large  superheater  engines  which  came  to  this  division  fall  of 
1911,  handle  475  tons  more  than  the  engines  in  service  at  that 
time  on  the  hills  and  1,200  tons  on  the  level.  Passenger  trains 
handle  13  cars  now  against  1)  cars  in  1909.  Xo  increase  in  any 
pay  for  any  engine  since  1910. 

"In  1910  largest  engine  on  division  was  22x30  cylinders — 
saturated  freight — tonnage  has  been  increased  150  to  400  tons 
on  hills  and  520  on  the  level  track.  New  engines  came  in  fall, 
1911 — cylinders  27x30 — sui)erlieated  steam.  Largest  passenger 
engine  in  1910 — 23x26,  saturated  steam.  New  engines  cylinder 
26x26  and  some  28x28  superheater.  Rate  is  $2.80  per  100  miles, 
same  rate  paid  as  in  1909  for  small  engines.  Transfer  run  St. 
Louis  to  Ivory  hauled  in  1909  from  65  to  80  cars,  now  they  haul 
up  to  130  cars  and  pay  the  same,  i.  e.,  switch  rate,  $2.50  for  ten 
hours. ' ' 

Now^,  if  you  wish,  I  could  go  on  through  this  book — 

Mr.  Carter:  No,  don't.  It  is  bad  enough  as  it  is.  It  makes 
me  cry.    Go  ahead  ])ast  37.  ' 

Mr.  DeGuire:     Page  36. 

Mr.  Carter :     Page  36  then. 

Mr.  DeGuire:  Los  Angeles,  California — no,  Ogden,  Utah, 
is  what  I  mean,  I  skipi:)ed  a  point.  I  want  to  call  your  attention 
to  Los  Angeles,  they  had  58  cut  off.  Ogden,  Utah.  "Yes,  there 
are  seven  married  men,  three  of  whom  are  without  means  of 
support.  One  more  married  man  with  family  of  children  will  be 
cut  off  tomorrow.  We  have  four  extra  men  at  this  point  not 
averaging  $40.00  per  month.    Three  are  married  men." 

Mr.  Carter:  Now,  be  as  brief  as  you  can,  we  want  to  get 
through  with  it, 

Mr.  DeGuire :  Hugo,  Oklahoma.  "B.  of  L.  F.  &  E.  took  up 
a  relief  fund  for  one  man  who  had  a  wife  and  two  children — 
sick  and  in  distress. ' ' 

Kansas  City,  Missouri.  "Eight  firemen  cut  off.  Engines 
pulling  1,800  tons  a  year  ago,  now  pulling  2,000  tons." 

Mr.  Carter:  Don't  read  the  tonnage.  We  will  prove  that 
directly. 

Only  read  the  most  im])ortant  cases,  only  those  as  to  dis- 
tress. 
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In  fact,  Mr.  Chairman  and  gentlemen,  I  recognize  that  we 
perhaps  have  prolonged  this  proceeding  longer  than  we  at  first 
anticipated,  but  matters  developed  that  seemed  to  me  and  to  Mr. 
Stone,  to  make  it  necessary  to  prepare  additional  evidence.  The 
purpose  of  this  exhibit  was  to  demonstrate  that  I  was  right  in 
my  conclusion  that  there  was  great  distress  on  account  of  the 
introduction  of  large  engines  and  because  of  the  depression  in 
business. 

Now,  Mr.  DeGuire,  is  it  a  fact  that  this  book  shows  a  large 
number  of  points  where  there  has  been.no  reduction? 

Mr.  DeGuire :  There  are  many  points  where  there  has  been 
no  reduction, 

Mr.  Carter:     And  that  is  shown  here? 

Mr.  DeGuire :     Shown  in  the  book,  yes,  sir. 

Mr.  Carter:     You  have  concealed  nothing! 

Mr.  DeGuire :  Everything  that  came  in  the  reports  is  in 
the  book. 

Mr.  Carter :     That  is  all. 

Mr.  Sheean :     That  is  all. 

(Witness  excused.) 

DAVID  B.  ROBERTSON  was  called  as  a  witness  and  hav- 
ing been  duly  sworn,  testified  as  follows: 

DIRECT  EXAMINATION. 

Mr.  Carter:     State  your  name? 

Mr.  Robertson:     David  B.  Robertson. 

Mr.  Carter:     Your  place  of  residence! 

Mr.  Robertson:     Youugstown,  Ohio. 

Mr.  Carter :     What  is  your  present  occupation ! 

Mr.  Robertson:  Vice-President,  Brotherhood  of  Locomo- 
tive Firemen  and  Enginemen. 

Mr.  Carter:  To  what  work  have  you  been  assigned  during 
the  past  month  or  two! 

Mr.  Robertson:  Preparing  matter  from  the  proceedings  of 
the  conventions  of  the  Master  Mechanics,  Traveling  Engineers, 
and  also  from  leading  railway  publications,  such  as  the  Railway 
Age  Gazette,  Locomotive  Engineering,  and  Railway  World. 

Mr.  Carter:  Is  the  American  Master  Mechanics'  Associa- 
tion considered  authoritative  on  all  matters  pertaining  to  rail- 
w^av  mechanics! 
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Mr.  Robertson:     Yes,  sii';  that  is  my  uiiderstaiidiug. 

Mr.  Carter:  Are  the  members  of  this  association  men  high 
in  the  mechanical  oflicial  ranks  of  railroads? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Whatever  they  say  upon  a  subject,  is  it  usually 
considered  of  weight? 

Mr.  Robertson:     It  is. 

Mr.  Carter:  What  of  the  Traveling  Engineers'  Associa- 
tion? 

Mr.  Robertson:  It  is  considered  very  much  in  the  same 
light  as  the  Master  Mechanics,  except  that  the  Traveling  Engi- 
neers devote  more  time  to  the  matter  of  transportation,  while 
the  Master  Mechanics  devote  a  great  deal  of  time  to  the  mechan- 
ical discussions. 

Mr.  Carter:  As  I  understand  it,  the  subjects  usually  dis- 
cussed at  conventions  of  the  American  Master  Mechanics'  Asso- 
ciation are  general  in  their  character,  and  much  of  it  relates  to 
the  purchase  of  motive  power  and  its  maintenance,  is  that  not 
true? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  In  the  Traveling  Engineers'  Association's  con- 
ventions much  of  their  discussions  are  also  devoted  to  this 
matter,  are  they  not  ? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  And  also  to  the  actual  operation  of  the  loco- 
motive? 

Mr.  Robertson :  To  the  actual  operation  of  the  locomotive, 
yes,  sir. 

Mr.  Carter :     What  is  the  Railway  Age  Gazette? 

Mr.  Robertson:  It  is  recognized  as  an  official  publication 
of  the  railways. 

Mr.  Carter:  It  is  not  maintained  by  the  railways  directly, 
that  is,  they  do  not  pay  the  expense  of  keeping  up  the  publication, 
do  they,  except  as  subscribers  and  advertisers  ? 

Mr.  Robertson:  I  do  not  understand  that  they  pay  the 
expense  of  publishing  the  book. 

Mr.  Carter:  But  it  is  largely  patronized  by  railroad 
officials,  is  it  not? 

Mr.  Robertson:     Yes,  sir. 
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Mr.  Carter:  And  considered  an  authority  on  railway  sub- 
jects? 

Mr.  Robertson:     Yes,  sir;  that  is  my  understanding. 

Mr.  Carter:  What  of  Railway  and  Locomotive  Engineer- 
ing? 

Mr.  Robertson  :  It  is  recognized  very  much  in  the  same  light 
as  the  Railway  Age  Gazette. 

Mr.  Carter:  Railway  and  Locomotive  Engineering  treats 
generally  of  the  actual  operation  of  locomotives,  does  it  not? 

Mr.  Robertson :     Yes,  sir,  very  much  so. 

Mr.  Carter :  The  Railway  Age  Gazette  treats  of  all  matters 
pertaining  to  railways? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Do  you  find  that  the  Railway  Age  Gazette 
very  often  contains  articles  contributed  by  the  leading  railway 
officials  of  the  country? 

Mr.  Robertson :     Yes,  sir,  quite  often. 

Mr.  Carter:  If  any  railroad  official  would  contribute  an 
article  to  the  Railway  Age  Gazette  or  the  Locomotive  Engineer- 
ing or  the  Railway  World,  it  could  be  considered  as  stating  the 
facts,  could  it  not? 

Mr.  Robertson:  It  is  so  considered.  That  is  my  under- 
standing. 

.Mr.  Carter :     What  of  the  Railway  World? 

Mr.  Robertson:  The  Railway  World  is  recognized  very 
nmch  in  the  same  light  as  the  Railway  Age  Gazette,  except  that 
it  dwells  on  financial  matters  largely. 

Mr,  Carter :     It  is  largely  a  financial  publication? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter :  But  it  does  sometimes  treat  of  railroad  opera- 
tions? 

Mr.  Robertson :     In  general,  yes,  sir. 

Mr.  Carter :  I  have  one  of  your  books  here,  entitled  ' '  The 
Evolution  of  Increased  Power  and  Tonnage. ' '  Do  you  identify 
that  as  being  one  of  the  books  prepared  by  yourself? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter :  We  desire  to  introduce  this  pamphlet  entitled 
''Evolution  of  Increased  Power  and  Tonnage,"  as  Exhibit  51. 
The  document,  so  offered  and  identified,  was  received  in  evidence 
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and  thereupon  marked  *' Employes'  Exhilnt  No.  51,  January  15, 
1915.") 

Mr.  Carter:  Before  bej»inniu^  the  examination  of  the  wit- 
ness upon  tliis  exliibit,  or  other  exhibits  of  similar  nature,  I 
would  like  to  state  that  we  believe  no  more  important  testimony 
has  been  presented  in  behalf  of  the  contentions  of  the  engineers 
and  firemen,  than  Avill  be  found  in  the  exhibits  prepared  and 
presented  bv  Mr.  Robertson.  Any  contention  that  we  have  made 
in  the  past  might  be  questioned  because  it  was  partisan  in  its 
nature.  It  might  appear  that,  as  we  were  putting  up  our  own 
defense,  we  would  only  put  up  such  defense,  as  would  do  us  the 
most  good. 

It  will  be  our  purpose,  if  we  can  consume  the  time,  to  now 
present  the  testimony  of  the  leading  railway  authorities  upon 
the  same  subjects.  In  the  presentation  of  personal  evidence, 
and  of  statistical  evidence,  we  have  sho\\Ti  that  there  has  been  a 
great  increase  in  the  power  of  locomotives,  and  in  the  tonnage  of 
trains.  Questions  asked  of  the  witnesses  indicated  a  doubt  that 
such  increase  had  taken  place.  I  am  going  to  ask  the  Board  to 
bear  with  us,  if  we  use  some  time  in  now^  introducing  the  testi- 
mony of  eminent  railway  authorities  in  behalf  of  our  contention. 

Mr.  Robertson,  it  would  be  impossible  to  read  any  con- 
siderable portion  of  that  which  appears  in  these  books.  I  am 
going  to  ask  you  to  review  w^hat  appears  herein,  reading  only 
wdiere  you  deem  it  expedient,  or  where  you  deem  it  necessary,  in 
order  to  expedite  matters,  but  at  the  same  time,  I  want  you  to 
understand  that  the  purpose  of  these  exhibits  is  to  prove  that 
railway  authorities  agree  wdth  us  in  our  contentions  in  these 
matters.    Please  proceed. 

Mr,  Robertson:  The  first  chapter  is  entitled:  ''Increased 
Power  of  Locomotives  and  Increased  Tonnage  of  Trains.  West- 
ern Railroads." 

The  first  article  on  page  1,  entitled  "Making  An  Engine 
Larger,"  shows  that  the  Chicago  Great  Western,  in  1910,  were 
converting  simple  locomotives  into  Mallet  locomotives  by  adding 
a  front  unit  or  an  additional  engine ;  and  that  the  tractive  power 
of  those  engines  was  thus  increased  57.5  per  cent. 

Mr.  Carter:  That  means  that  one  of  the  old  locomotives 
was  increased  in  power  57.5  per  cent? 

Mr.  Robertson:      Yes,    sir.       The    next    article,    entitled 
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''What  Engineers  are  Doing,"  is  by  \V.  L.  Park,  Vice-Presi- 
dent Illinois  Central  Eailway,  and  is  as  follows : 

"The  locomotive  engineer  is  now  hauling  nearly  400  net 
tons  per  locomotive,  as  against  200  net  tons  10  years  ago,  an 
increase  of  100  per  cent  in  efficiency.  This  has  been  brought 
about  by  the  elimination  of  curves,  rectification  of  grades,  in- 
stallation of  interlocking  and  block  signals,  larger  locomotives 
and  cars,  and  up-to-date  methods  of  accounting  and  checking." 

Mr.  Carter:  Mr.  Robertson,  you  were  employed  for  many 
years  on  the  Erie  Railroad,  were  you  not  ? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  "Were  not  grades  eliminated  on  that  road  to 
a  great  extent? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter :  What  was  the  effect  on  the  engineer  and  fire- 
man by  the  elimination  of  grades  on  the  Erie  Railroad! 

Mr.  Robertson :  It  increased  their  labors  and  increased  the 
tonnage  of  the  trains  they  were  required  to  haul.  . 

Mr.  Carter:     Go  on  to  the  next. 

Mr.  Robertson:  The  next,  entitled  ''Large  Engines  Made 
Larger,"  shows  that  the  Atchison,  Topeka  &  Santa  Fe,  in  1911, 
were  doing  exactly  what  the  Chicago  Great  Western  did  in  1910, 
and  that  they  converted  14  locomotives  into  Mallets  by  adding 
front  sections. 

Mr.  Carter:  By  the  way,  Mr.  Robertson,  those  titles 
Avhich  you  have  supplied  here,  or  which  have  been  supplied  here, 
will  they  suggest  what  the  article  shows? 

Mr.  Robertson :  Yes,  sir,  a  great  many  of  them ;  most  of 
them. 

Mr.  Carter:     All  right. 

Mr.  Robertson:     In  fact,  all  of  them. 

Mr.  Carter:  Then  it  will  not  be  necessary  to  read  the  titles 
of  these  paragraphs,  or  the  captions. 

Mr.  Robertson :  On  page  2,  the  fourth  article  on  the  page, 
the  Railway  Age  Gazette  says  that  25  Mallet  locomotives  built 
for  the  Great  Northern  in  1912  represent  an  increase  of  36  per 
cent  in  tractive  power  over  the  locomotives  of  1909,  and  55  per 
cent  increase  in  tractive  power  over  engines  built  in  1906. 

On  page  3,  the  last  article  on  that  page,  the  Railway  and  Lo- 
comotive Engineering  says  concerning  the  purchase  of  Mallets 
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on  the  Denver  &  Rio  Grande,  that  one  Mallet  will  take  the  place  of 
two  Consols,  in  helper  service,  and  not  only  will  the  number  of 
locomotives  per  train  be  reduced,  but  a  greater  total  great  trac- 
tive effort  per  train  will  be  obtained,  which  can  be  used  to  meet 
increased  tonnage  or  adverse  conditions. 

Mr.  Carter:     Are  you  through  with  that? 

Mr.  Kobertson:     Yes,  sir. 

Mr.  Carter:  Will  you  turn  back  to  the  fourth  paragraph 
of  the  preceding  page,  page  2,  ' '  Mallets  Reduce  Number  of  En- 
ginemen."    What  does  that  say? 

Mr.  Robertson:  "Mallets  Reduce  Number  of  Enginemen. 
On  the  Puget  Sound  Line,  a  uniform  tonnage  train  from  the 
Coast  to  Chicago,  with  from  27  to  50  per  cent  reduction  in  the  lo- 
comotives formerly  required  on  the  several  divisions,  is  one  of 
the  advantages  secured  by  the  Mallets." 

Mr.  Carter :  If  you  reduce  the  number  of  locomotives  from 
27  to  50  per  cent,  that  would  mean  the  reduction  of  engineers 
from  27  to  50  per  cent,  would  it  not? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter:  And  if  that  many  engines  were  displaced,  it 
would  mean  double  that  number  of  firemen,  would  it  not?  Would 
the  engineers  not  go  back  and  take  the  firemen's  places,  the  pro- 
moted men,  I  mean? 

Mr.  Robertson :    Yes,  sir. 

Mr.  Carter :     Now,  go  on  to  page  4. 

Mr.  Robertson :  On  page  5,  the  Railway  Age  Gazette  says, 
concerning  the  tonnage  increase  on  the  Burlington,  "Although 
the  amount  of  business  handled  b}^  this  road  increased  98.3  per 
cent  in  eleven  years,  it  was  moved  with  an  actual  decrease  of 
9.8  per  cent  in  revenue  freight  train  mileage.  This  result  was 
brought  about  by  an  increase  in  this  same  period  of  118  per  cent 
in  the  revenue  train  load.  .  .  .  Efficient  railway  operation 
mav  be  summarized  bv  the  statement  that  the  earnings  are 
measured  in  ton  miles  while  the  expenses  are  counted  in  train 
miles. 

"The  increases  are  fairly  uniform  in  direction.  Their  up- 
ward inclination  in  1911 -12  also  indicates  that  the  limit  has  not 
vet  been  reached.  The  large  increases  in  traffic  have  been  taken 
care  of  by  increasing  the  train  load." 

At  the  bottom  of  page  5,  the  Railway  and  Locomotive  Engi- 
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neering  says  that  the  uew  Mallets  and  Mikados  on  the  North- 
ern Pacific  which  have  been  installed  show  a  gain  of  nearly  30 
per  cent  in  tonnage. 

Mr.  Carter:  That  appears,  however,  on  page  6,  the  latter 
part  of  that  paragraph? 

Mr.  Kobertson:  Yes,  sir.  On  page  6,  the  first  article  says 
that  eight  Mallets  are  now  doing  the  work  that  formerly  re- 
quired twenty-five  Consols.  That  is  on  the  Denver  &  Rio 
Grande. 

Mr.  Carter:  Now,  if  the  Denver  &  Rio  Grande  purchased 
8  Mallets  and  displaced  25  Consols,  it  would  mean,  would  it  not, 
that  eight  engineers  and  firemen  are  doing  the  work  of  25  engi- 
neers and  firemen,  if  the  traffic  remains  the  same? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:     Go  on. 

Mr.  Robertson:  On  page  6,  the  Railway  and  Locomotive 
Engineering  says,  concerning  the  mountain  type  of  passenger 
locomotive  on  the  Missouri  Pacific — 

Mr.  Carter:     On  what  page  is  that? 

Mr.  Robertson:  Page  6,  entitled  "One  Engine  Does  the 
Work  of  Two."  It  refers  to  the  mountain  type  of  passenger 
locomotive  on  the  Missouri  Pacific,  and  says  that  "one  loco- 
motive is  performing  this  service,  whereas,  formerly  it  required 
two  of  the  Pacific  type." 

The  third  article  on  that  page,  entitled  "Tonnage  Increase 
Forty-five  Per  Cent."  The  Baldwin  Locomotive  Works  quotes 
Mr.  Tollerton,  of  the  Chicago,  Rock  Island  &  Pacific,  as  saying 
tbatr 

"On  the  El  Paso  Division  between  Herington  and  Pratt, 
Kansas,  a  distance  of  126  miles,  having  a  ruling  grade  of  0.8 
per  cent,  consolidation  non-superheater  locomotives  with  a  trac- 
tive effort  of  39,000  pounds  handled  1,650  tons  in  through  freight 
service.  The  Mikado  locomotives,  tractive  effort  57,000  pounds, 
will  handle  over  this  same  track  and  on  the  same  schedule,  trains 
of  2,400  tons  gross  weight,  an  increase  of  750  tons  or  45  per  cent 
over  the  consolidation  locomotives." 

On  page  9,  the  Railway  Age  Gazette  says  that  during  the 
past  nine  years  tonnage  increased  41  per  cent  on  the  Frisco  Rail- 
road. ' 

The  next  article  there  entitled  "Mikados  Obviate  Double- 
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heading,"  is  taken  from  Mr.  \V.  II.  Winterrowd,  Mechanical 
Engineer  of  the  Canadian  Paciiic.  He  says  that  the  introduction 
of  Mikados  on  the  Canadian  Pacific  lias  obviated  douhle-lieading. 

Mr.  Carter:     Obviated  the  necessity  for  double-lieading? 

Mr.  Robertson:  Obviated  tlie  necessity  for  double-heading, 
yes,  sir. 

On  page  10,  the  last  article  on  the  page,  the  Railway  and 
Locomotive  Engineering  says  that  the  introduction  of  Mikado 
locomotives  on  the  Illinois  Central  has  increased  tonnage  30 
per  cent. 

On  page  11,  the  American  Locomotive  Company  say  that 
on  the  Missouri,  Kansas  &  Texas  "freight  traffic  is  now  being 
handled  by  38  Mikados,  where  formerly  50  locomotives  (12 
Moguls  and  38  Consolidations),  were  needed," 

The  next  article,  the  American  Locomotive  Company  says 
that  the  introduction  of  larger  engines  in  transfer  service  by 
the  Chicago  &  Western  Indiana  shows  an  increase  of  30  per 
cent  in  the  number  of  loaded  cars  handled  in  transfer  service. 

Mr.  Carter:  Would  this  indicate,  Mr.  Robertson,  that  the 
large  engines  affect  the  terminal  work  and  transfer  work  similar 
to  the  road  service? 

Mr.  Robertson :  Yes,  sir.  On  page  12,  the  third  article  ap- 
pearing on  that  page,  is  in  reference  to  the  Chicago,  Milwaukee 
&  St.  Paul  Railway,  and  is  an  extract  from  the  annual  report,  or, 
rather,  a  part  of  the  annual  report  which  appeared  in  the  Rail- 
way Jige  Gazette.  The  report  is  for  the  year  ended  June  30,. 
1914.    It  says: 

''The  average  revenue  train  load  in  1914  was  380  tons,  as 
against  357  tons  in  1913,  and  the  total  tonnage,  including  com- 
pany freight  was  454  tons  in  1914  as  against  415  tons  in  1913." 

That  is  all  with  reference  to  the  Western  roads  that  I  have 
marked  to  read  here,  in  order  to  expedite  matters. 

Mr.  Carter:  Well,  do  you  find  that  other  than  Western 
railroads  have  practically  the  same  experiences? 

Mr.  Robertson:  Other  than  AVestern  railroads,  yes,  sir. 
The  next  chapter  is  with  reference  to  other  than  Western  rail- 
roads, and  covers  practically  the  same  question. 

Mr.  Carter:     What  does  this  mean,  "In  General"? 

Mr.  Robertson :     "In  General ' '  is  with  reference  to  the  in- 
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crease  of  power  and  toniia,i>e,  Avithout  reference  to  any  particu- 
lar railroad. 

Mr.  Carter:  Will  yon  bring-  out  something  that  you  think 
should  be  called  to  the  attention  of  the  Board? 

Mr.  Robertson :     In  ' '  In  General ' '  ? 

Mr.  Carter:     Yes,  sir. 

Mr.  Robertson:  On  page  22,  entitled  "Mallets  Decrease 
Wage  Costs,"  the  American  Locomotive  Company  shows  that 
the  cost  of  fuel  per  1,000  ton  miles  for  a  Mallet  engine  was  43 
per  cent  less  than  it  was  for  a  Consolidation  engine. 

Mr.  Carter:     Was  that  ton  mile  or  train  miles'? 

Mr.  Robertson :     Ton  miles. 

Mr.  Carter:  Is  it  possible,  Mr.  Robertson,  to  show  43  per 
cent  decrease  in  coal  consumption  per  ton  mile  and  yet  show  a 
considerable  increase  in  coal  comsumption  per  train  mile  or  per 
locomotive  mile"? 

Mr.  Robertson:     Yes,  sir,  it  is. 

Mr.  Carter:     What  else  does  this  show  I 

Mr.  Robertson:  It  show^s  that  the  wages  of  engine  crews 
per  1,000  ton  miles  are  27.6  per  cent  less  on  a  Mallet  engine  than 
on  a  Consolidation  engine. 

Mr.  Carter :     Even  with  a  higher  rate  ? 

Mr.  Robertson:  Yes,  sir,  I  would  assume  that  is  the  case 
because  the  engineer  and  fireman  on  a  Mallet  engine  get  higher 
wages  than  the  engineer  and  fireman  on  a  Consolidation  engine. 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  I  want  to  call 
your  attention  particularly  to  this  point,  that  on  a  Mallet  engine, 
notwithstanding  there  is  a  higher  rate  paid  the  engineers  and 
firemen,  the  saving  to  the  railroads  per  1,000  ton  miles  was  27.6 
per  cent. 

Mr.  Sheean:  Although  all  they  saved  in  coal  was  43  per 
cent  on  the  same  basis  ? 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  I  can  well  un- 
derstand why  counsel  for  the  railroads  would  make  such  a  state- 
ment. I  fear  the  same  impression  has  been  made  on  the  minds 
of  the  members  of  the  Board,  but  we  must  learn,  before  we  get 
through  with  this,  to  distinguish  between  ton  miles  and  train 
miles.  In  this  ]iarticular  instance  there  was  a  saving  of  43  per 
cent  in  coal  per  1,000  ton  miles.  We  can  show,  if  we  had  the  in- 
formation here,  and  will  show  elsewhere,  that  while  there  is  a 
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saving  o!  43  per  cont  per  1,000  ton  miles,  there  may  be  an  in- 
crease of  '25  per  cent  per  1,000  locomotive  miles.  (Addressing 
witness) :    Go  on. 

Mr.  Robertson :  27.6  per  cent  is  the  saving  in  the  wages  of 
the  engine  crew.  The  next  article  shows  a  saving  of  wages  in  the 
train  crew,  per  1,000  ton  miles,  of  42.6  ]>er  cent,  on  the  Mallet 
over  the  Consolidation. 

Mr.  Carter:  Mr.  Robertson,  do  1  nnderstand  from  that  re- 
])ort  that  even  with  the  wages  that  liave  l)een  increased  because 
of  the  higher  rate  on  the  Mallet  engines,  that  they  save,  in  1,000 
ton  miles,  37.5  per  cent? 

Mr.  Robertson :     27.6  ])er  cent. 

Mr.  Carter :  27.6  per  cent  in  the  wages  of  the  engine  crew 
and  what  is  the  i)er  cent  in  the  wages  of  the  train  crew? 

Mr.  Robertson :     42.6  per  cent. 

Mr.  Carter :  42.6  per  cent.  Would  not  that  mean,  by  the  in- 
troduction of  Mallet  engines,  that  they  are  getting  their  ton- 
nage over  the  road  for  nothing  and  a  premium  besides  ? 

Mr.  Robertson :  Yes,  sir,  it  would  show  that  they  were  get- 
ting tonnage  over  the  road  a  great  deal  cheaper  than  they  did 
with  the  smaller  engine. 

Mr.  Carter:  I  mean  the  increased  i)rofits  to  the  railroad 
companies  by  the  introduction  of  Mallets  eliminates  all  the  wages 
paid  to  train  crews  and  engine  crews  many  times? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter:     Well,  go  on  with  something  else. 

Mr.  Robertson :  On  page  23,  the  Railway  Age  Gazette  says 
that  ''Locomotives  are  now  being  called  upon  for  results  which 
a  few  years  ago  would  have  seemed  absolutely  impossible." 

On  page  24,  the  Railway  World  says,  concerning  the  brief 
by  Mr.  Brandeis,  as  Special  Counsel  for  the  Interstate  Commerce 
Commission,  that  he  ' '  at  least  clearly  recognizes  that  the  carriers 
have  accomplished  great  results  in  the  direction  of  overcoming 
the  increased  cost  of  labor  by  increasing  the  carload  and  train 
load." 

Mr.  Carter:     The  Railwav  World  savs  that? 

Mr.  Robertson:     Yes,  sir. 

On  the  bottom  of  that  same  page  the  Railway  and  Locomo- 
tive Engineering  says  that  "Never  has  this  demand  been  so 
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urgent  as  during  the  years  of  the  20tli  century."  That  is, 
concerning  the  demand  for  more  power  for  locomotives. 

Mr.  Carter:  You  have  hastily  gone  over  25  pages  which 
bears  the  special  title  of  ''Increased  Power  of  Locomotives  and 
Increased  Tonnage  of  Trains."  Does  that  matter  that  appears 
on  these  25  pages  tend  to  confirm  more  or  less  that  which  has 
been  said  bv  vou  in  reading  from  certain  extracts! 

Mr.  Robertson:  Yes,  sir,  and  on  the  last  page,  Mr.  D.  R. 
MacBain,  President  of  the  Master  Mechanics'  Association,  says 
in  his  opening  address — 

Mr.  Carter:     Opening  address  where? 

Mr.  Robertson:  Before  the  Master  Mechanics'  Conven- 
tion. 

Mr.  Carter:     What  year  was  that? 

Mr.  Robertson:     1914. 

Mr.  Carter :     That  is  a  recent  address  ? 

Mr.  Robertson:  That  is  the  last  convention,  held  in  At- 
lantic City.     He  says,  concerning  the  size  of  the  locomotive : 

"Nor  has  the  limit  been  reached  yet;,  we  are  still  going 
ahead ;  the  evolution  of  the  locomotive  continues,  and  larger  and 
more  powerful  units  are  being  produced  daily." 

Mr.  Carter:  Now,  what  is  the  next  sub-heading  or  chap- 
ter heading? 

Mr.  Robertson:  Increased  power  and  tonnage  as  result  oi 
the  application  of  superheaters. 

Mr,  Carter:     Then  you  have  another  subdivision? 

Mr.  Robertson:     "Increased  Power." 

Mr.  Carter.  What  do  these  show,  under  the  sub-heading 
of  "Increased  Power"? 

Mr.  Robertson:  In  the  matters  appearing  under  this  sub- 
heading ' '  Increased  Power, ' '  there  is  shown  that  the  application 
of  the  superheater  increases  the  power  of  the  locomotive. 

Mr.  Carter:     Read  a  few  extracts. 

Mr.  Robertson:  Committee  report  of  the  Traveling  En- 
gineers' Association,  going  back  as  far  as  1910,  says: 

'  *  Superheater  engine  developed  twenty  per  cent  more  draw- 
bar horsepower  per  square  foot  of  heating  surface  than  non- 
superheater  engine. ' ' 
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Mr.  Hoffman,  of  the  Locomotive  Superheater  Company, 
says  that  figures  "show  an  average  increase  of  twenty  per  cent 
in  the  hauling  ca])acity  of  the  engine  applying  a  high  degree 
superlieat." 

On  page  28,  Professor  L.  E.  p]ndsley,  of  Purdue  University, 
says  that  the  higli  degree  of  superheat  wouhl  increase  the  power 
25  per  cent. 

On  the  bottom  of  that  page,  entitled  "Increase  Size  of  Cyl- 
inders," Ml-.  C.  1).  Voung,  of  the  Pennsylvania  Lines,  says:  "The 
first  engine  was  a  Consolidation,  which  had  a  tractive  force  of 
42,()()()  ])ounds  with  saturated  steam;  and  we  have  increased  the 
cylinder  size  to  where  we  obtain  about  51,000  pounds  with  super- 
heated steam. 

On  ])age  29,  Mr.  Young  also  says  that  "By  the  use  of  a 
superheater  you  can  develop  a  speed  of,  .say,  40  miles  ]ier  hour 
and  haul  30  per  cent  additional  tons." 

That  is  all  T  had  marked  to  read  under  that  sul)heading. 

Mr,  Carter:  What  about  this  increased  tonnage,  is  that  due 
to  superheaters  too? 

Mr.  Rol)ertson:  Increased  tonnage  is  the  next  sub-iieading, 
yes,  sir,  and  shows  that  the  application  of  the  superheater  results 
in  increasing  the  tonnage  of  the  locomotive. 

Mr.  Carter:     Read  a  few  extracts  from  that  and  pass  on. 

Mr.  Robertson :  Mr.  H.  H.  Vaughan,  assistant  to  the  vice- 
president  of  the  Canadian  Pacific  Railway,  says: 

"The  same  engine  changed  from  a  saturated-steam  engine 
to  a  superheated  steam  engine  will  take,  say,  one  car  in  six 
more,  or  one  car  in  seven  more,  without  any  question,  and  make 
the  same  time. ' ' 

Mr.  Carter:     Do  you  think  that  refers  to  passenger  service? 

Mr.  Robertson:     Yes,  sir,  I  think  so. 

Mr.  DeVoy,  assistant  superintendent  of  motive  power  of 
the  Chicago,  Milwaukee  &  St.  Paul,  says: 

"We  were  able  to  haul  from  150  to  300  tons  more  freight 
with  the  superheater  engine." 

Mr.  Wise,  assistant  road  foreman  of  engines  of  the  Penn- 
sylvania Railroad,  says: 

"With  the  superheater  we  have  increased  tonnage." 

Mr.  Merkle,  road  foreman  of  engines,  Baltimore  &  Ohio 
Railroad,  says: 
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"We  have  increased  tonnage  250  tons  by  the  application  of 
the  superheater." 

That  is  all  I  have  marked  to  read  under  that  article. 

Mr.  Carter:  Mr.  Robertson,  from  the  testimony  of  eminent 
railway  authorities  and  railway  publications,  would  it  not  ap- 
pear that  when  the  engineers  and  firemen  selected  the  weight 
on  drivers  as  the  basis  of  their  wages,  in  view  of  the  fact  that  a 
superheater  increases  the  power  of  a  locomotive  20  per  cent, 
with  the  same  weight  on  drivers,  that  is  a  great  concession  to 
the  railroads? 

Mr.  Robertson:     Yes,  sir,  I  would  think  so. 

Mr.  Carter:  Supposing,  as  was  urged  by  the  Managers' 
Committee  in  the  Firemen's  Eastern  Arbitration,  that  tractive 
power  was  the  correct  or  w^as  a  preferable — not  a  correct  but  a 
preferable  basis  for  enginemen's  pay,  would  that  not  of  itself 
have  added  20  per  cent  to  the  request  we  have  made,  if  we  were 
to  take  what  these  railroad  authorities  say  about  the  increase 
in  tractive  power  by  the  addition  of  the  superheater? 

Mr,  Robertson:     I  do  not  just  get  3'our  question,  but — 

Mr.  Carter:  I  will  explain.  During  the  conference  leading 
up  to  the  Arbitration,  do  you  remember  that  when  we  were  dis- 
cussing the  adoption  of  weight  on  drivers  as  the  basis  of  fire- 
men's wages,  that  Mr.  Crawford,  superintendent  of  motive  power 
of  the  Pennsylvania  Lines  West,  criticised  that  as  a  basis  and 
said  that  a  more  scientific  basis  and  proper  basis  would  be  trac- 
tive power? 

Mr.  Robertson:     I  heard  him  say  that,  yes,  sir. 

Mr.  Carter:  If  it  is  true,  as  is  set  forth  here  bv  these  rail- 
road  authorities,  that  the  application  of  the  superheater  to  the 
same  engine  increases  its  tractive  power  20  per  cent,  with  little 
or  no  change  in  the  weight  on  drivers,  would  it  not  be  a  request 
for  20  per  cent  more  wages  if  tractive  power  instead  of  weight 
on  drivers  was  used  as  the  basis? 

Mr.  Robertson:     Yes,  sir,  it  would. 

Mr.  Carter:  Do  you  believe  that  the  railroad  managers  in 
the  w^est,  in  1910,  when  they  were  so  anxious  to  adopt  the  weight 
(on  drivers  as  the  basis  of  firemen's  wages,  had  in  view,  at  that 
time,  the  increase  in  tractive  power  of  the  same  locomotives  by 
the  addition  of  superheaters? 

Mr.  Robertson:     I  could  not  sav  that. 
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Mr.  Carter:     You  wei"e  not  here,  were  you? 

Mr.  Robertson:     No,  sir,  I  was  not  here. 

Mr.  Carter:  Have  you  knowledge  of  the  fact  that  during 
the  Engineers'  Arbitration  in  the  east,  the  leading  witness  for 
the  railroads,  the  leading  operating  witness  and  practical  wit- 
ness for  the  railroads,  Mr.  B.  A.  AVorthington,  strongly  advo- 
cated weight  on  drivers  as  the  proper  basis  for  engineers' 
wages? 

Mr.  Robertson:  I  have  read  his  testimony  wherein  he  said 
it  would  be  a  proper  basis. 

Ml-.  Carter:  Then,  if  by  the  addition  of  the  superheater 
the  tractive  power  of  the  locomotive  is  increased  say  20  per  cent, 
by  the  addition  of  the  superheater,  with  the  same  weight  on 
drivers,  the  railroads,  then,  W'Ould  have  20  per  cent  the  best  of 
it,  if  wages  were  based  on  weight  on  drivers  instead  of  tractive 
power,  is  that  not  true  ? 

Mr.  Robertson :  Yes,  sir.  The  only  difference  there  ^^ould 
be,  would  be  in  the  proportion  of  the  amount  that  the  super- 
heater increased  the  weight  on  drivers. 

Mr.  Carter:  To  be  explicit,  suppose  there  was  a  given  en- 
gine, a  Consolidation  engine  that  was  pulling  1,000  tons  over  a 
given  grade.  If  the  wages  were  fixed  on  the  tractive  power  of 
that  engine,  they  would  be  fixed  on  the  amount  that  the  engine 
could  pull,  w^ould  they  not? 

Mr.  Robertson  :     By  tractive  power,  yes,  sir. 

Mr.  Carter:  If  it  w^as  fixed  on  the  weight  on  drivers,  it 
would  not  matter  what  the  engine  would  pull,  would  it? 

Mr.  Robertson :     No,  sir. 

Mr.  Carter :  If  it  was  fixed  on  tractive  power,  and  then  the 
superheater  had  been  added,  it  would  add  a  proportion  of  20  per 
cent  to  the  wages,  would  it  not,  automatically? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter :     And  by  getting  the  w^eight  on  drivers  adopted 
as  the  standard,  then  the  addition  of  the  superheater  and  the 
added  tractive  powder  of  20  per  cent,  would  not  affect  the  wages, 
would  it? 
.    Mr.  Robertson :     I  would  not  so  understand  it,  no,  sir. 

Mr.  Carter:  Do  you  think,  perhaps,  that  was  behind  the 
urgency  of  the  Managers,  both  West  and  East,  that  the  weight 
on  drivers  should  be  adopted? 
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Mr.  Eobertson :     I  could  not  say  about  that. 

Mr.  Carter :  Well,  take  up  the  next  subject, '  *  Superheaters 
Increase  Tonnage  and  Coal  Consumption  per  Hour. ' ' 

Mr.  Robertson :  Under  that  heading,  the  committee  report 
of  the  Traveling  Engineers'  Association  (Convention  1912)  said : 

"The  degree  of  superheat  depends  on  the  rate  of  combus- 
tion ;  the  rate  of  combustion  being  necessarily  higher  when  han- 
dling an  increased  tonnage  at  the  same  rate  of  speed." 

Mr.  Carter :  If  there  is  a  higher  rate  of  combustion,  would 
that  necessarily  burn  more  coal  1 

Mr.  Eobertson :     That  is  my  understanding,  yes,  sir. 

Mr.  Carter:  Could  there  be  a  higher  rate  of  combustion 
without  burning  more  coal? 

Mr.  Robertson:  I  don't  think  so,  no.  The  next  article,  en- 
titled "Fuel  Consumption  Will  Increase,"  is  taken  from  the 
report  of  the  Committee  on  Mechanical  Stokers  of  the  American 
Railway  Master  Mechanics'  Association,  1912,  wherein  they  say 
that : 

"As  the  greater  sustained  tractive  efforts  of  the  large 
engine  equipped  with  the  superheaters  and  brick  arches  is  gradu- 
ally taken  advantage  of,  its  fuel  consumption  per  hour  will  in- 
crease, though  decreasing  on  the  ton-mile  basis. ' ' 

Mr.  Carter :  Now,  would  it  not  indicate  that  the  Committee 
of  the  Railway  Master  Mechanics'  Association  have  discovered 
that  while  there  may  be  a  decrease  in  coal  consumption  per  ton- 
mile,  there  would  be  an  increase  in  coal  consumption  per  loco- 
motive mile  f 

Mr.  Robertson:  It  would  look  that  way,  yes,  sir,  or  per 
hour. 

Mr.  Carter:  Per  hour  or  per  day,  according  to  how  long 
the  fireman  works.    Wliat  is  the  next! 

Mr.  Robertson :  The  next  chapter  is  entitled  :  * '  Super- 
heaters Reduce  Operating  Costs." 

Mr.  Carter:     Including  the  wages  of  the  men? 

Mr.  Robertson:     Yes,  sir,  that  is  my  understanding  of  it. 

The  second  article  on  page  34,  under  that  caption,  "Super- 
heaters Reduce  Operating  Costs,"  is  taken  from  the  Railway 
Age  Gazette.    It  says : 
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"In  the  recent  reports  of  ruilway.s,  tlie  recluction  in  the  cost 
of  transpoi'tation  in  some  cases  has  been  sufficient  to  provoke  an 
investii^Mtion  of  the  causes  for  tlie  decrease.  In  one  case  a  par- 
ticuhir  inquiry  was  made  as  to  the  means  by  whicli  tiie  increased 
cost  of  hibor  enijjloyed,  in  train  movement  particularly,  was  par- 
tially or  wholly  offset.  This  inquiry  has  brought  foith  the 
infoimation  that  the  adoi)tion  of  superheaters  on  the  locomotives 
had  made  possible  an  increase  in  capacity  })er  locomotive,  thus 
making  it  practical  to  haul  more  cars  p<'r  train,  with  a  reduced 
cost  per  train  mile.  It  has  also  shown  a  large  saving  in  engine 
mileage,  brought  about  not  onlv  bv  the  longei-  trains,  but  bv 
eliminating  the  necessity,  in  many  cases,  of  double-heading." 

Mr.  Carter  :  You  have  other  paragraphs  there  <m  the  same 
subject,  have  you? 

Mr.  Kobertson:     Yes,  sir,  several  of  them. 

Mr,  Carter:  What  have  you  down  here  about  the  "Higher 
sustained  tractive  power ' '  on  page  35  ? 

Mr.  Robertson:  That  is  taken  from  the  committee's  re])ort 
of  the  Master  Mechanics'  Association.    It  says: 

"The  savmgs  resulting  from  tlieir  use,  tberefore,  would  not 
show  upon  a  locomotive  mileage  basis,  but  would  appear  when 
ligured  on  a  ton-mile  basis,  whicli  is,  to  a  certain  extent,  propor- 
tional to  the  work  done." 

Mr.  Carter :  That  would  indicate  that  delving  into  such 
matters  we  find  a  very  complex  situation,  do  we  not? 

Mr.  Robertson :     Yes,  sir,  that  is  my  understanding  of  it. 

Mr.  Carter :  Something  in  which  the  mind  of  a  layman  may 
become  confused,  between  ton  miles  and  train  miles  and  locomo- 
tive miles,  is  that  not  true? 

Mr.  Robertson :     Yes,  sir,  that  would  be  true. 

Mr.  Carter :  Mr.  Robertson,  as  a  practical  railroad  man  of 
several  years'  or  a  good  many  years'  experience,  supposing  there 
was  a  division  100  miles  long  and  two  Consolidation  engines  of 
exactly  the  same  size  were  put  on  two  trains ;  the  first  train  left 
with  comparatively  light  tonnage  and  the  fireman  went  from  one 
terminal  to  the  other  in  ten  hours,  and  his  rate  was  $3.00  per 
day,  what  would  the  cost  of  that  fireman  be  to  the  company  per 
locomotive  mile — $3.00  going  100  miles? 
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Mr.  Kobertson :     Three  cents. 

Mr.  Carter :  Three  cents  a  mile  would  be  the  cost  of  that 
fireman,  per  locomotive  mile,  to  the  railroad? 

Mr.  Robertson:    Yes,  sir. 

Mr.  Carter:  But  this  other  fireman  who  followed  him  out 
had  an  excessively  heavy  tonnage  train  and  they  happened  to 
have  a  hot  box,  and  the  Hours  of  Service  Law  permitted  them 
to  be  twenty  hours  going  over  that  100  miles,  what  would  be  the 
cost  ]ier  locomotive  mile  to  the  railroad  for  that  fireman? 

Mr.  Robertson :     Six  cents. 

Mr.  Carter:  Then  the  cost  per  locomotive  mile  of  the  last 
fireman  woukl  be  100  per  cent  greater  tlian  the  first  fireman, 
would  it  not? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  And  yet  that  fireman  received  not  one  penny 
more  wages,  per  hour? 

Mr.  Robertson :     No,  sir. 

Mr.  Carter :  Therefore,  when  we  are  delving  into  such  in- 
tricate technical  problems,  the  Board  should  have  a  care,  should 
they  not,  when  a  layman,  presenting  the  case  for  the  railroads, 
sometimes  does  not  understand  the  intricacies  of  the  matter  him- 
self? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Now,  with  regard  to  train  miles,  would  that 
not  also  be  liable  to  confuse  the  mind  of  Mr.  Sheean,  whom  T 
believe  is  absolutely  fair  In  these  matters,  and  also  the  members 
of  the  Board  of  Arbitration,  whom  I  know  are  fair,  if  they  are 
not  very  careful,  will  not  these  statistics  confuse  them? 

Mr.  Sheean :  Statistics  thus  far  offered,  do  you  mean,  Mr. 
Carter? 

Mr.  Carter:  I  mean  when  we  are  talking  about  ton  miles, 
train  miles,  and  locomotive  miles. 

Mr.  Robertson :     Yes,  I  think  they  will  confuse  anybody. 

Mr.  Nagel :  Are  we  to  be  concluded  by  the  witness '  opinion 
as  to  whether  we  be  confused  or  not? 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  1  hope  that  I 
am  mistaken ;  but  in  the  East,  the  railroads,  through  their  coun- 
sel, convinced  the  third  Arbitrator — understand  there  were  onlv 
three  arbitrators  in  the  East — that  the  railroads  were  being  very 
badly  abused  because  of  the  great  increase  in  locomotive  miles. 
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Mr.  Xagel:  ^Ir.  Carter,  I  did  not  intend  to  invite  a  dis- 
cussion ;  1  merely  meant  to  suggest  that  the  witness'  opinion  upon 
that  question  is  wortldess.  If  you  think  that  you  want  to  pro- 
tect yourself  against  that  possibility,  why,  put  in  all  the  evidence 
you  have  got,  but  let  us  be  spared  the  expression  of  opinion  as 
to  what  our  mental  condition  may  be. 

Mr.  Carter :  I  will,  but  I  want,  if  you  will  pardon  me,  and 
if  you  will  give  me  the  opportunity,  to  explain  why  I  said  it. 

Mr.  Nagel:  I  merely  repeat,  it  will  be  unnecessary  to  ex- 
plain that;  but  it  seems  to  me  to  be  perfectly  obvious  that  a 
witness'  opinion  as  to  our  state  of  mind  upon  this  question  is 
of  no  importance. 

Mr.  Carter:  I  am  indeed  glad  to  know  that,  because  that 
half  wins  our  case. 

Mr.  Robertson:  Then,  Mr.  Chairman,  if  Mr.  Carter  had 
not  gone  into  generalities,  and  mentioned  others  besides  the 
Board,  I  possibly  would  not  have  answered,  but  I  had  in  mind 
myself,  and  I  have  discussed  train  miles — 

Mr.  Nagel :     It  is  quite  unnecessary  to  add  anything  to  it. 

Mr.  Carter:  It  is  a  fact,  however,  that  when  it  is  shown 
that  there  has  been  a  great  increase  for  engineers  and  firemen 
of  locomotive  miles,  that  it  may  not  mean  that  there  has  been 
any  increase  per  hour  in  wages  of  either  the  locomotive  engineers 
or  the  firemen? 

Mr.  Robertson :     Oh,  yes,  that  is  true. 

Mr.  Carter :  "Would  it  not  rather  indicate  that  the  burdens 
of  the  engineer  and  fireman  have  been  greatly  increased  by 
keeping:  them  on  the  road  under  overtime? 

Mr.  Robertson :  That  does  increase  the  man's  burden,  yes, 
sir. 

Mr.  Carter:  Then  the  increase  in  overtime  always  in- 
creases the  cost  of  engineers  and  firemen  per  locomotive  mile, 
or  per  train  mile! 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter :  It  does  not  increase  the  cost,  however,  per  ton 
mile,  does  it!     They  may  be  hauling  vastly  more  tonnage! 

Mr,  Robertson :     I  could  not  say. 

Mr.  Carter:  The  authorities  you  have  read  would  indi- 
cate that  there  is  a  great  saving. 


2885 

Mr.  Robertson:  Under  some  conditions  there  is  quite  a 
saving,  yes,  sir. 

Mr.  Carter:  Let  me  ask  you,  Mr.  Robertson,  suppose  an 
engineer  or  fireman  employed  on  a  Consolidation  engine,  with 
wages,  we  will  say,  fixed  at  100,  to  have  been  employed  on  a 
Mikado  engine  at  wages  say  fixed  at  125,  or  25  per  cent  in- 
creases in  wages,  amounting  to,  we  will  say  two  or  three  dollars 
for  the  trip,  and  that  that  Mikado  engine  pulled,  say  2,000 
tons  more  freight,  wouldn't  it  show  that  the  cost  in  wages  of 
locomotive  engineers  and  firemen  per  ton  mile  had  greatly  de- 
creased? 

Mr.  Robertson:     Yes,  sir,  it  Avould. 

Mr.  Carter:     Next. 

Mr.  Robertson:  The  next  subject  heading  is  entitled  ** Su- 
perheaters Require  Special  Care  and  Attention." 

Mr.  Shea:     What  page  is  that? 

Mr.  Robertson:  That  is  on  page  35.  Mr.  Buckbee  of  the 
Locomotive  Superheater  Company,  says  that  "the  fuel  has  to  be 
fed  in  small  quantities,  and  the  fire  carried  lighter  than  has 
been  the  custom  on  some  of  the  modern  saturated  steam  en- 
gines. ' ' 

On  page  36,  "Superheaters  are  like  some  children." 

Mr.  Tawse,  of  the  Locomotive  Superheater  Company,  says 
that  just  like  some  children,  ' '  it  must  be  borne  in  mind  th§,t  the 
superheater  is  like  some  children,  in  that  it  will  not  keep  itself 
clean." 

Mr.  Tawse  is  endeavoring  there  to  bring  out  the  fact  that  a 
great  deal  of  care  is  necessary  in  order  to  keep  a  superheater  in 
condition,  whereby  the  railroads  will  realize  the  value  of  the 
superheater  that  is  claimed  for  them. 

Mr.  Carter :  And  is  there  not  a  new  trouble  discovered  by 
the  introduction  of  superheater  units  I  Do  they  not  obstruct  the 
draft  to  the  extent  that  they  honey-comb  all  over? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  And  like  children  they  will  not  keep  them- 
selves clean;  is  that  what  Mr.  Tawse  meant? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  He  meant  to  say  that  they  must  be  constantly 
cleaned  ? 

Mr.  Robertson:     Yes,  sir.     Mr.  Buckbee  also  says  in  the 
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next  artick'  cutitU'd  ".V  Hard  l*ioi)ositioii,"  wlioroiu  he  com- 
pares the  oj^eratioii  of  the  superheater  to  that  of  a  locomotive, 
that  "With  tlie  fireman,  as  I  said  before,  it  is  a  hard  proi)osi- 
tion.  A  man  wlio  lias  been  in  the  service  a  couple  of  years  is 
not  capable  of  taking  hold  of  a  ])roposition  like  the  oi)eratiou 
of  a  locomotive  and  understandin<i"  it  like  the  engineers,  because 
he  has  not  been  in  the  service  long  enough." 

Mr.  Carter:  Do  you  understand  that  to  have  been  said  as 
a  caution  to  railroads  that  it  refjuires  an  exi)ert  fireman  to  get 
the  best  out  of  a  superheater! 

Mr.  Robertson:  That  is  ])ractically  what  he  says,  that  a 
man  two  years  in  the  service  as  a  fireman  would  not  be  able  to 
understand  it  as  it  would  be  necessary  for  him  to  understand  it 
in  order  to  get  the  i)ropei-  result. 

Mr.  Tawse  of  th(^  Locomotive  Superheater  Comi)any  says 
on  that  same  ]>age,  s])eaking  of  the  conditions  which  follow  the 
superheater  whenever  it  is  not  kept  clean,  "If  tliej^  fail  to  keep 
the  flues  clean,  allowing  them  to  stop  up  with  honeycomb  and 
cinders,  so  that  they  burn  three  or  four  tons  of  coal  more  than 
they  should,  the  object  of  the  investment  has  been  defeated  and 
the  engine  is  in  reality  not  so  good  as  a  saturated  steam  engine 
in  first-class  condition." 

Mr.  Carter:     What  did  he  say  about  ins|)ecting  a  Mikado? 

Mr.  Robertson:  He  says:  "Only  last  week  I  inspected  a 
Mikado  engine  that  was  burning  about  five  tons  more  coal  than 
should  be  burned  over  the  division,  and  90  per  cent  of  the  gas 
area  through  the  large  flues  stopped  up  with  honeycomb  and 
cinders.  Imagine  what  the  fireman  is  up  against  with  90  per 
cent  of  the  superheater  flues  stopped  up,  lower  boiler  pressure 
and  large  cjiinders  favoring  condensation  losses,  if  he  had  this 
engine  on  a  full  tonnage  train  and  was  expected  to  make  time." 

Mr.  Carter:  Does  not  this  honeycomb  accumulate  all 
through  the  trip? 

Mr.  Robertson:     Yes,  sir,  all  through  the  units  of  the  flue. 

Mr.  Carter :  I  mean  you  start  out  with  your  flues  or  tubes 
clean,  and  on  a  hard  run  where  you  would  burn  considerable  coal, 
this  honeycomb  accumulates  all  the  way  through  the  trip,  does  it 
not? 

Mr.  Robertson :     Yes,  sir. 
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Mr.  Carter:  Certain  qualities  of  coal,  however,  do  not 
cause  this  honeycomb;  is  that  not  true? 

Mr.  Robertson :  There  is  a  ditTerence  of  opinion  on  that  by 
the  various  mechanical  men,  as  I  get  it  from  their  discussions. 

Mr.  Carter:  I  am  not  s])eaking  of  clinkers,  now,  but  of 
honeycomb. 

Mr,  Robertson :  T  understand  that  some  claim  it  is  due  to 
certain  grades  of  coal ;  others  claim  it  is  due  to  certain  combina- 
tions in  the  fire  box ;  while  others  claim  it  is  due  to  leaky  super- 
heater units.  There  is  quite  a  division  of  opinion  as  to  what 
reallv  causes  the  honeycomb. 

Mr.  Carter:  There  is  no  difference  of  ov)inion,  however, 
that  it  does  form  there  ? 

Mr.  Robertson:  No,  sir,  that  seems  to  be  quite  well  estab- 
lished. 

Mr.  Carter :  And  you  understand  it  forms  there  during  the 
trip? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter :  And  according  to  these  statements  it  is  a  hard 
proposition  for  the  firemen? 

Mr.  Robertson :  Yes,  sir,  that  is  what  these  gentlemen  say 
who  are  discussing  it. 

Mr.  Carter:     All  right.    Skip  along.    No  use  reading  it  all. 

Mr.  Robertson :  On  the  lower  part  of  page  37,  Mr.  W.  C. 
Hayes,  Superintendent  of  Locomotive  Operation  of  the  Erie 
Railroad  says,  or  in  other  words  he  relates  his  experiences  in 
visiting  the  shops  of  a  railroad  where  he  had  the  opportunity 
of  looking  at  the  superheater  units  taken  out  of  fifteen  locomo- 
tives ;  he  describes  the  su])erheater  units  as  having  been  coated 
over  with  clinker  and  honeycomb,  and  in  his  description  of  what 
he  saw  he  inakes  the  remark  that  it  is  direct  evidence  as  to  the 
neglect  that  the  railroad  com])anies  show  toward  keeping  the 
superheater  in  proper  condition  and  that  they  are  not  really  get- 
ting from  the  superheater  what  they  should  get,  and  what  they 
claim  they  are  entitled  to. 

Mr.  Carter:  Mr.  Robertson,  you  are  familiar  with  the  de- 
tails of  a  superheater,  are  you  not,  more  or  less? 

Mr.  Robertson :     To  some  extent. 

Mr.  Carter:  Do  you  know  that  there  are  four  lines  of  tubes 
inserted  in  one  larger  tube? 
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Mr.  liobertsoii:     Yes,  sir. 

Mr.  Carter :     And  then  bends  on  the  end  for  return  ? 

Mr.  Eobertson:     Yes,  sir. 

Mr.  Carter:  There  are  spaces  in  between  these  tubes,  are 
there  not? 

Mr.  Robertson :     Yes,  sir, 

Mr.  Carter:  This  honeycomb  forming  in  between  these 
tubes  makes  it  almost  impossible  to  remove  it,  does  it  not? 

Mr.  Robertson :  Yes,  sir,  Mr.  Tawse  himself  says  so.  That 
it  has  to  be  broken  up,  or  if  not,  a  contrivance  in  the  way  of 
hooks  must  be  used  to  get  it  out. 

Mr.  Carter :     Hooks  that  will  go  down  between  the  units? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter :     ^Miat  have  you  else  upon  that  subject. 

Mr.  Robertson :  Mr.  Hardy,  of  the  Chicago,  Rock  Island  & 
Pacific  on  page  38,  says  that  "The  money  invested  in  the  super- 
heater is  w^orse  than  wasted  if  the  units  are  not  kept  clean. 
*  *  *  It  is  a  matter  of  astonishment  to  see  how  much  this 
point  is  neglected ;  and  it  is  a  very  important  feature,  and  some- 
thing that  goes  to  make  the  hardship  of  the  engineer  and  fireman 
greater." 

Mr,  Carter:  Now,  those  paragraphs  that  you  have  not 
read,  all  tend  along  the  same  line? 

Mr.  Robertson:  Yes,  sir,  everything  under  the  heading 
''Superheaterers  Require  Special  Care  and  Attention." 

Mr.  Carter:     Noav,  what  is  the  next  chapter  head? 

Mr.  Robertson:  ''Labors  of  Engineers  and  Firemen  have 
Increased  With  Increased  Power  and  Tonnage. "  "  As  it  Affects 
the  Engineers." 

Mr.  Carter:  First,  this  is  the  increased  work  of  the  en- 
gineer, is  it  ? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter :     AVell,  read  some  points. 

Mr.  Robertson:  TJie  second  article  there,  tlie  Railway  Age 
Gazette  says :  ''The  operation  of  a  Mallet  engine  involves  some- 
what more  work  and  responsiliility  for  the  engineer  than  the 
operation  of  a  smaller  engine." 

Mr.  AV.  L.  Park,  vice-president  of  the  Illinois  Central  Rail- 
way, says: 
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'*Tlie  larger  locomotives  and  the  heavier  trains  have  put 
more  exacting  work  on  the  employees." 

On  the  bottom  of  the  page,  entitled  '^  Locomotive  Intricate  as 
Battle  Ship,  Recpures  Skill,"  Mr.  W.  L.  Park  also  says:  "The 
modern  locomotive  is  about  as  intricate  as  the  battle  ship  of  a 
few  years  ago.  It  requires  a  skilled  man  to  operate  it  and  a 
skilled  man  to  supervise  its  operation.  This  is  becoming  more 
the  condition  every  day.  Even  railroad  officials  and  railroad 
men  do  not  appreciate  this  and  the  public  scarcely  gives  it  any 
attention." 

On  page  40,  the  Railway  and  Locomotive  Engineering  says : 

"The  increasing  amount  of  train  mechanism  every  year 
imposes  new  responsibilities  upon  tlie  locomotive  enginemen." 

Mr.  Carter:     Enginemen? 

Mr.  Robertson:     Enginemen. 

President  Roesch  of  the  Traveling  Engineers'  Association, 
at  their  recent  convention  in  September,  1914,  says : 

"Greater  intelligence  is  necessary  to  operate  the  large 
power  of  today  than  the  small  power  formerly  used." 

Mr.  Carter:  That  seems  to  be  the  general  opinion  of  the 
officials,  doesn't  it! 

Mr.  Robertson:     Yes. 

Mr.  Carter :  It  is  no  discredit  to  any  official  to  express  siich 
an  opinion? 

Mr.  Robertson:     I  wouldn't  think  so,  no. 

Mr.  Carter:  Now,  Mr.  Robertson,  I  find  that  you  have 
from  page  41  to  page  50  inclusive,  ten  pages  devoted  to  what  is 
termed  ' '  Necessity  for  Two  Firemen. ' ' 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter :  Is  the  idea  brought  out  here  by  these  railway 
men  and  railroad  officials  that  the  work  of  firing  these  locomo- 
tives has  passed  the  physical  ability  of  one  fireman? 

Mr.  Robertson:     Yes,  it  is  brought  out. 

Mr.  Carter :     Just  read  a  few  of  them. 

Mr.  Robertson :  Mr.  Bullock,  of  the  C.  &  0.  Railroad,  with 
reference  to  hiring  firemen,  says : 

' '  I  have  employed  as  many  as  five  and  six  in  one  day.  We 
have  about  five  firemen  to  every  engine,  employing  something- 
like  three  hundred  and  twenty-five  firemen  in  my  district.    The 
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main  line  is  ninety-eight  miles,  and  we  have  three  or  four 
branches,  making  the  total  mileage  in  my  district  about  three 
hundred  and  fifty  or  three  hundred  and  sixty.  After  they  get 
started  and  the  hot  weather  comes  on,  they  say :  '  Well,  dad  is 
pretty  well  fixed,  I  will  go  back  to  the  farm,'  and  quit,  and  tliey 
are  just  coming  and  going  all  the  time," 


Mr.  Owens  of  the  Lehigh  Valley  Traveling  Engineers'  Asso- 
ciation, says  concerning  the  work  of  firemen : 


"There  is  so  much  coal  consumed  on  the  up-to-date  locomo- 
tive of  today  that  it  takes  in  cases  two  firemen  (and  in  fact  I 
have  known  even  three)  going  over  one  division  with  one  engi- 
neer, and  the  latter  may  not  see  them  again  probably  in  thirty 
days. ' ' 

The  committee  report  of  Mr.  J.  R.  Luckey,  of  the  Traveling 
Engineers '  Association,  says  : 

' '  The  power  of  the  present  day  is  breaking  down  the  fireman 
before  he  is  fitted  to  assume  the  more  responsible  duties  at  the 
throttle.  Our  roads  are  running  short  of  the  right  kind  of 
material  for  engineers,  and  it  is  safe  to  say  that  none. of  the  men 
now  firing  will  serve  as  runners  for  a  period  of  50  years," 

Mr.  G.  W.  O'Neill,  New  York,  Ontario  &  Western,  says  he 
hired  from  January  15  until  July  28,  240  firemen,  and  that  less 
than  20  per  cent  remained  in  the  service  for  sixty  days. 

On  page  44,  the  committee's  report  of  the  Traveling  En- 
gineers '  Association  shows  what  two  firemen  will  do  on  two  class 
E-27  locomotives  on  a  railroad,  and  what  one  fireman  does  on 
a  Mallet  Compound. 

Mr.  Carter:     'VMiat  does  that  show? 

Mr.  Robertson :  It  shows  that  two  firemen  burn  698  pounds 
of  coal,  while  one  fireman  on  a  Mallet  Engine  burns  465  pounds 
of  coal. 

Mr.  Carter:  Now,  Mr.  Robertson,  let  us  elucidate  that. 
There  are  two  men  employed  on  a  Consol.  engine.    Is  that  true? 

Mr.  Robertson :     Yes,  two  on  a  Consol,  engine. 

Mr.  Carter :  And  the  two  men  together,  pulling  tlus  train, 
burn  698  tons  of  coal  per  locomotive  mile,  is  that  right  ? 
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Mr.  Robertson:  No,  it  must  be  698/1000  per  locomotive 
mile. 

Mr.  Carter:  ''698,"  that  means  698  pounds  of  coal  per 
locomotive  mile. 

Mr.  Robertson:  I  compared  that  last  night — those  figures, 
with  the  original  book  of  the  Traveling  Engineers,  and  found 
that  they  show  it  also  as  698  and  465,  full  numbers,  whole  num- 
bers, and  that  must  be  a  misprint  in  their  own  book.  They 
would  not  burn  that  much  coal  per  locomotive  mile,  would  they? 

Mr.  Carter:     Well,  whatever  it  is. 

Mr.  Robertson:  Oh,  per  locomotive  mile.  I  see.  That  is 
all  right. 

Mr.  Carter:     You  were  thinking  of  per  ton  mile? 

Mr.  Robertson:     Yes. 

Mr.  Carter:     Per  locomotive  mile. 

Mr.  Robertson:     That  is  right. 

Mr,  Carter:  Now,  the  two  men  on  the  two  Consols,  burn 
698  pounds  per  locomotive  mile.  Now,  the  one  man  on  the  2400 
class,  what  is  that?    Mikado? 

Mr.  Robertson:     No,  Mallet. 

Mr.  Carter:  Mallet.  The  one  man  on  the  Mallet  burns  465 
pounds? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter :  Now,  how  much  did  one  man  on  the  Consol. 
burn? 

Mr.  Robertson:     349  pounds  of  coal. 

Mr.  Carter:     And  one  man? 

Mr.  Robertson:     On  the  Mallet  burned  465. 

Mr.  Carter:  There  was  a  great  increase  in  coal  consump- 
tion, was  there  not? 

Mr.  Robertson:     33%  per  cent  more. 

Mr.  Carter:  Well,  suppose  there  was  10  or  15  per  oemt 
more,  would  the  coal  consumption  overcome  his  increased 
wages  ? 

Mr.  Robertson:  No,  I  think  it  would  fall  about  20  per 
cent  short. 

Mr.  Carter:  Suppose  it  was  not  a  Mallet,  and  a  simple 
engine  like  the  Burlington  has  recently  put  into  service,  or  the 
B.  &:  0.,  that  would  pull  as  much,  then  the  rate  would  not  be  as 
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high  as  if  it  was  on  a  Mai  lot,  would  it,  unless  there  was  a  special 
rate  fixed  for  it? 

Mr.  Robertson:     No,  it  would  not. 

Mr.  Carter:  Therefore  the  increase  in  coal  consumption 
progresses  more  rapidly  than  the  rate  of  wages  of  the  firemen, 
doesn't  it? 

Mr.  Robertson:     This  would  so  indicate. 

Mr.  Carter:     What  is  this  you  have  on  the  next  page  here? 

Mr.  Robertson:  This  is  also  a  comparison  of  the  Mallet 
with  a  Consol.,  and  the  amount  of  coal  consumed.  It  shows 
that  the  coal  burned  per  thousand  miles  on  a  Mallet  engine  on 
the  Union  Pacific  on  a  test  trip  was  409.32,  while  on  the  Consol. 
engine  it  was  443.44.  In  other  words,  the  coal  consumed  per 
thousand  ton  miles  on  the  Consol.  was  more  than  it  was  on  the 
Mallet,  but  the  coal  burned  in  pounds  per  trip  was  56  cents 
more  for  the  Mallet  than  it  was  for  the  Consol.  In  other  words, 
the  Mallet  burned  50,100  pounds  on  the  trip,  and  one  Consol. 
burned  32,029. 

Mr.  Carter :  Now,  Mr.  Robertson,  that  is  very  im]iortant. 
Was  there  an  actual  reduction  in  the  coal  consumption  per  ton 
mile? 

Mr.  Robertson :     Yes,  sir ;   per  thousand  ton  mile. 

Mr.  Carter :     Well,  say  per  thousand  ton  mile.  \ 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  And  how  much  was  the  increase  in  coal  con- 
sumption per  trip? 

Mr.  Robertson :     56  per  cent,  according  to  the  figures  here. 

Mr.  Carter:  Therefore,  with  an  increase  in  coal  shoveled 
by  the  fireman  of  56  per  cent,  this  test  shows  there  Avas  an  actual 
decrease  in  the  coal  shoveled  per  ton  mile. 

Mr.  Robertson :     Per  thousand  ton  miles,  of  7.6  per  cent. 

Mr.  Carter:  One  thousand  and  one  mean  the  same?  It 
is  a  separate  way  of  carrying  it.     ^Vliat  else  does  this  test  show! 

Mr.  Robertson:  It  also  shows  that  the  engine  pulls  per 
thousand  pounds  of  coal,  or  rather  that  the  Mallet  on  one  thou- 
sand pounds  of  coal  would  only  run  1,513  miles,  while  the  Consol. 
was  2,367  miles. 

Mr.  Carter:  Would  not  that  indicate  that  the  fireman  who 
gets  a  little  bit  more  money  for  firing  a  Mallet  is  shoveling 
an  immense  amount  more  coal? 
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Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:     AVliat  else  have  yoiif 

Mr.  Robertson :  On  page  47,  Mr.  Houston  of  the  Rock 
Island  Lines  says, — 

Mr.  Carter:  Pardon  me,  vou  have  a  comma  in  here  on 
this  last,  where  there  should  be  a  period,  "Engine  miles  per  one 
thousand  pounds  of  coal. "  It  should  be  1.513  in  place  of 
1,513. 

Mr.  Robertson :     A  period  in  place  of  a  comma. 

Mr.  Carter:     It  should  be  a  decimal. 

Mr.  Robertson :     That  is  the  way  it  looks  to  me,  yes,  sir. 

On  page  47,  Mr.  Houston  of  the  Rock  Island  says : 

"It  is  impossible  for  the  average  fireman  to  hand-fire  such 
a  locomotive  up  to  the  maximum  rate  of  evaporation." 

On  page  48,  the  Railway  and  Locomotive  Engineering  says 
at  the  top  of  the  page,  "These  large  locomotives  have  to  be 
double-crewed,  or  the  houi's  of  toil  considerably  reduced. ' ' 

On  that  same  page,  the  Railway  Age  Gazette  quoted  from 
the  Wall  Street  Journal: 

"Railway  officers  are  generally  willing  to  concede  that  the 
fireman's  work  has  been  largely  increased  in  recent  years.  '  The 
whole  question,'  said  one  general  manager  'is  simply  one  of 
unionism  versus  right  of  equity.  Carter  wants  two  firemen  on 
all  hea^^  engines  because  it  will  increase  the  membership  of  his 
organization.  The  Trainmen's  organizations  have  been  instru- 
mental in  enacting  the  Full  Crew  Bill,  because  it  adds  another 
member  to  their  organization  for  each  train.  The  Railroads 
would  be  willing  to  put  a  day  laborer  on  all  locomotives  to  re- 
lieve the  firemen.  It  takes  no  particular  intelligence  to  shovel 
coal'  " 

Mr.  Carter :  Do  you  know  what  character  of  publication  the 
Wall  Street  Journal  is  ? 

Mr.  Robertson:     No. 

Mr.  Carter :  Do  you  understand  that  is  a  paper  that  repre- 
sents the  financial  interests  ? 

Mr.  Robertson :  It  represents  the  financial  interests,  I  un- 
derstand. 

The  Chairman:  That  may  be  understood  as  a  matter  of 
course. 


2894 

Mr.  Robertson :  Mr.  Robert  Collett,  President  of  the  Inter- 
national Railway  Fuel  Association,  says : 

''The  physical  ability  of  the  fireman,  however,  imposes  cer- 
tain limitation  on  the  speed  and  tonnage." 

On  page  50,  Railway  and  Locomotive  Engineering,  says : 

**The  limit  of  Imman  endurance  in  shovel  firing  has  surely 
been  reached." 

Mr.  Samuel  M.  Vauclain  on  the  same  page,  also  says : 

"We  are  just  beginning  to  enter  the  field  of  large  power 
units  for  freight  service  of  the  trunk  lines  of  this  country.  The 
larger  the  unit  the  less  the  power  unit  costs  per  thousand  pounds 
of  tractive  effort. ' ' 

Mr.  Carter:  That  belief  was  expressed  in  June,  1914,  was 
it  not  ? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter:  That  indicates  that  conditions  are  worse 
than — 

Mr.  Robertson :  I  know  the  time,  and  I  guess  we  will  become 
very  much  fatigued  with  this,  but  these  heads  will  indicate  the 
contents  or  what  these  quotations  set  forth,  will  they? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Mr.  Stone  asked  you  to  read  the  one  on  page 
41,  entitled,  ''No  Heart  in  the  Fireman  to  do  More." 

Mr.  Robertson:     "You  have  big  long  fire-boxes." 

Mr.  Carter :     Who  said  this  ? 

Mr.  Robertson:  L.  D.  (xillet,  Norfolk  &  Western  Traveling- 
Engineers'  Association. 

The  Chairman :     Wliat  position  does  he  occupy  ? 

Mr.  Robertson :  I  don't  know,  because,  in  their  reports,  they 
don't  show  the  positions  these  men  hold. 

The  Chairman:     He  is  a  representative  of  the  road? 

Mr.  Robertson :  Yes.  I  assume  he  was  road  foreman  of  en- 
gines. 

"You  have  big,  long  fire-boxes,  nine  to  eleven  feet  long  and 
as  broad  as  the  right-of-way  will  allow.  According  to  the  evi- 
dence now  stated,  there  are  many  kinds  of  coal.  *  *  *  There 
are  a  great  many  railroads  that  l)uy  it  at  ten  cents  a  ton  and 
yet  expect  the  Motor  Power  Department  to  make  the  engines 
bum  it;  and  they  expect  the  Motive  Power  Department  to  do 
this  with  a  Train  Despatcher  to  give  the  crew^  twenty  to  twenty- 
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five  hours  in  getting  over  the  division.  *  *  *  There  is  not 
the  slightest  provision  for  rest  on  the  side  tracks  as  in  former 
days.  A  great  many  of  you  remember  that  you  could  lie  down  on 
the  side  track,  take  your  boots  off  and  go  to  sleep.  You  cannot 
do  so  today.  You  have  a  little  2x4  seat,  and  you  have  to  sit  up 
and  take  the  bitter.  There  is  no  sweet  in  a  tonnage  train  what- 
ever. When  overtime  begins,  human  nature  asserts  itself.  The 
fireman  has  become  tired,  with  the  result  of  a  dirty  fire.  He  has 
no  heart  in  him  to  clean  it.  *  *  *  j  have  known  men  to  be 
delayed  twenty  hours  in  going  ten  miles  to  a  terminal;  I  have 
seen  them  come  to  a  terminal  and  be  six  hours  getting  into  the 
yard.  These  points  have  to  be  taken  into  consideration. ' ' 
Mr.  Carter:     Mr.  Eobertson — 

The  Chairman:  We  have  reached  the  hour  for  adjourn- 
ment. 

Now,  gentlemen,  how  much  longer  do  you  think  it  will  take 
to  get  through  the  evidence,  Mr.  Carter? 

Mr.  Carter :  At  our  present  progress,  skipping  nine-tenths 
of  what  we  have  here  to  present,  I  think  Mr.  Robertson  will  be 
through  before  noon  Monday.  I  think  we  can  clean  up  every- 
thing by  Monday  evening.    Don't  you? 

Mr.  Stone :     Yes. 

The  Chairman :  Under  the  circumstances,  I  think  it  perhaps 
best  that  we  should  come  back  here  tomorrow  and  work  until 
12 :30,  unless  it  is  going  to  greatly  inconvenience  some  one  of  the 
party. 

Mr.  Stone :  I  have  not  any  idea  of  prolonging  this  agony, 
but  I  have  already  made  arrangements  to  meet  a  committee  in 
Cleveland  tomorrow.  It  is  impossible  for  me  to  be  here.  I  say  "im- 
possible," I  suppose  this  takes  preference  over  everything  else. 
It  is  going  to  be  mighty  inconvenient.  I  know  I  cannot  meet 
the  committee  and  get  back  here  Monday.  I  realize  Washington 
is  getting  impatient,  and  we  are  taking  a  long  time,  but  I  don't 
know  of  anything  that  is  more  important  in  this  country  than 
this  arbitration,  and  while  we  have  taken  a  long  time  in  putting 
in  our  side  of  the  case,  yet  when  you  come  to  count  days,  I  be- 
lieve this  is  the  twenty-sixth  or  twenty-seventh  day,  and  I  will 
say  to  you  frankly  I  did  not  expect  to  get  through  within  thirty 
days,  when  I  started  with  it^    So  I  think  we  are  making  splendid 


2896 

progress  with  the  vast  amount  of  material  we  are  putting  up 
here. 

Of  course,  if  the  Board  insists,  I  will  cancel  everything  else 
and  be  here. 

The  Chairman:  The  chairman  of  the  Board  is  not  in- 
fluenced in  the  slightest  by  what  they  may  think  at  Washington. 
I  have  been  on  the  bench  too  long  for  that.  But,  looking  at  it 
from  another  viewpoint,  I  think  it  is  highly  desirable  that  we 
should  make  as  much  progress  as  possible.  Of  course,  if  you 
have  an  engagement,  we  will  not  insist. 

Mr.  Stone:  No,  sir.  I  will  wire  the  office  and  cancel  that, 
if  it  is  necessary. 

The  Chairman:  If  you  have  made  that  engagement,  the 
same  rule  should  apply  to  you  that  would  apply  to  an  attorney 
in  any  other  case,  and  I  will  enforce  it,  and  we  will  not  have  any 
meeting  tomorrow.  You  are  entitled  to  the  same  treatment  here 
as  Mr.  Sheean  would  be  under  similar  circumstances. 

Mr.  Stone:  Mr.  Carter  says  it  will  take  him  all  forenoon 
with  Mr.  Robertson,  and  if  so  he  can  go  ahead.  I  do  not  like 
the  idea  of  holding  up  this  whole  thing  on  account  of  me. 

The  Chairman:  Xo,  we  will  enforce  the  rule  strictly.  If 
Mr.  Sheean  had  presented  an  excuse  of  that  kind,  I  should  have 
granted  his  request,  and  you  are  entitled  to  the  same  treatment. 
You  gentlemen  are  representing  these  people  just  as  much  as 
if  you  were  regularly  licensed  lawyers. 

Mr.  Stone :  That  is  very  good  of  you  to  say  that.  I  only 
wish  I  could  rei^resent  them  as  a  regular  licensed  attorney.  I 
realize,  perhaps,  I  am  entitled  to  the  same  courtesy. 

The  Chairman :  You  are  not  onlv  entitled  to  it,  but  vou  are 
going  to  get  it. 

Mr.  Stone :     Thank  you. 

The  Chairman:  We  will  adjourn  until  10  o'clock  Monday 
morning. 

(Whereupon,  at  5  o'clock  P.  M.,  January  15,  1915,  an  ad- 
journment was  taken  to  January  18,  1915,  at  10  o'clock  A.  M.) 
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IN  THE   MATTER  OF  THE 

ARBITRATION 

between  the   ■ 

WESTERN  RAILWAYS 

and 

BROTHERHOOD  OF  LOCOMOTIVE 

ENGINEERS 

and 

BROTHERHOOD  OF  LOCOMOTIVE  FIRE-^ 

MEN  AND  ENGINEMEN 

under  the  Act  approved  July  15,  1913,  by  agree- 
ment dated  August  3,  1914. 

Chicago,  Illinois,  January  18,  1915. 

Met  piusiiant  to  adjournment  at  10:05  A.  M. 
Present:     Arbitrators  and  parties  as  before. 

The  Chairman:  Just  before  the  hour  of  adjournment  last 
Friday  I  suggested  that  we  hold  a  session  on  Saturday,  if 
agreeable  to  the  parties,  in  order  that  we  might  thereby  facilitate 
the  hearing  as  much  as  possible.  In  response  thereto,  Mr.  Stone 
said: 

"I  have  not  any  idea  of  prolonging  this  agony,  but  I  have 
already  made  arrangements  to  meet  a  committee  in  Cleveland 
tomorrow.  It  is  impossible  for  me  to  be  here.  I  say  'impos- 
sible,' I  suppose  this  takes  preference  over  everything  else. 
It  is  going  to  be  mighty  inconvenient.  I  know  I  cannot  meet 
the  committee  and  get  back  here  Monday.  I  realize  Washington 
is  getting  impatient,  and  we  are  taking  a  long  time,  but  I  don't 
know  of  anything  that  is  more  important  in  this  country  than 
this  arbitration,  and  while  we  have  taken  a  long  time  in  putting 
in  our  side  of  the  case,  yet  when  you  come  to  count  days,  I 
believe  this  is  the  twenty-sixth  or  twenty-seventh  day,  and  I 
will  say  to  you  frankly  I  did  not  expect  to  get  through  within 
thirty  days,  when  I  started  with  it.  So  I  think  we  are  making 
splendid  progress  with  the  vast  amount  of  material  we  are 
putting  up  here. 
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**0f  course,  if  the  Board  insists,  I  will  cancel  everything 
else  and  be  here." 

In  reply  to  Mr.  Stone's  statement  I  said: 

"The  chairman  of  the  Board  is  not  influenced  in  the  slight- 
est by  what  they  may  think  at  AVashington.  I  have  been  on 
the  bench  too  long  for  that.  But,  looking  at  it  from  another 
viewpoint,  I  think  it  is  highly  desirable  that  we  should  make  as 
much  progress  as  possible.  Of  course,  if  you  have  an  engage- 
ment, we  will  not  insist." 

Feeling  that  it  might  be  inferred  from  what  I  said  that  I 
acquiesced  in  the  statement  that  "Washington  is  getting  impa- 
tient," I  take  this  opportunity  of  saying  that  in  view  of  the 
limited  appropriation  made  by  Congress  for  this  purpose  (which 
is  usually  the  case  in  the  establishment  of  boards  of  this  charac- 
ter, and  for  which  the  Board  of  Mediation  is  in  no  wise  respon- 
sible), the  members  of  that  Board  earnestly  desire  that  we  should 
determine  these  questions  as  speedily  as  possible.  Nevertheless, 
I  know  of  my  own  knowledge  that  it  is  also  their  desire  that  a 
full  opportunity  may  be  given  for  the  introduction  of  any  and 
all  material  evidence  that  may  be  offered  by  either  party  to  this 
controversy,  in  order  that  there  may  be  a  fair  and  impartial 
consideration  of  the  matters  involved  when  we  come  to  determine 
the  same. 

The  fate  of  future  arbitrations  depends  in  a  large  measure 
upon  the  manner  in  which  the  present  one  is  conducted.  If  we 
should  deny  the  parties  to  this  controversy  ample  time  in  which 
to  present  such  matters  as  they  may  have  to  offer  in  support 
of  their  respective  contentions,  the  award  would  be  robbed  of 
its  force,  and  as  a  result  arbitrations  of  this  character  would 
become  unpopular  in  the  future. 

Proceed  with  j'our  evidence. 

DAVID  B.  ROBERTSON  was  recalled  for  further  examina- 
tion, and  having  been  i)reviously  sworn,  testified  as  follows: 

Mr.  Carter:  Mr.  Robertson,  I  believe  we  had  hastily  gone 
through  the  first  fifty  pages  of  the  exhibit  now  before  the  Board. 
Is  that  true? 

Mr.  Robertson:     Yes,  sir. 
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Mr.  Carter:  And  we  had  reached  that  chapter  entitled 
"Economic  Gain  to  Railroads  Through  Assistance  to  Firemen." 
Now,  will  you  briefly  describe  what  is  shown  under  that  chapter 
head  without  reading  anything.  First,  the  "Necessity  for 
Breaking  Coal  to  Proper  Size  for  Firing." 

Mr.  Robertson:  There  are  but  two  articles  appearing  under 
that  chapter  head,  and  they  show  the  necessity,  or,  rather,  the 
reason  from  a  chemistry  or  combustion  point  of  view  of  having 
coal  properly  sized. 

Mr.  Carter:     If  the  coal  is  to  be  most  efficient? 

Mr.  Robertson:    Yes,  sir. 

Mr.  Carter:     What  is  the  next  sub-head f 

Mr.  Robertson:  "Coal  Should  be  Broken  and  Kept  Within 
Reach  of  the  Fireman." 

Mr.  Carter:     What  is  said  about  that? 

Mr.  Robertson:  This  chapter  shows  the  statements  of  vari- 
ous railway  officials  upon  the  subject  of  keeping  coal  within 
rea,ch  of  the  fireman,  and  the  necessity  for  it. 

Mr.  Burgess:     What  page  is  that? 

Mr.  Robertson:     Page  52. 

Mr.  Carter:     Now,  on  page  53. 

Mr.  Robertson:  Page  53,  sub-head,  "Breaking  Coal  Effects 
Saving  in  Fuel  and  Increases  Efficiency." 

This  article  consists  of  statements  from  various  railway 
officials  which  show  that  the  breaking  of  coal,  and  getting  it  of 
proper  size,  will  increase  the  efficiency  of  the  locomotive. 

Mr.  Carter:    Next,  on  page  54. 

Mr.  Robertson:  Page  54,  sub-head  "Keeping  Coal  Within 
Reach  of  Fireman  Increases  Efficiency." 

This  article  shows  statements  from  railway  ofiicials  in  which 
they  claim  that  to  keep  coal  within  reach  of  the  fireman  will 
increase  the  efficiency  of  the  locomotive,  in  that  it  permits  the 
fireman  to  devote  more  time  to  the  proper  firing  of  the  locomo- 
tive, in  place  of  devoting  a  part  of  his  time  to  shoveling  the 
coal  down  from  the  tank. 

Mr.  Carter:  I  note  you  have  another  chapter  on  page  57, 
entitled  ' '  Consumption  of  Coal  by  Locomotives. ' '  Now,  briefly 
describe  the  subjects  imder  that  sub-heading? 

Mr.  Robertson:  The  first  sub-head  is  "Errors  in  Coal 
Accounting. ' ' 
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Mr.  Carter:  What  does  this  show?  You  can  read  some  of 
that. 

Mr.  Robertson:  This  article  shows  the  various  errors  that 
creep  into  the  methods  employed  by  the  railroads  in  accounting 
for  their  coal.    For  instance — 

Mr.  Carter:  Mr.  Chairman,  if  you  will  pardon  us,  we  will 
dwell  a  little  bit  on  this,  because  we  think  this  has  a  very  impor- 
tant bearing  upon  testimony  already  offered  by  Mr.  Lauck. 

The  Chairman:,  I  beg  pardon,  I  did  not  catch  that  state- 
ment. 

Mr.  Carter:  I  say,  if  we  dwell  upon  this  sub-head  of  "Er- 
rors in  Coal  Accounting,"  I  hope  you  will  pardon  us  for  this 
reason:  This  has  a  very  important  bearing  upon  certain  statis- 
tical information  presented  by  Mr.  Lauck,  who  prepared  his 
information  from  certain  statistical  information  of  the  Interstate 
Commerce  Commission. 

The  Chairman:  You  may  pursue  the  course  that  you  deem 
proper. 

Mr.  Carter:     Show  what  this  chapter  sets  forth. 

Mr.  Robertson:  This  chapter  sets  forth  the  errors  that 
creep  into  the  methods  employed  b^'  the  railroads  in  accounting 
for  their  coal.  On  page  57,  Mr.  Turlaj^  of  the  Illinois  Cen- 
tral says: 

"I  will  state  that  for  thirty  days  we  weighed  the  engines 
before  and  after  we  took  coal.  We  get  our  coal  at  the  coal  mines 
operated  by  other  concerns,  and  run  an  average  of  2,100  pounds 
short  to  the  engine.  We  take  what  coal  they  say  is  in  the  chute 
and  they  issue  the  ticket.  We  take  on  these  engines  four  to 
seven  tons.    We  lost  a  fraction  over  a  ton  on  each  engine." 

Mr.  Carter:  Would  that  indicate  that  there  is  a  shrinkage 
of  coal  from  the  mines  until  it  actually  gets  on  the  engine? 

Mr.  Robertson:  It  would  indicate  that  the  mines  take 
credit  for  twenty-one  hundred  tons  when  they  had  evidently  only 
gotten  two  thousand  tons,  according  to  Mr.  Turlay's  statement. 

On  page  58,  Mr.  McManamy,  formerly  of  the  Pere  Mar- 
quette, says: 

"It  is  left  entirely  to  the  judgment  of  a  two-dollar  man  on 
the  coal  chute  to  say  how  much  coal  is  placed  on  the  tank  of 
the  locomotive." 


2901 

Mr.  Thayer,  of  the  Southern  Railway,  on  page  58,  says: 

"One  road  with  which  I  am  familiar  conducted  some  tests 
on  their  passenger  engines  a  short  time  ago.  In  this  test  they 
were  only  able  to  account  for  about  forty  per  cent  of  the  fuel 
used  in  that  bran,ch  of  service  between  terminals;  that  is,  from 
the  time  the  engine  started  with  its  train  until  it  arrived  at  the 
other  terminal.  This  seemed  to  indicate  that  sixty  per  cent  of  fuel 
was  used  at  tlie  terminals,  and  consequently  was  charged  up  as 
being  used  by  the  Mechanical  Department.  As  a  result,  we  went 
into  this  matter  in  order  to  determine  the  amount  of  coal  used 
on  the  engines  at  the  terminals. ' ' 

Mr.  Carter:     Mr.  Eobertson,  that  was  in  1907? 

Mr.  Robertson:     Yes,   sir. 

Mr.  Carter:  According  to  that,  a  vast  proportion  of  the 
coal  that  was  used  at  terminals  was  charged  to  locomotives  at 
that  time,  is  that  true? 

Mr.  Robertson:     According  to  that  statement,  yes,  sir. 

On  page  GO,  under  the  head  monthly  "Pencil  Adjustments," 
Mr.  D.  0  Buell,  Chief,  Educational  Bureau  of  the  Illinois  Central 
Railroad,  says: 

"The  accounting  for  fuel  on  most  roads  is  a  joke.  There 
are  but  few,  if  any,  of  you  in  the  room,  connected  with  the 
motive  power  department  of  a  railway,  who  do  not  know  of  the 
pencil  adjustments  made  every  month  at  each  coal  chute  to 
balance  the  tons  of  fuel  charged  against  that  jDoint. 


)) 


Mr.  Carter:     Is  that  all? 

Mr.  Robertson:  That  is  all,  yes,  sir.  I  might  say  that  on 
page  61,  the  sub-head  entitled  "A  Complicated  Method 
Adopted,"  contains  the  methods  employed  by  the  C.  B.  &  Q. 
Railroad  now  in  the  matter  of  accounting  for  their  coal. 

Mr.  Carter:  Mr.  Robertson;  to  read  all  these  railroad  tech- 
nical authorities  I  presume  places  you  in  a  position  to  under- 
stand what  is  usually  said  upon  the  subject.  That  being  the 
fact,  w^ould  it  appear  to  you  that  in  the  last  four  or  five  years 
the  methods  of  coal  accounting  have  been  much  more  accurate 
than  formerly? 

Mr.  Robertson:  Yes,  sir,  that  is  the  conclusion  that  I  have 
drawn. 
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Mr.  Carter:  If,  four  or  five  years  ago,  as  stated  here,  all 
or  a  large  portion  of  the  coal  that  was  consumed  at  the  terminals 
was  charged  to  the  engines,  and  this  practice  was  reflected  in  the 
report  of  the  railroads  to  the  Interstate  Commerce  Commission, 
it  would  have  shown  that  more  coal  was  charged  to  the  engine 
than  was  actually  consumed  hy  the  engine,  wouldn't  that  be 
true  ? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter:  Well,  presume  that  the  railroads  have  im- 
proved their  methods  and  have  eliminated  much  of  the  errors 
which  some  say  were  a  joke,  and  they  now  report  to  the  Inter- 
state Commerce  Commission  accurately  what  is  consumed  on 
an  engine,  would  that  not  show  a  great  decrease  charged  to  each 
engine  in  the  last  four  or  five  years  by  the  reports  of  the  rail- 
roads to  the  Interstate  Commerce  Commission  f 

Mr.  Robertson :  That,  in  addition  to  any  saving  that  might 
have  been  effected  at  the  terminals,  would  also  be  reflected  in 
the  reports,  yes,  sir. 

Mr.  Carter:  Mr.  Robertson,  without  in  any  way  casting 
any  reflections  on  the  sincerity  or  honesty  of  anybody,  I  wish 
you  would  now  set  forth  your  personal  opinions  on  the  errors 
in  coal  accounting  during  the  Eastern  Arbitration  of  the  Fire- 
men's Wage  matter,  as  briefly  as  you  can? 

Mr.  Robertson :  While  the  arbitration  proceedings  were  in 
progress  there,  Mr.  W.  C.  Hayes — 

Mr.  Carter:     Mr.  Turk. 

Mr.  Robertson :  Oh !  Mr.  Turk,  a  fireman  employed  on  the 
Susquehanna  division  of  the  Erie  Railroad,  was  placed  upon 
the  witness  stand  to  testify  as  to  the  fuel  consumption  on  the 
Susquehanna  division  of  the  Erie  Railroad,  and  during  his  tes- 
timony he  stated  that  the  firemen  ordinarily  consumed  from  22 
to  26  tons  of  coal  per  trip.  The  division  was  140  miles  long, 
and  this  coal  consumption  was  with  reference  to  slow  freight 
service,  an  average  of  24  tons  per  trip. 

After  Mr.  Turk  had  introduced  his  testimony,  a  few  days 
afterwards  I  received  a  letter  from  the  General  Manager  of 
the  railroad — I  was  at  that  time  connected  with  the  Erie  Rail- 
road myself  as  Chairman  of  the  Firemen's  Committee — and  in 
the  letter  from  the  General  Manager  I  was  requested  to  take 
the  matter  up  with  Mr.  Turk  and  endeavor  to  have  him  placed 
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on  the  stand,  with  the  view  of  withdrawing  his  testimony,  as 
they  felt  that  he  had  grossly  exaggerated  the  conditions  there. 

When  the  railroads  presented  their  side,  Mr.  Hayes,  the 
Supervisor  of  Locomotive  Operation,  presented  figures,  pre- 
sumably taken  from  the  records  of  the  Susquehanna  division, 
to  show  the  amount  of  coal  consumed  per  month  by  six  locomo- 
tive firemen  on  that  division,  and  the  amount  of  money  earned  in 
slow  freight  service,  and  it  appeared  that  it  greatly  discredited 
the  testimony  introduced  by  Mr.  Turk.  Mr.  Carter  and  myself 
conferred  concerning  the  matter,  and  we  felt  that  there  might 
be  some  mistake,  and  in  order  to  ascertain  the  conditions  T  went 
to  the  Susquehanna  division  myself  and — 

Mr.  Carter:  By  the  way,  you  were  an  employe  of  that 
road,  were  you  not? 

Mr.  Eobertson:     Yes,  sir. 

Mr.  Carter:     Go  ahead. 

Mr.  Eobertson :  I  went  to  the  Susquehanna  division  myself 
and  arranged  to  make  a  check  of  the  coal  placed  on  the  engines. 
I  placed  three  men  at  Susquehanna,  three  men  at  Southport, 
which  was  the  middle  of  a  division,  and  with  two  other  men  and 
myself  we  checked  the  coal  at  Hornell,  and  for  three  days  we 
stayed  there  checking  the  coal  put  on  the  engines,  to  get  a  line 
on  how  much  coal  they  burned  per  trip. 

After  we  completed  the  work  and  the  men  who  had  checked 
the  coal  had  sworn  to  the  statements  of  the  coal  placed  on  the 
engines,  we  then  compiled  some  data  from  the  record  we  had 
made,  and  it  was  introduced  as  an  exhibit  later  on,  in  rebuttal. 
It  showed  that  the  statement  presented  by  Mr.  Hayes  as  to  the 
coal  consumption  in  slow  freight  service  had  been  taken  partly 
from  the  records  that  should  have  been  passenger  service. 
Some  of  it  should  have  been  fast  freight  service.  In  fact,  some 
of  the  coal  consumption  that  was  shown  or  appeared  in  the  slow 
freight  service  should  have  been  credited  to  switch  engines ; 
and  my  investigation  of  the  matter,  and  the  certificate  prepared 
after  the  investigation  was  conducted,  showed  that  Mr.  Turk's 
testimony  was  entirely  in  accord  with  the  conditions  as  they 
existed.  In  addition  to  the  testimony,  or  rather,  the  record 
prepared  by  myself,  I  brought  with  me  six  firemen  engaged  in 
slow  freight  service  from  that  division,  who  also  testified  that 
they  were  burning  24,  22  and  26  tons  of  coal  per  trip. 
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Mr.  Carter :     140  miles  f 

Mr.  Robertson :     140  miles,  yes,  sir. 

Wliile  conducting  this  investigation  I  stayed  over  niglit  at 
the  coal  dock  myself,  stayed  right  on  the  coal  crane,  and  wit- 
nessed the  method  in  which  they  accounted  for  the  coal.  They 
had  coal  books  on  the  engines,  and  the  engineers  were  required, 
under  the  rules  there,  to  note  on  the  coal  book  the  amount  of 
coal  that  they  would  require  at  the  end  of  their  trip.  In  many 
cases  we  saw  the  coal  man,  in  })lace  of  charging  to  the  engine 
the  amount  of  coal  the  engineer  requested,  take  and  run  a  pencil 
through  the  engineer's  slip,  and  mark  a  different  number.  For 
instance,  if  an  engineer  asked  for  ten  tons,  occasionally  they 
charged  eight,  and  on  other  occasions  they  would  charge  twelve. 
And  it  all  went  to  convince  me  that  the  overage  or  the  shortage 
in  the  coal  appearing  at  the  different  docks  at  the  end  of  the 
month  was  charged  to  the  locomotives. 

Mr.  Carter:  Was  Mr.  Turk  removed  from  service  for  pre- 
sumed falsely  testifying — perjuring? 

Mr.  Robertson:  Yes,  sir,  he  was  ordered  to  report  to  New 
York,  to  the  general  manager's  office. 

Mr.  Carter:  After  they  made  this  investigation  did  the 
Erie  Railroad  confess  that  you  were  right? 

Mr.  Robertson:  Yes,  sir,  Mr.  Lee — the  Erie  Railroad  offi- 
cials did,  and  Mr.  Lee,  who  was  representing  the  railroads  said 
they  would  accept  the  statements  in  accordance  with  the  facts. 

Mr.  Carter:  And  they  returned  Mr.  Turk,  the  fireman,  to 
the  service  without  loss  of  time? 

Mr.  Robertson:  Yes,  sir.  I  don't  want  a  false  impression 
to  get  out  about  his  being  out  of  service.  The  man  was  ordered, 
not  dismissed  from  service,  but  ordered  to  report  to  New  York, 
to  the  General  Manager's  office.  Whether  he  intended  to  dis- 
charge him  or  not,  is  a  question,  but  he  was  out  of  service  for 
two  days. 

Mr.  Carter:  But  when  General  Manager  Stone  discovered 
you  were  right  and  the  su]"»erintendent  of  machinery  and  weigh- 
ing was  wrong,  he  paid  Mr.  Turk  for  all  time  lost,  did  he? 

Mr.  Robertson:     Yes. 

Mr.  Carter:  Do  you  know  how  these  errors  occurred?  Mr. 
Hayes  himself  was  not  guilty  of  wrong  doing,  was  he? 

Mr.  Robertson:     I  understand  that   the  matter  was  sub- 
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mitted  to,  or,  rather,  requested  of  the  local  supervisor  of  loco- 
motive operation,  and  tliat  they  had  made  a  mistake  in  charging 
the  coal. 

Mr.  Carter:  Probably  an  error  by  a  clerk  in  the  train- 
master's office;  wasn't  that  true! 

Mr.  Robertson:  That  may  haye  been  true.  I  couldn't  state 
positively. 

Mr.  Carter:  Now,  have  you  any  other  remarks  you  desire 
to  make  with  regard  to  coal  consumption? 

Mr.  Robertson:  Well,  I  might  say  this.  After  reading  what 
I  have  concerning  the  amount  of  fuel  consumed  by  the  locomo- 
tives today,  which  is  referred  to  in  the  first  .chapter— the  first 
two  chapters  of  our  book  here,  and  particularly  under  the  head- 
ing ^'Necessit}^  for  Two  Firemen,"  wherein,  many  of  the  railroad 
officials,  assembled  in  their  association  meetings,  refer  to  the 
necessity  for  emancipating  the  fireman  from  the  large  amount 
of  coal  that  he  is  shoveling  today  into  these  modern  locomotives, 
and  where  they  refer  to  the  necessity  for  reducing  the  hours  of 
labor,  and  where  they  refer  to  placing  two  firemen  on  the  loco- 
motive, or  a  stoker,  and  where  they  refer  to  the  limit  of  human 
endurance  having  been  reached  in  the  matter  of  firing  these 
modern  locomotives,  it  is  my  impression  that  there  is  more  coal 
being  shoveled  into  these  large  locomotives  today  than  there  was 
in  the  locomotives  a  few  years  ago,  regardless  of  what  figures 
might  show  to  the  contrary.  The  expression  of  the  railway 
officers  themselves  has  left  that  impression  with.  me.  I  think 
they  establish  that  fact  themselves. 

Mr.  Carter:     That  is  all. 

Mr.  Byram:  Mr.  Robertson,  in  one  of  those  excerpts  that 
you  read,  something  was  said  about  an  adjustment  at  the  end 
of  the  mouth.    What  does  that  mean? 

Mr.  Robertson:     Of  coal  per  month? 

Mr.  Byram:     Coal  adjusted,  yes. 

Mr.  Robertson:  Why,  as  I  understand,  it  means  that — and 
this  is  my  opinion,  of  course  I  can  only  offer  an  opinion  upon 
what  another  man  has  said — 

Mr.  B^Tam:     You  have  been  a  fireman,  haven't  you? 

Mr.  Robertson:  Yes,  sir,  my  understanding  of  that  is 
that  at  the  end  of  the  month,  for  instance,  if  a  railroad  com- 
pany has  a  thousand  tons  of  coal  at  a  certain  chute,  and  at 
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the  end  of  the  month  that  coal  was  all  gone,  but  there  only 
appeared  a  credit  of  750  tons  to  the  locomotives  that  there  would 
have  to  be  a  pencil  adjustment  of  250  tons,  in  order  to  make  it 
balance. 

Mr.  Byram:  How  would  they  find  out  that  they  had  a 
thousand  tons  on  hand? 

Mr.  Robertson:  Why,  I  presume  that  would  show  in  the 
record  of  the  coal  received  at  the  chute. 

Mr.  Byram :  By  the  weight  of  the  coal  in  the  cars,  I  sup- 
pose? 

Mr.  Robertson :     I  presume  so,  yes. 

Mr.  Byram:  Then,  this  adjustment,  I  understand,  would 
be  to  distribute  what  errors  had  been  made  in  charging  the  coal 
to  the  different  engines,  to  the  engines  that  had  taken  coal  at  the 
chutes  during  the  time  of  consumption  of  that  thousand  tons? 

Mr.  Robertson :     That  is  my  understanding. 

Mr.  Byram:  So  that  the  discrepancy  would  be  between 
the  amounts  charged  to  the  individual  engines,  rather  than  the 
total  amount  charged  to  the  locomotives? 

Mr.  Robertson :    Yes,  sir,  a  great  deal  of  it  would  be  there. 

Mr.  Byram:  Then  the  effect  on  the  coal  charges,  that  is 
the  cost  of  coal  used  by  those  locomotives,  would  not  be  changed, 
would  it?  The  thousand  tons  of  coal  would  still  be  charged  to 
all  the  locomotives? 

Mr.  Robertson:  It  would  be  charged  to  the  locomotives, 
yes,  sir. 

Mr.  Byram:  The  only  difference  would  be  that  it  would 
be  necessary  to  make  an  adjustment  between  the  individual 
locomotives? 

Mr.  Robertson:     Between  the  individual  locomotives. 

Mr.  Byram :  As  to  the  amount  of  coal,  and  to  correct  any 
errors  that  might  have  been  made  in  charging  it  out  as  they 
took  it  from  the  chute? 

Mr.  Robertson:  I  don't  know  how  far  they  carry  it  out, 
I  could  not  say  as  to  that. 

Mr.  Byram :  But  that  is  what  the  adjustment  is  for,  is  it 
not? 

Mr.  Robertson :  That  would  be  my  understanding  of  it,  yes, 
sir. 
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Mr.  Byram :  That  would  not  affect  the  total  amount  of  coal 
consumed  by  all  the  locomotives,  would  it? 

Mr.  Eobertson:    Yes,  sir. 

Mr.  Byram:    How  would  it? 

Mr.  Eobertson :  Well,  not  that  particular,  no ;  that  would 
not  affect  it,  no,  sir. 

Mr.  Byram:  The  thousand  tons  of  coal  would  still  have 
been  consumed  by  locomotives? 

Mr.  Eobertson :  It  would  be  charged  to  locomotives,  yes, 
sir. 

Mr.  Byram :  And  it  would  be  a  correct  charge  to  the  loco- 
motive service,  except  that  it  would  not  be  charged  correctly  to 
the  individual  locomotives? 

Mr.  Eobertson:  I  could  not  say  as  to  that.  I  don't  know 
how  you  determine  a  correct  charge  to  the  locomotives.  If  part 
of  that  thousand  tons  that  was  delivered  to  that  coal  chute  was 
consumed  around  the  roundhouse,  five  hundred  tons  of  it,  and 
that  was  charged  to  the  locomotives,  why  that  would  be  a  ques- 
tion of  opinion,  I  guess. 

Mr.  Byram:  All  the  coal  that  is  taken  through  the  coal 
chutes  goes  onto  the  locomotives,  does  it  not? 

Mr.  Eobertson:  I  couldn't  say.  I  have  seen  lots  of  it  that 
did  not  go  onto  locomotives. 

Mr.  Byram:     Where  does  it  go? 

Mr.  Eobertson :     Into  the  roundhouse. 

Mr.  Byram :     How  does  it  get  into  the  roundhouse  ? 

Mr.  Eobertson :  The  men  run  up  there  with  a  coal  car  and 
take  it  down  there  to  fire  a  boiler  with. 

Mr.  Byram:     They  pick  up  coal  around  the  coal  chute? 

Mr.  Eobertson:     Yes,  sir. 

Mr.  Byram :  That  is  a  small  part  of  the  tonnage  that  goes 
through  the  chute,  isn't  it? 

Mr.  Eobertson :  I  presume  it  would  be,  yes ;  but  it  would 
all  be  charged  to  the  locomotives  evidently ;  if  all  the  coal  that 
goes  up  on  the  chutes  is  later  charged  to  the  locomotives  regard- 
less of  where  it  is  consumed,  it  would  not  in  the  end  show  that 
the  locomotives  burned  all  the  coal  that  goes  to  the  chutes. 

Mr.  Byram :  Do  not  the  locomotives  use  practically  all  of 
the  coal  that  goes  to  the  coal  chutes  and  is  delivered  to  the  tanks  ? 

Mr.  Eobertson :     That  is  put  on  the  tanks  ? 
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Mr.  Byram:    Yes. 

Mr.  Kobertson :  I  would  say  that  they  use  the  most  of  it, 
yes. 

Mr.  Byram:  The  difference  you  refer  to  is  the  small 
amount  that  droi)s  off  the  side  of  the  tank  when  it  is  being 
delivered  at  the  chute? 

Mr.  Robertson:  No,  I  don't  refer  to  that  particularly. 
Any  coal  they  might  take  from  the  coal  chute  to  use  at  the  round- 
house or  anywhere  else,  if  it  is  all  charged  to  locomotives — 
and  I  am  not  saying  it  is,  because  I  don't  know  how  far  you 
carry  that,  I  am  only  speaking  from  what  I  have  learned  in  this 
reading,  I  don't  know  your  system  thoroughly  enough  to  say 
as  to  that. 

Mr.  Byram:  But  what  you  are  speaking  about,  as  to  the 
amount  of  coal  delivered  to  the  locomotives,  that  would  not 
affect  the  total  amount  charged,  would  it,  to  locomotives,  except 
as  to  individuals  particularly,  in  the  adjustment  at  the  end  of 
the  month  1 

Mr.  Eobertson :  It  would  affect  it  as  being  charged  to  the 
fireman  or  engineer,  yes,  sir. 

Mr.  Park:  Have  you  any  knowledge  that  such  screenings 
or  slack,  or  pick-up  that  may  be  taken  from  under  the  chutes 
is  not  charged  to  the  roundhouse? 

Mr.  Robertson:     Have  I  any  knowledge? 

Mr.  Pai'k:     Yes,  that  that  is  not  done. 

Mr.  Robertson:  Only  information  from  what  the  other 
gentlemen  there  said,  that  all  coal  coming  up  in  the  chutes  was 
eventually  charged  to  the  engines. 

Mr.  Park:  But  you  referred  to  the  coal  that  had  fallen 
from  tile  tanks  of  engines  hj  reason  of  perhaps  too  much  coming 
through  the  spout? 

Mr.  Robertson:    Yes,  sir. 

Mr.  Park:  As  occurs  at  all  coal  chutes,  that  is,  for  one 
week  or  one  month,  depending  upon  the  amount  of  coal  taken. 
If  an}^  of  this  coal  after  it  is  put  up  is  taken,  or  should  be  taken 
to  the  roundhouse  or  any  part  of  the  shop  plant,  have  you  any 
knowledge  that  that  is  not  charged  to  the  roundhouse  or  to  the 
shop  plant,  and  deducted  from  the  amount  used  on  locomotives? 

Mr.  Robertson:    I  have  had  knowledge  from  practical  ex- 
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perience,  yes,  sir.    I  have  taken  many  cars  from  the  coal  chutes 
to  tlie  roundhouse,  and  used  it,  myself. 

Mr.  Park:  Do  you  know  that  that  was  not  charged  to  the 
roundhouse  or  to  the  machine  shop? 

Mr.  Eobertson:  We  had  to  make  out  the  coal  slips,  and 
we  charged  it  all  to  the  engines. 

Mr.  Park:  What  proportion  of  the  coal  that  falls  from 
engines  was  diverted  that  way? 

Mr.  Robertson:  I  could  not  say  what  proportion.  If  we 
wanted  any  coal,  we  went  to  the  coal  dock  and  got  it,  but  it  was 
all  charged  to  the  engines. 

Mr.  Park:     Were  you  instructed  to  handle  it  that  wav? 

Mr.  Robertson:  We  had  no  instructions.  Our  instructions 
were,  all  coal  put  up  in  the  chutes,  we  charged  it  to  the  engines. 
There  really  wasn't  any  particular  instructions. 

Mr.  Park:  Isn't  it  a  fact  that  they  take  coal  from  under 
the  chutes,  and  generally  shove  it  up  into  the  chutes  over  again? 

Mr.  Robertson:     I  could  not  say,  I  am  sure. 

Mr.  Park:     That  is  all. 

The  Chairman:  What  amount  of  coal  do  you  carry  in  going 
to  the  roundhouse  ?    Hoav  much  coal  would  you  take,  a  carload  ? 

Mr.  Robertson:  We  used  to  have  a  flat  car,  Mr.  Chairman, 
and  whenever  we  wanted  coal  for  the  roundhouse,  we  would  run 
it  up  there,  load  it  up  and  run  it  down  to  the  shop. 

Mr.  Park :  But  the  proj^er  method  would  be  to  charge  that 
up  to  the  Mechanical  Department,  would  it  not? 

Mr.  Robertson:  That  would  be  my  opinion,  yes,  but  if  you 
.charge  all  the  coal  that  goes  up  in  the  chute  to  the  locomotive 
and  then  later  charge  that  the  firemen  burn  all  the  coal  that 
goes  up  in  the  chute,  and  you  have  a  railroad  one  hundred  miles 
long,  and  twenty  locomotives  on  that  railroad,  each  of  them 
making  a  trip  over  the  division  a  day,  burning  twenty-five  tons 
of  coal  per  day,  you  are  charging  five  hundred  tons  of  coal  to 
those  tw^enty  locomotives.  If  you  paid  the  fireman  ten  dollars 
a  day  for  firing  over  that  division,  you  would  be  paying  two 
hundred  dollars  every  day  for  burning  five  hundred  tons  of 
coal,  or,  for  a  thousand  dollars,  you  bum  twenty-five  hundred 
tons  of  coal,  and  if  you  start  a  fuel  campaign,  or  any  investi- 
gation, you  find  that  there  are  two  and  a  half  tons  of  coal  being 
consumed  in  this  terminal,  at  the  roundhouse,  in  firing  up  these 
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locomotives,  and  all  of  this  has  formerly  been  charged  to  this 
thousand  dollars  and,  tlirough  your  fuel  account  you  eliminate 
those  two  and  a  half  tons  that  you  are  losing  at  the  terminal,  or 
10  per  cent,  you  will  then,  without  increasing  the  firemen's 
wages,  show  you  are  only  burning  two  thousand  tons  of  coal, 
but  still  you  are  paying  the  fireman  for  the  additional — 

Mr.  Park:  I  understand  all  that  theoretically;  but  joa 
seem  to  imply  from  the  testimony,  that  there  is  a  conspiracy  on 
the  loart  of  the  railroad  officials  to  take  coal  from  one  account 
and  use  it  in  another.  If  you  were  handling  that  coal  and 
handled  it  in  that  way  on  this  particular  railroad,  weren't  you 
a  party  to  a  conspiracy  of  that  kind?  You  knew  that  any  coal 
used  at  the  roundhouse  or  shop  should  be  charged  to  the  round- 
house or  shop,  no  question  about  that? 

Mr.  Eobertson:  When  I  did  that  I  never  thought  about 
conspira,cy.  That  was  when  I  worked  in  the  roundhouse.  I 
worked  there  three  years  and  a  half. 

Mr.  Park:    In  what  capacity? 

Mr.  Robertson:  Well,  in  every  capacity  except  that  of  fore- 
man. I  started  in  as  wiper,  and  when  I  quit  I  had  charge  of 
washing  the  boilers  out  in  the  shop — when  I  went  firing.  I 
worked  at  all  kinds  of  jobs  in  the  railroad  shop,  even  to  car 
repairing,  but  I  had  no  idea  of  the  extent  of  the  coal  records, 
and  the  trouble  that  railroad  officials  have  in  trying  to  correctly 
account  for  their  ,coal.  I  appreciate  that  it  is  quite  a  task  for 
a  railroad  to  properly  account  for  the  coal^  for  the  shortages, 
and  so  on,  and  they  do  not  seem  to  have  a  great  deal  of  trouble 
insofar  as  accounting  for  shortages  is  concerned  in  the  coal 
chute;  at  least,  the  last  report  of  the  International  Railway  Fuel 
Association  would  make  it  appear  so. 

Mr.  Park :  What  experience  have  you  had,  if  any,  on  any 
other  railroad  except  the  Erie  ? 

Mr.  Robertson:  I  worked  on  the  Pennsylvania  Railroad 
for  some  time. 

Mr.  Park :  Have  you  had  any  experience  on  Western  rail- 
roads ? 

Mr.  Robertson:    No,  sir,  never. 

Mr.  Park:    You  don't  know  anything  about  their  practice? 

Mr.  Robertson :    No. 

Mr.  Park:     That  is  all. 
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GROSS  EXAMINATION. 

Mr.  Sheean :  Mr.  Robertson,  the  practice  generally,  as  you 
gather  it  from  your  readings  and  observation,  is  to  have  the 
engineer  in  some  manner  either  receipt  for  coal  from  time  to 
time,  or  make  a  record  of  some  sort  of  the  requirements  of  his 
engine  1 

Mr.  Robertson :     That  is  the  general  practice,  yes,  sir. 

Mr.  Sheean :  Of  course,  there  is  not  on  the  road  an  actual 
weighing  of  the  engine  with  the  tank  partially  filled,  and  then 
an  actual  weighing  of  the  engine  after  it  is  supplied  with  coal, 
but  the  engineer  knows  whether  or  not  he  does  receive  what  he 
has  requested  at  the  coal  chute,  in  a  general  way  ? 

Mr.  Robertson :  In  a  great  many  cases,  of  course,  he  does 
not  note  that  because — 

Mr.  Sheean :  I  mean  observes  it.  The  engineer  generally 
sees  that  he  is  not  charged  up  with  much  more  coal  than  what 
he  thinks  he  gets. 

Mr.  Robertson :  You  understand  that  in  pool  freight  serv- 
ice, when  an  engineer  brings  an  engine  in,  he  does  not  take  it 
out.  After  he  marks  up  on  the  book  the  amount  of  coal  that  the 
engine  should  take,  he  goes  home,  and  probably  his  engine  is 
standing  down  here  on  that  incoming  track  and  will  probably 
stand  there  for  an  hour  or  two,  and  he  is  home  when  the  coal  is 
put  on,  so  the  next  time  he  goes  out  he  is  on  another  engine. 

Mr.  Sheean :  A  record  is  made  by  the  people  who  put  coal 
on,  of  what  is  put  on  there,  on  that  particular  engine  ? 

Mr.  Robertson:     I  don't  know  how  that  is  handled  there. 

Mr.  Sheean:  You  have  not  observed  just  what  the  detail 
of  that  is? 

Mr.  Robertson:  I  don't  know  just  exactly  what  they  do. 
I  have  just  seen  them  run  their  pencil  through  the  book,  mark 
on  so  much  coal  on  the  book. 

Mr.  Sheean:  That  is,  if  ten  tons  are  requested,  they  may 
record  that  they  put  only  eight  tons,  or  may  record  they  put  on 
twelve,  although  the  request  was  for  ten  tons  f 

Mr.  Robertson :  Or  if  they  put  on  eight,  they  may  charge 
ten  in  order  to  balance  their  account  at  the  coal  chute. 

Mr.  Park:  Isn't  it  a  fact  that  the  Western  roads  use  coal 
tickets  specifying  three  tons,  five  tons,  and  so  on? 
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Mr.  Eobertson :     A  great  many  of  them  do,  yes,  sir. 

Mr.  Sheean:  The  actual  tons,  as  you  have  stated  there, 
they  do  not  ascertain  by  weighing  the  engine  with  a  part  of  the 
coaH 

Mr.  Robertson :     I  do  not  understand  any  of  them  do  that. 

Mr.  Sheean :  But  they  are  based  upon  so  many  clam  shells 
or  scoops,  or  w^hatever  they  load  with,  and  in  that  way  estimate 
the  number  of  tons  that  are  put  on  at  the  end  of  the  month,  or 
the  end  of  the  time  period  that  Mr.  Byram  has  referred  to  here, 
when  that  thousand  tons  of  coal  went  into  the  coal  chute,  which 
is  designed  for  locomotive  use,  isn  't  it  I 

Mr.  Robertson:     That  is  mj^  understanding,  yes. 

Mr.  Sheean :  Save  and  except  the  pick-ups  that  may  result 
from  overflow  and  things  of  that  sort,  coal  going  into  the  coal 
chutes  is  designed  and  intended  for  locomotive  use,  and  is  so 
used? 

Mr.  Robertson :     That  is  my  understanding. 

Mr.  Sheean:  "With  the  knowledge  that  one  thousand  tons 
of  coal  went  in,  and  on  the  individual  tickets  of  the  engineers, 
only  seven  hundred  and  fifty  tons  is  accounted  for,  that  adjust- 
ment that  has  been  referred  to  is  made,  accounting  for  the  other 
two  hundred  and  fifty  tons  of  coal? 

Mr.  Robertson :     That  is  my  understanding,  yes,  sir. 

Mr.  Sheean:  Whether  or  not  that  operates  fairly  as  be- 
tween the  different  engineers  would  not  change  the  general  re- 
sult that  that  coal  partly  has  been  used  by  engines  which  have 
been  loaded  at  that  tank,  at  that  coal  chute,  the  greater  part 
of  it? 

Mr.  Robertson:     Oh,  yes. 

Mr.  Sheean:  In  making  distribution,  the  usual  practice  is 
to  distribute  that  two  hundred  and  fifty  tons  on  the  basis  of  the 
miles  made  by  the  engines  which  were  loaded  at  that  tank  or  at 
that  coal  chute  ? 

Mr.  Robertson:  I  could  not  say  as  to  the  method  of  dis- 
tribution :  I  do  know  that  some  of  the  statements  in  here  show 
that  some  men  at  coal  chutes  have  charged  certain  engines  with 
a  certain  amount  of  coal,  or  distributed  that  coal  to  two  or  three 
engines.  I  don't  know  what  their  general  method  of  distribu- 
tion is. 

Mr.  Sheean :  In  arriving  at  the  general  result  of  how  much 
coal  was  used  by  all  locomotives  loaded  at  that  chute  during  the 
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moiitli,  the  only  error  or  inaccuracy  that  j^ou  know  of  is  the 
small  amount  that  may  result  from  these  pick-ups? 

Mr.  Robertson:  And  the  shrinkage  would  amount  to  two 
per  cent? 

Mr.  Sheean :  And  the  shrinkage  would  amount  to  two  per 
cent,  that  is  between  the  ingoing  coal  and  the  outgoing  coal. 

Mr.  Eobertson :  From  the  time  that  it  is  mined,  if  it  does 
not  stand  too  long. 

There  is  another  question  there,  Mr.  Sheean,  that  I  was  not 
able  to  grasp.  Do  they  charge  the  total  amount  of  coal  in  the 
chute  as  being  the  same  tonnage  that  leaves  the  mine? 

Mr.  Sheean:  I  don't  know,  Mr.  Robertson.  I  am  asking 
what  your  observation  has  been  from  these  various  statistics 
that  you  have  introduced  here. 

Mr.  Robertson :  The  reason  I  brought  that  point  up  is  that 
if  there  is  a  loss  enroute  that  would  also  be  charged  to  these 
locomotives. 

Mr.  Sheean :  That  is  the  same  loss  that  people  buying  coal 
by  the  carload  and  paying  the  mine  weight  for  it,  would  sustain ; 
the  purchasers  of  coal  from  the  coal  mines,  and  who  accept  and 
pay  for  the  mine  weights,  would  be  influenced  and  affected  in 
just  the  same  way,  as  this  proposition  of  your  account  here, 
would  they  not? 

Mr.  Robertson :     That  would  be  my  understanding. 

Mr.  Sheean :  That  would  amount  to  about  two  per  cent 
shrinkage,  if  that  was  done.  In  this  overflow,  or  pick-up  that 
you  speak  of,  where  coal  is  loaded  at  chutes,  what  has  your 
observation  been  as  to  what  percentage  that  would  be,  or  are 
you  able  to  state? 

Mr.  Robertson :     I  cannot  state,  no,  sir. 

Mr.  Sheean :  You  spoke  of  your  conclusion  that,  generally 
speaking,  more  coal  is  now  being  shoveled  into  the  larger  en- 
gines? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Sheean:  You  know  also  that,  generally  speaking,  the 
larger  engines  into  which  more  coal  is  thus  shoveled,  pay  a 
higher  rate  to  the  fireman?  Whether  or  not  the  higher  rate  thus 
paid  the  firemen  is  greater  proportionately  than  the  amount  of 
coal,  3'ou  have  not  attempted  to  analyze;  that  is,  whether  the 
increased  rate  paid  firemen  on  the  larger  engines  over  the  small 
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engines  is  greater,  proportionately,  than  is  the  proportion  of 
more  coal  in  the  larger  engines,  you  have  not  attempted  to  figure 
out  or  decide? 

Mr.  Eobertson:  There  is  a  case  in  here  on  page  45,  you 
will  find  there,  where  the  increased  coal  consumed  by  the  loco- 
motive fireman  on  a  Mallet  engine  over  a  Consolidation  engine, 
is  about  56  per  cent. 

Mr.  Sheean:  On  that  particular  road  about  what  is  the 
rate  paid  firemen  on  the  Mallet,  as  compared  with  the  smaller — 

Mr.  Robertson :     The  fireman  gets  four  dollars  a  day. 

Mr.  Sheean:  On  the  small  engine  with  which  this  com- 
parison is  made,  what  is  the  fireman's  rate? 

Mr.  Eobertson:  I  could  not  say.  I  would  have  to  get  in- 
formation on  that? 

Mr.  Sheean:     About  $2.80? 

Mr.  Robertson:     No,  it  is  at  least  $3.55. 

Mr.  Sheean:     At  least  $3.55? 

Mr.  Robertson:  That  would  be  my  understanding.  Mr. 
Phillips,  what  does  the  Union  Pacific  pay  for  a  Consolidation 
engine  weighing  about  200,000  jiounds  on  drivers? 

Mr.  Phillips:     I  think  your  figure  is  about  right. 

Mr.  Robertson:     $3.55  or  $3.75.     "Where  is  D.  W.  Smith? 

Mr.  D.  W.  Smith:     $3.55. 

Mr.  Sheean:     On  Consolidation  engines? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Sheean :     And  the  Mallet  engines  ? 

Mr.  Robertson :     Four  dollars. 

Mr.  Sheean:  So  in  that  particular  case,  the  percentage  of 
increase  as  between  the  coal  consumed  and  the  advanced  pay  of 
firemen  is  not  the  same  in  advanced  pay  as  it  is  in  coal  con- 
sumption ? 

Mr.  Robertson:     No,  sir. 

Mr.  Sheean :  Is  that  the  only  case  in  which  you  have  made 
any  observation? 

Mr.  Robertson :  The  only  cases  on  which  I  care  to  express 
any  opinion,  Mr.  Sheean,  are  the  ones  that  did  come  under  my 
observation,  yes,  sir. 

Mr.  Sheean :    That  is  the  only  one  ? 

Mr.  Robertson :    Yes,  sir ;  to  your  question. 

Mr.  Sheean :    I  think  you  did  call  attention  in  one  of  these 
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exhibits,  the  other  day,  to  the  percentage  of  increase  of  coal  con- 
sumption being  less  than  the  percentage  of  increase  to  firemen? 

Mr.  Eobertson :     That  was  the  same  one,  I  think. 

Mr.  Sheean:    "V\Tiat  one  is  that  I 

Mr.  Eobertson :     On  page  45,  I  think. 

Mr.  Sheean:     Page  45? 

Mr.  Eobertson:  Page  45.  It  shows  a  Consolidation  en- 
gine on  the  Union  Pacific  burned  32,029.66  pounds  of  coal  on  a 
trijD  where  a  Mallet  burned  50,100.83. 

Mr.  Sheean :  That  is  per  thousand  ton  miles  in  which  that 
increase  is  made? 

Mr.  Eobertson:  No,  increase  taking  the  total  amount  of 
coal  that  the  fireman  shoveled  on  the  trip,  shows  that  on  the 
277  Consolidation  he  shoveled  32,029.66  pounds  of  coal,  where 
on  the  Mallet  he  shoveled  50,100.83  pounds  of  coal,  a  difference 
of  56  per  cent. 

Mr.  Burgess:     l\niat  page  is  that  on? 

Mr.  Eobertson:     That  is  on  page  45. 

Mr.  Sheean:     And  what  is  the  277  and  288  column  there? 

Mr.  Eobertson:     I  don't  just  understand  you. 

Mr.  Sheean:  The  comparison  there,  as  I  get  it,  reading 
back  on  the  other  page,  is  that  the  Mallet  engine  was  pulling 
the  same  train  as  tAvo  Consolidation  engines. 

Mr.  Eobertson:  You  see  there  are  two  comparisons  there. 
There  is  the  Mallet  compared  with  two  Consolidations,  and  the 
Mallet  compared  mth  one  Consolidation.  Your  question,  as  I 
understood  it,  was  whether  or  not  the  increase  in  money 
amounted  to  the  same  to  the  locomotive  fireman  on  the  large 
engine  as  on  the  small  engine;  that  if  the  increase  of  coal  con- 
sumption, rather,  in  percentage,  amounted  to  as  much  as  the 
increase  of  wages  and  this  would  show  that  the  increased  coal 
consumption  was  56  per  cent  more  on  the  Mallet  than  on  the 
.one  Consolidation. 

Mr.  Sheean:  But  those  Consolidations  were  run  together 
in  one  train,  on  the  head  end  of  the  train,  were  they  not? 

Mr.  Eobertson:  One  trip  was,  but  the  one  I  referred  to 
was  a  Consolidation,  run  all  alone  at  277 — there  on  the  end,  277 
Consol. 

Mr.  Sheean :  Oh,  and  what  you  are  speaking  of  is  the  com- 
parison with  the  one  engine  alone? 
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Mr.  Eobertson:  Yes.  sir;  I  have  confined  it  to  the  two 
firemen  separately.  I  might  add  to  that  also,  Mr.  Sheean,  if 
you  will  look  into  the  proceedings  for  the  Traveling  Engineers 
for  the  same  year,  you  a\^11  find  where,  on  the  Great  Northern 
Eailroad,  a  test  trip  was  made  to  ascertain  the  amount  of  coal 
consumed  between  a  Mallet  locomotive  and  a  Consolidation, 
and  it  shows  that  the  Mallet  locomotive  consumed  over  62  per 
cent  more  coal  than  the  Consolidation. 

Mr.  Sheean :     There  is  a  comparison  made,  I  think,  at  page . 
22,  to  which  Mr.  Carter  called  attention,  in  which  there  was 
apparently  a  saving  of  43  per  cent  in  the  fuel. 

Mr.  Robertson :     Per  1,000  ton  miles. 

Mr.  Sheean :     Per  1,000  ton  miles  ? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Sheean:  While  there  was  a  reduction  in  the  wages, 
or  a  saving  in  wages,  rather,  of  only  27.6  per  cent? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Sheean:  So  that  the  decreased  consumption  of  coal 
there,  per  1,000  ton  miles,  that  is,  the  decrease  in  coal  was  greater 
than  the  decrease  in  the  wages  paid  engineers  and  firemen  in 
that  particular  example? 

Mr.  Robertson:  I  don't  understand  what  you  mean  there, 
Mr.  Sheean. 

Mr.  Sheean:  They  refer  to  the  costs  on  this  page  22,  do 
thev  not? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Sheean:    And  on  the  saving  in  cost  of  coal — 

Mr.  Robertson:     Yes,  sir. 

Mr.  Sheean:  (Continuing) — the  saving  in  cost  of  coal  was 
greater  than  the  saving  in  cost  of  engineers  and  firemen  ? 

Mr.  Robertson:  Yes,  sir.  When  you  speak  of  it  in  1,000 
ton  miles.  Rut,  you  cannot  measure  the  work  of  a  fireman, 
or  the  amount  of  coal  he  shovels  per  trip,  by  thousand  ton  miles, 
by  any  means. 

Mr.  Sheean:  That,  of  course,  is  true  of  all  tables  that  are 
submitted  here  with  reference  to  the  reducing  of  firemen's  w^ages 
or  compensation  to  the  ton  mile  basis? 

Mr.  Robertson:  When  you  refer  to  1,000  ton  mile  basis  in 
this  particular  case,  why — well,  I  don't  know  of  any  other  tables 
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that  have  been  introduced  here;  I  have  not  read  anv  of  the 
proceedings  in  this  arbitration,  or  anybody  else's  exhibits,  but 
when  you  speak  of  a  fireman's  wages  in  1,000  ton  miles  you  are 
a  long  ways  from  knowing  what  the  fireman's  wages  are. 

Mr.  Sheean :  Precisely,  and  whenever  you  reduce  anything 
to  ton  miles,  whether  it  be  1,000  ton  miles  or  10  ton  miles,  you 
are  merelj'  making  a  comparison  of  cost,  and  not  at  all  a  com- 
parison of  wages? 

.  Mr.  Robertson:     I  couldn't  say  as  to  that. 

Mr.  Sheean:  Well,  you  are  a  long  way  from  getting  any 
result  as  to  wages  when  you  reduce  it  to  a  ton  mile  basis,  whether 
it  be  1,000  ton  miles,  or  1  ton  mile,  or  anything  else? 

Mr.  Robertson:  I  draw  mv  conclusion  from  this,  Mr. 
Sheean;  this  shows  43  per  cent  saving  in  the  fuel  per  1,000  ton 
miles.  If  3^ou  will  turn  over  to  page  45,  it  shows  a  saving  there, 
per  1,000  ton  miles  in  fuel,  of  7.6  per  cent,  but  when  you  come 
to  measure  the  amount  of  fuel  that  the  fireman  is  shoveling  per 
trip,  you  will  find  that  his  labor  has  increased  56  per  cent. 

Mr.  Sheean:     On  the  actual  amount  of  coal  shoveled  there? 

Mr.  Robertson:    Yes,  sir. 

Mr.  Sheean:  As  to  what  length  of  time  he  consumed  in 
shoveling  that  coal,  of  course,  this  table  gives  no  idea  at  all? 

Mr.  Robertson:     The  length  of  time? 

Mr.  Sheean:     The  length  of  time,  yes. 

Mr.  Robertson:  Yes,  he  was  eight  hours  and  fifty  minutes 
shoveling  that  coal. 

Mr.  Sheean:     On  the  single  Consolidation? 

Mr.  Robertson:  No,  on  the  Mallet.  The  single  man  was 
six  hours  and  forty  minutes. 

Mr.  Sheean:     Six  hours  and  forty  minutes? 

Mr.  Robertson:     Yes. 

Mr.  Sheean:  And  on  the  larger  engine  he  was  eight  hours 
and  fifty  minutes  ? 

Mr.  Robertson:     Eight  hours  and  fifty  minutes,  yes. 

Mr.  Sheean:  Mr.  Robertson,  any  comparison  merely  on  the 
ten  mile  basis  has  no  relation  at  all  to  the  wages  of  firemen, 
has  it? 

Mr.  Robertson:     I  couldn't  say. 

Mr.  Sheean:    I  think  that  is  all. 
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RE-DIRECT  EXAMINATION. 

Mr.  Carter:  In  regard  to  the  last  subject  discussed,  I  fmd, 
on  page  45,  that  you  show  that  the  coal  consumed  by  the  one 
fireman  increased  56  per  cent. 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  1  understand  the  ditTeren,ce  in  the  rates  be- 
tween that  engine  and  the  Consol.,  was  the  difference  between 
$3.55  and  $4,  an  increase  of  12.7  per  cent. 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:    In  wages? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Does  this  table  show  that  while  the  fireman's 
wages  on  the  Mallet  was  12.7  per  cent  greater  than  on  the 
Consol.,  that  the  amount  of  coal  he  consumed  on  the  Mallet  was 
56  per  cent  greater  than  on  the  Consol.  1 

Mr.  Robertson:     It  shows  exactly  that. 

Mr.  Shea:  Mr.  Robertson,  right  there,  do  you  know  what 
the  increased  tonnage  was  per  train! 

Mr.  Carter:  I  was  going  to  bring  that  out;  I  have  it 
checked. 

Mr.  Shea :     All  right. 

Mr.  Carter:  Now,  Mr.  Robertson,  in  the  second  line,  what 
was  the  difference  between  the  tonnage  hauled  by  these  two 
locomotives! 

Mr.  Robertson:  The  Mallets  tonnage  was  1,614.78  tons, 
while  the  tonnage  of  the  Consol.  was  952.95  tons. 

Mr.  Carter :    AVhat  was  the  gross  ton  mileage! 

Mr.  Robertson :  The  gross  ton  mileage  was  122,400.32  for 
the  Mallet,  and  72,233.61  for  the  Consol. 

Mr.  Carter :  Have  you  computed  the  increased  percentage 
there? 

Mr.  Robertson :     No,  sir,  I  have  not. 

Mr.  Carter :  Would  you  guess  that  it  was  80  per  cent,  with- 
out computing  it? 

Mr.  Robertson:    Well,  I  wouldn't  want  to  guess. 

Mr.  Carter:  Did  you  not  read  somewhere  in  one  of  your 
exhibits  Friday  that  a  fireman's  work  was  measured  in  locomo- 
tive miles,  while  the  company's  revenue  was  measured  in  ton 
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miles  1  If  you  did  not  read  it,  I  saw  a  headline  that  would  indi- 
cate that  was  in  the  exhibit,  or  something  to  that  effect? 

Mr.  Eobertson :  No,  it  stated  that  the  earnings  to  the  rail- 
roads were  measured  in  ton  miles,  while  the  expenses  were  meas- 
ured in  train  miles. 

Mr.  Carter:     It  meant  about  the  same  thing? 

Mr.  Eobertson:    Yes,  sir. 

Mr.  Carter:  This  distinction  between  ton  miles  or  1,000 
ton  miles,  and  train  and  locomotive  miles,  or  1,000  train  or  loco- 
motive miles  is  such,  is  it  not,  that  the  railroads  can  show  an 
enormous  increase  in  revenue  from  the  fireman,  and  show  little 
or  no  increase  in  wages,  compared  in  flat  amounts?  Say  30  cents 
increase  a  trip  for  a  fireman,  and  perhaps  $1,000  for  the  railroad 
in  ton  miles  ? 

Mr.  Robertson :  This  example  on  page  45  would  bring  that 
out. 

Mr.  Carter:  That  is  what  I  wanted  to  bring  out,  gentle- 
men, if  you  will  again  pardon  me.  When  counsel  for  the  rail- 
roads attempts  to  show,  that  because  of  ton  mile  statistics,  en- 
gineers and  firemen  have  either  had  their  wages  greatly  in- 
creased, or  their  labors  greatly  reduced,  it  is  evident  that  he 
has  not  solved  the  technical  intricacies  of  this  ton  mile  and  loco- 
motive mile  problem.  It  is  the  most  intricate  thing  that  is  in  the 
entire  movement.  I  am  sure  that  when  he  asks  his  question,  he 
himself  does  not  understand  it,  for  I  am  sure  he  would  not 
attempt  to  deceive  the  Board. 

Mr.  Sheean:  I  have  attempted  to  bring  out  that  the  ton 
miles  had  no  relationship  to  it,  Mr.  Carter.  If  we  can  agree  on 
that,  perhaps  we  could  read  Mr.  Lauck's  exhibits  out  of  the 
record  by  agreement. 

Mr.  Carter :  I  will  agree  that  ton  miles  affect  the  earnings 
of  railroads,  greatly.  It  only  affects  the  engineers  or  firemen 
by  increasing  their  labor. 

Mr.  Stone :  I  would  like  to  add  that  we  are  not  willing,  at 
any  stage  of  the  game,  to  read  Mr.  Lauck's  exhibits  out  of  the 
record.  We  will  leave  that  to  the  other  side  to  show  that  they 
are  untrue. 

Mr.  Carter:  And,  for  fear  it  may  be  understood  that  I 
intimated  as  much,  I  think  I  have  tried  to  bring  out,  gentlemen 
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of  tbo  Board,  by  this  Avituess  and  by  these  statements,  that  it 
is  a  change  in  the  method  of  accounting. 

Without  reading  it,  I  desire  to  call  your  attention  particu- 
larly to  the  following  paragraphs  on  page  58,  entitled  "Only 
Forty  Per  Cent  Charged  to  Engines"  in  1907.  On  page  60  an 
article  entitled  "Monthly  'Pencil  Adjustments,'  "  "Incorrect 
Distrilmtion  of  Fuel,"  and  "An  Estimate  or  a  'Wild  Guess.'  " 
I  shall  not  read  these,  but  desire  to  call  the  attention  of  the 
Board  to  the  same. 

Our  purpose  in  dwelling  upon  this  is  to  show  that  railroads 
might  have  honestly  made  reports  in  1907  that  showed  all  the 
coal  charged  to  locomotives ;  they  might  honestlj^  have  made  re- 
ports in  1913  that  showed  only  the  coal  charged  to  locomotives 
that  locomotives  actually  burned.  Presuming  that  these  reports 
were  made  in  this  manner,  that  there  is  an  improvement  in  the 
matter  of  coal  accounting  (which  we  grant),  and  that  the  rail- 
road was  honest  in  both  instances,  it  would  supply  the  Inter- 
state Commerce  Conunission  with  the  information  that  there 
had  been  a  decrease  in  coal  consumption  per  locomotive  mile  or 
per  fireman  mile.  Now,  w^e  confess  and  agree  that  that  might 
be  true.  Mr.  Lauck  has  admitted  that.  But  we  say  the  reason 
Mr.  Lauck  has  admitted  that  is  because  today  they  try  at  least 
to  only  charge  to  a  locomotive  the  coal  actually  consumed  by 
that  locomotive  in  the  sei'i'ice,  while  four  years  ago,  as  these 
statements  will  show,  only  40  per  cent,  I  think  it  was,  was 
charged  to  locomotives,  and  the  reason  we  have  dw^elt  so  long 
upon  this  is  because  we  have  absolute  faith  in  any  statement 
that  Mr.  Lauck  makes  here,  even  though  it  is  apparently 
against  us. 

Mr.  Park:  Mr.  Carter,  this  forty  per  cent  statement  was 
made  by  a  traveling  engineer  and  was  a  sort  of  guess,  was  it 
not,  just  his  opinion? 

Mr.  Carter:     I  imagine  it  was  a  guess. 

Mr.  Park:     He  did  not  have  any  figures? 

Mr.  Carter:  No,  he  didn't  have  any  figures;  just  simply 
an  estimate. 

Mr.  Shea :  Mr.  Carter,  is  it  a  practice  for  railroad  officials 
to  make  a  guess  or  an  estimate  of  their  records? 

Mr.  Carter:  In  this  instance,  Mr.  Shea,  I  confess  I  imag- 
ine he  just  simply  estimated  from  his  general  experience  that 
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it  was  that.  I  do  not  tliink  he  quoted  from  any  table  or  any- 
test.  I  think  it  was  just  an  estimate  of  his  as  to  just  what  was 
the  experience. 

Now,  Mr.  Eobertson,  to  prolong  this  a  little  bit;  was  there 
not  formerly  a  great  deal  of  coal  which  was  charged  to  locomo- 
tives used  in  the  cabooses  for  heating  trains,  heating  caboose 
cars,  freight  trains'? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  The  brakemen  would  go  over  and  get  some 
coal  at  the  coal  chute  to  put  in  the  caboose  stoves  1 

Mr.  Robertson:    Yes. 

Mr.  Carter:  Is  it  not  a  fact  that  brakemen  on  various 
roads  will  burn  a  fire  before  they  leave,  to  warm  their  hands! 

Mr.  Robertson :     They  do  it  yet. 

Mr.  Carter:     Don't  they  go  to  the  engine  and  get  the  coal? 

Mr.  Robertson :     A  great  many  times. 

Mr.  Carter :  Now,  in  firing  up  engines,  is  not  there  a  large 
amount  of  coal  used? 

Mr.  Robertson:  Yes,  sir.  On  some  railroads  they  over- 
charge the  ticket  a  ton,  in  order  to  account  for  the  firing  up. 

Mr.  Carter :  Is  it  not  sometimes  that  so  much  coal  is  used 
off  a  full  tank  in  this  manner  before  it  goes  out  again,  that  they 
have  to  take  coal  again? 

Mr.  Robertson:  On  the  Santa  Fe  we  sometimes  find  two 
or  three  tons  gone,  yes,  sir.  That  is  Mr.  Ludington's  report  to 
the  International  Railway  Fuel  Association,  last  May. 

Mr.  Carter:  And  he  finds  that  after  the  coal  has  been 
charged  to  the  engine,  and  the  engine  put  in  the  house,  as  much 
as  two  tons  will  be  taken  off  the  engine? 

Mr.  Robertson:  Two  and  three.  I  think  as  high  as  four, 
he  says,  sometimes,  when  they  lie  around  a  long  time. 

Mr.  Carter :  Then,  before  the  engine  goes  out  is  it  charged 
with  the  same  amount  of  coal  again  in  order  to  fill  the  tank? 

Mr.  Robertson :  They  fill  the  tank  up  before  they  leave  the 
terminal. 

Mr.  Carter:  Now,  if  the  charge  is  accurate,  as  Mr.  Lud- 
ington  wants  it  to  be,  that  amount  that  they  had  to  take  again 
is  charged  to  the  roundhouse,  is  it  not? 

Mr.  Robertson:    Yes,  sir. 

Mr.  Carter:    He  advocates  that? 
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Mr.  Robertson:     Yes. 

Mr.  Carter:  Now,  if  formerly  it  was  not  charged  to  the 
roundhouse,  would  not  that  make  a  great  difference? 

Mr.  Robertson:     I  would  think  so,  yes,  sir. 

Mr.  Carter:  Now,  you  have  been  speaking  of  your  personal 
experience  on  an  eastern  road.  One  of  the  western  men  wants 
me  to  ask  you  this  question.  Is  it  a  very  common  experience 
to  see  roundhouse  men,  on  cold  days,  on  top  of  engine  tanks  in 
roundhouses,  throwing  off  coal  to  iill  up  roundhouse  stoves 
with  ? 

Mr.  Robertson:     I  have  seen  a  great  many  of  them  do  it,  yes. 

Mr.  Carter:  That  was  a  western  man  who  asked  me  to  ask 
that  question. 

Mr.  Robertson:     I  have  seen  them  do  it  on  eastern  railroads. 

Mr.  Park:  That  is  where  they  don't  use  steam  heat  to  heat 
the  roundhouse? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  In  regard  to  the  engineer  receipting  for  coal, 
what  is  the  purpose  of  that  receipt,  jMr.  Robertson,  on  the  Erie 
Railroad,  where  you  investigated  in  1912? 

Mr.  Robertson:  The  purpose  is  to  try,  as  far  as  possible, 
I  presume,  to  keep  an  account  of  the  amount  of  coal  that  each 
engine  is  burning. 

Mr.  Carter:  Did  any  engineer  tell  you  that  the  officials  of 
the  company  were  remonstrating  against  them  putting  so  much 
coal  on  a  coal  ticket? 

Mr.  Robertson:  Yes,  sir,  I  had  one  engineer  tell  me  during 
my  investigation  there  that  the  supervisor  of  locomotive  opera- 
tion had  approached  him  concerning  the  amount  of  coal  he  had 
on  his  ticket.  He  told  him  his  engine  was  blowing,  or  that  his 
valves  were  blowing,  and  that  resulted  in  his  using  a  little  more 
coal  than  on  an  engine  where  the  valves  w^ere  tight,  and  he 
approached  him  .concerning  the  amount  of  coal  he  was  showing 
^n  his  ticket  and  remonstrated  with  him,  said,  ''You  are  showing 
entirely  too  much  coal."  Well,  he  says,  ''The  engine. is  burning 
it."  He  says,  "I  don't  care  whether  it  is  burning  it  or  not.  I 
want  you  to  cut  it  down."  "Well,"  he  said,  "If  you  want  it 
cut  down  I  will  cut  it  down."    So  I  presume  he  cut  it  down. 

Mr.  Carter:  In  closing  this  entire  matter,  if  it  is  a  fact 
that  because  of  the  earnest  effort  of  railroad  officials  to  adopt 
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an  accurate  method  of  accounting,  they  now  only  charge  to  a 
locomotive  that  which  is  actually  burned  by  a  locomotive,  and 
this  improvement  is  reflected  in  the  reports  of  the  railroads  to 
the  Interstate  Commerce  Commission,  it  might  show,  might  it 
not,  that  firemen  are  burning  less  coal  per  $1,000  in  wages  now 
than  they  were  four  or  five  years  ago? 

Mr.  Eobertson:  It  would  also  show  that  any  savings 
efi'ected  outside  of  the  savings  effected — 

Mr.  Carter:    Did  you  answer  yes  or  no  to  my  question? 
Mr.  Robertson:     Why,  the  savings,  yes,  sir. 
Mr.  Carter:     And  in  addition  to  that  it  would  be  the  savings 
that  they  have  brought  about  by  direct  economy.     Isn't  that 
true? 

Mr.  Robertson:     Yes,  sir. 
Mr.  Carter:     That  is  all. 

Mr.  Byram:  Mr.  Robertson,  did  I  understand  you  to  say 
you  knew  there  had  been  a  change  in — this  change  you  speak 
of — that  there  has  been  a  change  in  the  accounting  for  coal,  or 
that  you  just  assumed  if  there  had  been  a  change  there  would 
be  this  result? 

Mr.  Robertson:     A  change  in  accounting? 
Mr.  Byram:    Yes. 
Mr.  Robertson:     To  whom? 

Mr.  Byram :  Accounting  for  the  coal,  so  that  only  so  much 
is  burned  on  a  locomotive  is  now  charged,  while  formerly  there 
was  other  coal  used  and  charged  to  locomotives  on  the  Santa 
Fe — I  am  not  speaking  now  of  railroads  in  general. 

Mr.  Robertson:  I  cannot  speak  for  all  of  them.  I  will 
have  to  confine  my  opinion  to  those  I  have  read.  On  the  Santa 
Fe,  Mr.  Ludington's  paper  before  the  International  Railway 
Fuel  Association  last  year  says  that  they  have  discontinued  the 
matter  of  charging  to  the  engineer  the  coal  burned  in  the  round- 
house; while  they  still  pei"petuate  the  charging  to  the  ton  miles 
the  coal  necessary  to  operate  the  division,  they  don't  charge  to 
the  individual  engineer  the  amount  of  coal  that  is  burned  in  the 
roundhouse. 

Mr.  Byram:     That  was  this  year,  was  it  not,  1914? 
Mr.  Robertson:    Yes. 

Mr.  Byram:     So  their  change  in  pra,ctice  would  not  affect 
any  of  these  statistics,  would  it? 
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Mr.  Robertson:  Well,  the  practice  has  been  in  effect  there 
since  1909. 

Mr.  Byram:     1909? 

Mr.  Robertson:  Yes,  sir,  and  his  paper  was  presented  this 
year,  and  he  shows  a  comparison  there  between  1913  and  1909, 
shows  quite  a  saving  in  fuel.  He  first  shows  the  increase  in 
tonnage  on  the  railroad,  and  then  shows  the  saving  in  fuel  per 
ton  mile,  and  he  could  very  easily  show  that,  by  not  charging 
to  the  engines  the  coal  that  was  burned  in  the  roundhouse. 

Mr.  Byram:  That  is  one  railroad.  Do  you  know  whether 
other  railroads  have  changed  their  practices? 

Mr.  Robertson:    I  could  not  say,  no,  sir. 

Mr.  Byram:  Then  the  statement  as  to  general  practice 
such  as  you  made  was  only  founded  on  what  was  done  on  one 
railroad  ? 

Mr.  Robertson:  No,  I  was  going  to  say  this,  that  the  dis- 
cussion of  the  report  of  the  International  Railway  Fuel  Asso- 
ciation, Mr.  Ludington's  report,  will  substantiate  what  I  say 
concerning  the  remedy  being  made  and  the  changes  brought 
about  in  order  to  rectify  the  coal  accounting  on  the  different 
railroads,  both  east  and  west. 

Mr.  Byram:  You  don't  know  whether  those  changes  have 
been  put  in  effect? 

Mr.  Robertson:     I  couldn't  say,  no. 

Mr.  Byram:  Now,  this  two  per  cent  shrinkage  you  speak 
of,  that  has  always  prevailed  in  coal,  hasn't  it?  That  prevailed 
in  1909  just  as  well  as  in  1913? 

Mr.  Robertson:  I  guess  it  shows  up  in  coal  ever  since  they 
have  been  mining.  They  have  maintained  a  two  per  cent  in 
shrinkage.    That  is  what  is  usually  found. 

Mr.  Byram :  Have  not  they  always  had  to  keep  locomotives 
warm  in  the  roundhouse,  to  burn  fuel  to  keep  them  hot?  Haven't 
they  always  used  coal  in  engines  while  they  were  in  roundhouses, 
that  are  about  the  roundhouse  yard? 

Mr.  Robertson:  If  they  wanted  to  keep  them  hot  they 
would  have  to. 

Mr.  Byram:     That  practice  has  not  changed,  then? 

Mr.  Robertson :    Yes,  it  has  changed  considerably. 

Mr.  Byram:     How  is  that? 

Mr.  Robertson:     On  some  railroads  they  don't  use  coal  to 
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warm  up  a  locomotive.  They  are  saving  a  ton  every  time  they 
fire  them  up.    They  nse  shavings,  and  oil. 

Mr.  Byram :  To  keep  them  warm  ?  That  is  only  while  they 
are  starting  the  fire? 

Mr.  Robertson:    Yes. 

Mr.  Byram:  They  use  coal  to  keep  them  hot,  don't  they, 
the  same  as  they  did  before? 

Mr.  Robertson :     Oh,  yes,  that  is  general. 

Mr.  Byram:  The  difference  might  be  in  stating  whether 
they  used  wood  or  coal  or  oil? 

Mr.  Robertson:  There  is  considerable  difference  in  this 
respect.  Every  railroad  official  knows  there  has  been  quite  a 
campaign  in  the  matter  of  fuel  economy  on  all  the  railroads, 
and  I  have  known  superintendents  of  operation  at  the  terminals 
to  lay  down  the  rule  to  the  terminal  superintendent  as  to  how 
much  coal  each  locomotive  should  consume  while  she  is  lying  in 
the  terminal.  Now,  while  I  was  in  a  terminal  myself  taking 
care  of  locomotives  we  didn't  have  any  such  rule.  And,  of 
course,  as  their  own  statements  show,  the  employing  of  more 
highly  intelligent  men  to  handle  locomotives  in  the  terminals, 
such  as  hostlers,  has  shown  a  considerable  saving  in  the  coal 
consumed  at  the  terminals,  and  that  would  all  be  charged  out, 
or,  rather,  as  a  saving  that  is  now  going  to  coal  that  is  now 
being  consumed  by  the  engine. 

Mr.  Byram :  Did  you  use  any  more  coal  when  you  were  in 
a  roundhouse,  to  keep  an  engine  hot,  than  you  do  now?  To  keep 
it  warm  while  it  is  in  the  house  ? 

Mr.  Robertson:     Did  I? 

Mr.  Byram:  Yes.  Did  you  use  any  more  coal  then,  when 
you  had  no  instructions,  than  is  done  now? 

Mr.  Robertson:     Personally  I  didn't,  no. 

Mr.  Byram :     Then  it  would  not  change  the  situation  ? 

Mr.  Robertson:  I  have  seen  it  change  considerably,  yes, 
sir. 

Mr.  Park :  Mr.  Robertson,  does  the  Santa  Fe  pay  a  bonus 
to  the  engineers  and  firemen  in  handling  coal? 

Mr.  Robertson :     My  understanding  is  that  they  do  not. 

Mr.  Park :  They  do  not  ?  Do  they  keep  any  record  in  which 
they  show  the  names  of  the  individuals  as  to  the  use  of  coal? 

Mr.  Robertson  :     I  understand  they  do,  yes,  sir. 
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Mr.  Park:  That  is,  they  are  endeavoring  to  have  the  en- 
gineers and  firemen  compete  with  each  other  as  to  who  can  get 
over  the  road  with  the  least  amount  of  coal? 

Mr.  Robertson:  Yes,  sir:  A  great  many  of  the  western 
railroads  are  doing  that;  eastern,  also. 

The  Chairman:  Mr.  Robertson,  what  is  the  distinction,  if 
any,  between  a  locomotive  mile  and  a  train  mile? 

Mr.  Robertson :  "Well,  so  far  as  my  knowledge  goes,  Judge, 
I  couldn't  tell  you  that  there  is  any  difference. 

The  Chairman:  The  two  terms  have  been  used,  and  I  have 
been  trying  to  find  out  if  there  is  any  difference. 

Mr.  Robertson:  A  locomotive  mile  is  the  miles  a  locomo- 
tive runs,  while  a  train  mile  is  the  miles  the  train  runs. 

The  Chairman :  Usuallv  the  locomotive  has  to  be  attached 
to  the  train. 

Mr.  Robertson:  I  am  not  well  enough  informed  to  say 
whether  they  always  show  the  same. 

Mr.  Park:  If  they  used  a  double-header  on  part  of  the 
road,  that  would  make  a  difference  between  the  train  and  engine 
mile? 

Mr.  Robertson :     I  would  think  so,  yes. 

The  Chairman:  If  you  had  two  locomotives,  would  there 
be  any  distinction? 

Mr.  Robertson :  The  locomotive  mile  would  be  double,  then, 
I  understand. 

The  Chairman :  If  there  were  two  locomotives  it  would  be 
double? 

Mr.  Robertson:    Yes. 

The  Chairman:  Well,  if  the  train  is  empty  j^ou  wouldn't 
have  any  ton  miles  at  all,  would  you  ? 

Mr.  Robertson :     No,  sir,  you  would  not  have  any  ton  miles. 

The  Chairman:     You  would  have  train  miles? 

Mr.  Robertson:    Yes. 

The  Chairman:  If  a  train  has  50  loaded  cars  and  25  un- 
loaded cars,  a  ton  mile  would  be  estimated  by  taking  into  con- 
sideration the  number  of  loaded  cars,  wouldn't  it? 

Mr.  Robertson:  Well,  some  railroads  differ  in  their 
method  of  loading.  Now,  Mr.  Crawford,  of  the  Pennsylvania 
Lines  West,  is  the  father  of  the  adjusted  tonnage  system  of 
loading  trains,  and  in  that  way  they  take  into  consideration  the 
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friction  of  the  cars,  and  the  railroads  differ  as  to  tlieir  method 
of  computing. 

The  Chairman :  You  mean  the  friction  of  the  cars  that  are 
not  loaded? 

Mr.  Robertson:  A  certain  amount  is  charged  as  the  ton- 
nage, yes.  If  the  cars  are  all  loaded,  there  is  a  certain  amount 
charged,  and  I  am  not  an  authority  on  that,  Mr.  Chairman.  I 
could  not  just  exactly  say  how  they  always  figure  that  out.  It 
used  to  be  that  they  charged  two  empties  as  a  load,  but  while 
Mr.  Crawford  is  the  father  of  the  adjusted  tonnage  system, 
which  is  largelj^  adopted  in  the  eastern  country,  still,  when  it 
comes  to  speaking  of  coal  burned  per  thousand  ton  miles,  Mr. 
Crawford  himself  says  it  is  the  most  misleading  thing  that  can 
be  used. 

The  Chairman:  Well,  supposing  we  have  the  train  that  I 
speak  of,  with  50  loaded  cars  and  25  empties,  and  you  are  going 
to  make  an  estimate  now  as  to  the  number  of  ton  miles,  would 
you,  in  any  sense  of  the  word,  consider  the  empty  cars  in  making 
that  estimate? 

Mr.  Robertson:  Well,  I  suppose  that  would  vary  on  the 
diiferent  railroads,  Mr.  Chairman.     I  couldn't  answer. 

The  Chairman:     What  is  the  usual  practice  in  such  cases? 

Mr.  Robertson:     I  couldn't  say. 

The  Chairman:  Is  there  not  somebody  who  can  tell  us 
about  that,  so  we  mil  not  be  groping  in  the  dark? 

Mr.  Robertson :     I  presume  some  of  these  railroad  officials. 

Mr.  Carter:  I  imagine  the  railroads  will  have  some  ex- 
perts on  the  stand. 

Mr.  Robertson :     I  presume  they  could  tell  you. 

The  Chairman :  It  has  been  said  that  the  members  of  the 
Board  are  in  the  dark  on  this  subject.  That  is  the  only  point 
I  have  in  mind. 

Mr.  Carter :  It  is  a  matter  I  am  not  clear  on.  If  a  locomo- 
tive is  double-headed  one  way  and  then  runs  back  without  even 
a  caboose,  whether  it  is  charged  as  train  mileage  or  not,  I  don't 
know.     I  think  not,  but  I  really  don't  know. 

Mr.  Sheean :  It  is  all  covered  by  instructions  in  the  Inter- 
state Commerce  Commission  reports,  as  to  what  shall  be  done 
on  all  of  those. 

Mr.  Park:     It  is  charged  just  as  it  occurs. 
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Mr.  Slieean:  Probably  the  shortest  and  simplest  way  on 
that  is  the  instructions  of  the  Interstate  Commerce  Commission 
as  to  what  shall  be  called  a  locomotive  mile  and  what  a  train 
mile. 

Mr.  Park:  I  have  never  had  occasion  to  look  into  the 
matter. 

Mr.  Stone:  Mr.  Chairman,  if  I  might  interject  just  a  mo- 
ment. This  is  a  new  one.  I  thought  I  knew  about  the  ordinary 
railroading  from  A  to  Z,  but  they  have  sprung  a  new  one  on  me 
in  the  papers  this  morning.  The  Chicago  Great  Western  has 
adopted  a  new  practice.  An  engine  crew  is  called  to  go  light 
from  one  terminal  to  another,  to  balance  power.  When  they 
come  down  to  go  they  find  a  caboose  coupled  on.  The  train  crew 
have  been  called  to  deadhead  in  their  own  caboose,  and  the 
engineer  is  both  conductor  and  engineer  and  signs  all  orders, 
and  the  fireman  is  both  fireman  and  brakeman.  He  throws  all 
switches  and  looks  after  the  markers  on  the  caboose.  Now,  just 
how  they  w^ould  charge  that  is  a  new  one  to  me. 

Mr.  Carter:  Mr.  Chairman,  those  who  are  so  unfortunate 
as  to  get  enough  money  to  fall  within  the  provisions  of  the 
Income  Tax  will  probably  find  that  the  instructions  from  Wash- 
ington, not  coming  from  the  Interstate  Commerce  Commission, 
but  coming  from  some  other  department,  are  very  vague,  so 
much  so  that  in  one  town  they  are  estimating  the  amount  of 
tax  to  be  computed  one  way,  and  in  another  town  another  way, 
and  it  is  possible  that  some  of  these  railroads  are  misunder- 
standing the  matter  so  far,  and  honestly  are  not  accounting 
in  the  same  way  for  their  ton  mileage  or  train  mileage.  It  is 
very  difficult  to  understand  the  laws. 

Mr.  Bvram:  I  don't  think  there  is  anv  doubt  about  the 
instructions  of  the  Interstate  Commerce  Commission,  or  any 
misunderstanding  as  to  how  they  want  the  accounts  kept.  I 
don't  think  there  is  any  difference  on  the  part  of  the  railroads 
at  all.  The  instructions  are  Yery  clear,  and  compiled  by  expert 
people,  and  I  think  are  well  understood. 

Mr.  Park:  And  by  the  co-oj^eration  of  the  railroad  audi- 
tors, I  think  that  the  accounting  emanates  altogether  from  the 
railroad  accountants,  but  is  approved  by  the  Interstate  Com- 
merce Commission  accountants. 

Mr.  Carter :     To  get  clear  on  this,  in  this  case  cited  by  Mr. 


2929 

Stone,  on  the  Chicago  Great  Western,  where  only  the  engineer 
and  fireman  are  on  duty;  tlie  trainmen  and  conductor  are  asleep 
in  the  caboose;  the  fireman  is  doing  the  brakeman's  work;  how 
would  that  be  charged! 

Mr.  Park :  Why,  that  is  a  case  that  1  never  have  heard  of. 
I  don't  know  the  circumstances  of  it.  It  may  be  that  the  crew 
went  on  six  or  eight  miles,  on  account  of  the — 

Mr.  Stone:  Oh,  no,  Mr.  Chairman.  That  is  a  case  where 
an  engine  crew  is  callcni  to  go  light,  clear  over  a  division,  and 
the  train  crew  deadlieads  witli  tliem  in  their  own  caboose.  They 
have  had  two  cases  within  the  last  sixty  days. 

Mr.  Carter:  W^ould  tliat  be  charged  train  mih's,  the  same 
as  locomotive  miles  ? 

Mr.  Sheean:  Undoubtedly  cliarged  locomotive  miles,  and 
I  think,  under  the  instructions,  also  charged  as  train  miles. 

Thie  Chairman :  While  Mr,  I^auck  employed  the  ton  mile 
basis  for  the  purpose  of  making  certain  calculations,  I  under- 
stand you  genutlemen  also  contend  that  that  is  not  the  sole 
means  by  which  the  i)roducing  efficiency  of  the  engineer  and 
fireman  may  be  tested?    Is  that  correct? 

Mr.  Carter:  Yes,  sir.  I  think  that  is  a  very  effective 
method  of  showing  tlie  increased  efficiency. 

Now,  Mr.  Chairman,  if  I  may  be  ])ermitted  to  make  a  state- 
ment, that  has  no  value  so  far  as  oath  is  concerned,  this  note  has 
been  sent  to  me :  "A  few  years  ago  the  Santa  Fe  kept  most  of 
the  engines  with  fire  in  them  to  kee])  them  warm.  Later,  they 
are  not  allowed  to  fire  them  up  until  ordered,  excei)t  at  some 
])oints.    One  emergency  engine  is  kejit  hot." 

That  would  show  a  decreased  amount  of  coal  charged  to  an 
engine. 

Mr.  Robertson,  Avithout  l)eing  conversant  witl  the  actual 
results  of  these  attempts  to  im|)rove  coal  accounting  on  all  the 
roads,  don't  the  discussions  at  tliese  associations  indicate  that 
there  has  been  an  improvement? 

Mr.  Robertson  :     Yes,  sir. 

Mr.  Carter :  Mr.  Robertson :  Did  you  make  a  thorough 
investigation  with  regard  to  the  ('X])erience  of  railroad  com- 
])anies  with  mechanical  stokers? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Charter:     Is  that  the  result  of  your  investigation? 
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Mr.  Robertsou:     Yes,  sir. 

Mr.  Carter:  We  desire  to  introduce  a  i»auii)hlet  entitled 
"The  Rise  and  Fall  of  Mechanical  Stokers,"  as  Exhibit  num- 
ber 52. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  ''Employes'  Exhibit  Xo.  52, 
Jamiary  18,  1915.") 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  we  will  not 
read  from  this  exhibit,  because  we  recognize  that  we  have  con- 
sumed a  great  deal  of  time,  but  I  desire  to  call  attention  to  the 
great  im])ortance  of  this  exhil)it.  In  the  first  place,  we  recite  the 
history  of  each  stoker  as  set  forth  in  the  proceedings  of  the  con- 
vention of  the  American  ]\Iaster  Mechanics'  Association,  in  the 
proceedings  of  the  convention  of  the  Traveling  Engineers'  Asso- 
ciation, in  the  technical  ]»ublications  and  the  other  authorities 
which  we  deem  are  of  value.  The  marked  feature  of  these  his- 
torical sketches  will  show  that  we  have  employed  a  title  used  by 
Gibbon  in  describing  the  "Rise  and  Fall  of  the  Roman  Empire." 

Mr.  Carter:  We  find  that  each — well,  I  believe  it  is  "Rise 
and  Decline  of  the  Roman  Em]nre. "  I  said  Rise  and  Fall.  The 
reason  I  said  that  was  because  I  heard  a  remark  made  as  to  flie 
Roman  Elmpire,  and  I  thought  of  Gibbons'  title.  Xow,  while 
we  do  not  attem])t  to  use  (ril)l)ons'  title,  Ave  ]iractical'y  followed 
the  same  process. 

In  each  of  these  stokers  you  will  find  how  tl.iey  are  first 
great  successes,  how  they  almost  did  away  with  the  necessity 
of  a  fireman,  and  then  by  exi^erience  how  they  were  proven  very 
expensive,  too  much  so  to  keep  in  service,  and  abandoned. 

We  have  listed  these  stokers,  not  in  alphal)etieal  order,  but 
in  the  manner  of  their  rise  and  of  their  fall.  There  is  some  very 
interesting  matter  concerning  all  of  these  stokers. 

Our  i)urpose,  in  presenting  this  exhibit,  is  to  show  that  the 
railroads  could  relieve  this  board  of  the  necessity  of  ])lacing  two 
firemen  on  locomotives  if  they  would  incur  the  exi)ense  of  install- 
ing a  stoker.  We  have  not  asked  for  two  firemen  on  locomotives 
where  there  are  perfect  working  mechanical  stokers,  nor  will 
we  ask  for  two  firemen  on  large  locomotives  equii)))ed  with 
perfect  working  mechanical  stokers.  And,  wLen  I  say  "perfect 
working,"  I  mean  a  stoker  that  is  a  stoker,  and  not  something 
that  makes  even  hardei-  work  for  the  fireman. 
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The  Chairman:     Was  it   the   purpose   iu   installing  these" 
stokers,  to  obviate  the  necessity  of  having  more  than  one  fireman 
on  the  train?    Was  that  the  purpose? 

Mr.  Carter:  Mr.  Chairman  and  gentlemen;  I  think  it  will 
be  shown  here  that  the  purpose  of  the  railroads  in  installing 
mechanical  stokers  is  to  feed  more  coal  into  the  fire  box  than 
any  one  fireman  can  handle.  I  think  that  is  set  forth  in  all  of 
these  articles,  or  in  a  large  number  of  them.  It  is  set  forth  by 
most  of  the  mechanical  authorities,  that  one  fireman  cannot 
shovel  enough  coal  to  make  a  locomotive  as  efficient  as  it  could 
be  if  more  coal  were  shoveled. 

The  Chairman:  But  there  must  be  one  fireman  to  operate 
the  stoker? 

Mr.  Carter:  There  must  be  one  fireman  to  operate  the 
stoker,  or  to  shovel  coal;  but  it  is  the  consensus  of  opinion,  of 
even  mechanical  authorities,  that  one  fireman  cannot  shovel 
sufficient  coal  on  the  larger  locomotives,  to  bring  that  locomotive 
up  to  its  highest  efficiency.  That  is,  the  locomotive  should  burn 
more  coal  than  one  fireman  can  handle.  That,  I  think,  is  the 
consensus  of  opinion.  Now,  it  is  shown  in  this  report  that 
mechanical  stokers  will  do  that  thing,  that  is,  where  they  are 
working  properly.  It  is  shown  that  mechanical  stokers  will 
increase  the  efficiency  of  the  locomotive,  because  the  mechanical 
stoker  Avill  put  more  coal  into  the  fire  than  one  fireman  can. 

It  is  also  shown  herein,  that  where  two  firemen  have  been 
used,  they  are  more  efficient  and  less  expensive  to  the  railroad, 
than  either  one  fireman  or  a  mechanical  stoker. 

The  Chairman:  To  what  extent  are  they  now  in  use?  Is 
that  shown  by  this  exhibit? 

Mr.  Carter:  We  will  bring  that  out  in  a  short  examination 
of  Mr.  Eobertson. 

The  Chairman:     Very  well. 

Mr.  Carter:  Now,  Mr.  Robertson,  supplementary  to  what  I 
have  said  in  explanation  of  this,  will  you  hastily  pass  through 
this  exhibit,  remembering  that  we  want  to  get  through  just  as 
quick  as  possible? 

Mr.  Robertson:  Well,  the  first  32  pages  .contain  a  history 
of  the  various  stokers  that  have  been  tried  out,  both  in  experi- 
mental stages,  and  those  that  are  still  in  service,  from  1907. 

Then,   under  the  heading,   '*  Mechanical   Stokers  Increase 
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Efficiency  of  Locomotive,"  you  will  find  several  i)ajj:es  there 
devoted  to  testimony  or  statements  of  railway  officials,  wherein 
they  state  that  if  locomotives  were  e(jnipi)ed  witli  stokers,  that 
they  could  increase  the  tonna.2:e  of  the  trains,  because  of  the 
fact  that  they  could  ^"et  a  greater  coal  consumption. 

The  next  sub-head,  which  is  on  page  41 — and  before  going 
to  that,  Mr.  Chairman,  in  reply  to  a  question  you  asked  a  moment 
ago,  if  it  was  contended  that  stokers  were  necessary  in  order  to 
obviate  the  necessity  for  two  firemen,  I  would  like  to  read  a 
statement  from  Mr.  Hurley,  of  the  Wabash,  who  says,  "You 
can  move  your  trains  at  a  higher  rate  of  speed  with  the  mechani- 
cal stoker  than  you  can  with  the  hand-fired  engine." 

He  also  says,  "I  realize  that  if  you  get  the  mechanical  stoker 
we  will  only  have  one  fireman  on  the  locomotive." 

Mr.  Byram:  Do  you  know  if  there  are  any  stokers  on  the 
Wabash? 

Mr.  Robertson:     Do  I  know? 

Mr.  Byram:  Yes,  Mr.  Hurley  speaks  of  an  ex]ierience  with 
them. 

Mr.  Robertvson:  I  couldn't  say  ofi'hand,  but  I  can  tell  you 
in  a  minute. 

Mr.  Carter:     What  page  is  that? 

Mr.  Robertson:     Page  28. 

Mr.  Carter :     Do  you  get  this  information  on  page  28  '! 

Mr.  Robertson :  Yes,  page  28  shows  the  number  of  '  *  Street 
Stokers"  in  service  and  what  railroads  they  are  on. 

Mr.  Byram:     Any  on  the  Wabash? 

Mr.  Robertson:     No,  sir,  none  showm  here. 

Mr.  Shea:  Mr.  Robertson,  will  this  exhibit  show  that  a 
mechanical  stoker  has  been  perfected  that  will  successfully  fire 
a  locomotive  under  all  conditions? 

Mr.  Robertson :  Well,  some  of  those  who  are  using  them 
contend  that,  and  their  statements  are  in  here. 

Mr.  Shea:     It  bears  that  out,  does  it? 

Mr.  Robertson:     Yes,  sir. 

Mr,  Park:  Mr.  Hannahan  says  his  will  fill  all  require- 
ments, does  he  not? 

Mr.  Robertson:     Who? 

Mr.  Park:     Hannahan. 
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Mr.  Robertson:  I  don't  know,  I  have  no  quotations  from 
hini. 

Mr.  Park:     He  represents  the  Street  stoker,  doesn't  he? 

Mr.  Robertson:  I  don't  know.  I  have  no  quotations  from 
Mr.  Hannahan,  and  never  read  any  statements  from  him.  Mr. 
Clement  F.  Street  is  usually  the  gentleman  you  will  find  at  the 
different  association  meetings,  representing  the  Street  stoker, 
and  Avhile  we  have  a  few  statements  from  him,  the  majority  of 
the  statements  in  here  are  from  railwav  officials  themselves. 

On  page  41  is  a  sub-head  entitled,  "Stokers  Should  Burn 
More  Coal  than  One  Fireman." 

That  shows  that  the  stokers  should  burn  more  coal  than 
one  fireman,  and  that  they  pay  their  own  way  by  burning  more 
coal,  because  of  this  increased  tonnage. 

You  will  find  in  here  a  statement  from  several  officials 
showing  that  the  tonnage  of  trains  has  been  limited  because  of 
the  human  equation  entering  into  the  matter  of  firing  locomo- 
tives, the  human  equation  being  the  locomotive  fireman. 

On  page  42,  it  says  ''Stokers  Burn  Inferior  Coal."  You 
will  find  under  that  heading,  statements  from  railway  officials 
showing  that  with  a  locomotive  stoker  that  they  can  burn  a  far 
more  inferior  grade  of  coal  than  they  can  by  hand-firing,  and, 
from  that  point  of  view,  there  is  quite  a  saving  effected. 

On  page  44,  ''More  Coal  Burned  with  Stokers  Than  with 
Hand-Firing,"  is  a  statement  from  the  Railway  Age  Gazette 
that  shows  that  it  is  the  undivided  opinion  that  there  is  more 
coal  ordinarily  burned  when  the  stoker  is  used  than  with  hand- 
firing. 

On  page  44  also  the  heading,  "Time  Saved  in  Cleaning- 
Fires  when  Stokers  are  Used,"  contains  statements  from  rail- 
way officials.  The  committee's  report  is  one  from  the  Master 
Mechanics'  Association  and  it  says  that  only  half  the  time  is 
it  necessary  to  clean  the  fire  when  a  stoker  is  used,  because  of  the 
fact  that  with  a  stoker  you  can  burn  a  lighter  fire,  carry  a  lighter 
fire  in  the  grate,  and  when  it  comes  to  cleaning  it  you  haven't 
so  much  in  there  to  clean  out,  and  therefore  only  about  one-half 
the  time  has  to  be  utilized  for  that  purpose. 

Mr.  Park:  These  statements  or  arguments  were  taken 
from  the  proceedings  of  the  Master  Mechanics'  Association? 

Mr.  Robertson:     Yes,  sir. 
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Mr.  Park:  And  their  arguments  are  a  part  of  the  doliate 
entered  into  wlien  tliey  were  considering  these  snl)  jects .' 

Mr.  Robertson:  Some  of  them  are  tlie  debate,  and  otiiers 
are  exactly  the  report.  This  one  I  liave  called  attention  to  is 
from  the  Committee's  report  itself.  Credit  is  always  given, 
following  the  article,  to  show  whether  it  was  in  the  discussion 
or  in  the  article  itself.  It  says  there,  in  the  Committee's  report, 
''In  handling  stoker  locomotives  at  terminals,  or  at  ash  pits 
along  the  road,  there  is  some  time  to  be  saved,  as  the  tiiinner 
tire  can  be  knocked  out  or  cleaned  within  ten  or  fifteen  minutes' 
time,  as  against  })ro])al)ly  twice  the  delay  in  handling  a  locomo- 
tive which  has  been  hand-fired." 

Mr.  Park :  That  is  because  thev  burn  slack  coal,  with  verv 
few  lumps  in  it?  There  is  no  bone  or  slate  goes  in  to  flux  the 
coal  f 

Mr.  Robertson :  No,  it  is  not  true  from  that  i)oint  of  view 
so  much  as  it  is  that  thev  carrv  a  lighter  fire  on  the  grate.  The 
man  who  is  hand-firing  carries  a  heavy  fire  and  when  he  gets  in 
there  is  a  lot  of  stuff  in  there,  but  with  the  stoker  it  is  right 
down  on  the  grate. 

Mr.  Shea :  Mr.  Robertson,  do  the  railway  officials  contend 
that  a  mechanical  stoker  will  successfully  fire  under  all  circum- 
stances ! 

Mr.  Robertson:     Some  of  them  do;  some  of  them  do  not. 

Mr.  Shea :     What  per  cent  of  them  do  so  contend  ? 

Mr.  Robertson:  I  couldn't  just  say.  I  wouldn't  want  to 
say  as  to  that,  but  the  statements  of  the  railroad  officials  will 
follow  each  other  in  here,  with  no  regard  to  whether  the  state- 
ment is  for  the  stoker  or  against  it ;  and  you  will  find  under  the 
heading  of  each  stoker  the  statements  made  concerning  that 
stoker,  whether  they  are  favorable  to  it  or  against  it. 

One  follows  the  other.  You  may  read  one  statement  which 
shows  that  stoker  is  doing  all  anvbodv  ever  claimed  for  it,  and 
the  next  statement  may  read  that  the  stoker  is  not  giving  favor- 
able results  and  has  been  taken  off  the  road. 

Mr.  Park :  Out  of  sixty  thousand  locomotives  in  use,  you 
give  only  about  seven  hundred  with  stokers,  according  to  your 
table. 

Mr.  Robertson :  Seven  hundred  and  twenty-six.  There  are 
418  Street  stokers  scattered  about  all  over  the  countrv.     There 
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are  more  Street  stokers  scattered  about  the  country  tlian  any 
other  stoker.  In  fact  that  seems  to  l)e  giving  the  most  general 
satisfaction,  because  of  its  being  distributed  all  over  the  country. 

There  are  301  Crawford  stokers,  but  they  are  all  confined  to 
the  Pennsylvania  Railroad,  Crawford  being  the  superintendent 
of  motive  power  of  the  Pennsjdvania  Lines  West.  Of  the  other 
few,  ten,  I  think,  two  of  them  are  on  the  New  York  Central  and 
one  or  two  are  just  being  experimented  with.  In  other  words, 
there  are  726. 

Mr.  Shea :  On  those  roads  where  the  officials  claim  they 
are  a  success,  have  they  universally  adopted,  them,  or  have  they 
equipi)ed  the  locomotives  with  these  stokers? 

Mr.  Robertson:  No,  sir,  the  railroad  that  has  the  most 
stokers  is  the  Baltimore  &  Ohio,  they  have  191,  and  they  are 
not  universally  adopted. 

On  the  C.  B.  &  Q.  Road  they  have  some  on  their  Santa  Fe 
type  locomotives,  and  on  the  Baltimore  &  Ohio  also.  In  fact, 
the  statement  is  made  here  that  the  large  engines  of  the  C.  B.  & 
Q.  and  Baltimore  &  Ohio  Railroad,  would  never  have  been  built, 
if  it  had  not  been  known  that  a  stoker  could  successfully  tire 
them. 

There  is  also  a  statement  in  here  from  one  other  gentleman 
in  which  he  says  that  locomotives  would  be  50  tons  lighter  today 
if  railway  officials  had  not  been  led  to  believe  years  ago  that 
a  perfect  stoker  was  at  the  threshold. 

Mr.  Burgess:  Mr.  Robertson,  I  think  the  answer  to  the 
many  questions  asked  you  can  be  found  in  the  performance 
shown  of  the  Norfolk  &  Western  Railway. 

Mr.  Robertson:     That  is  a  very  good  one,  yes. 

Mr.  Burgess :  That  is  on  page  27  of  your  exhibit.  I  desire 
to  ask  you  some  questions,  and  I  think  it  is  only  proper  that  I 
should  preface  those  questions  by  stating  that  I  have  no  stock,, 
or  no  interest  in  the  Street  stoker;  but  it  states  here,  which  I 
understand  is  a  report  and  not  a  debate,  that  the  total  mileage 
made  by  engines  equipped  with  stokers  was  2,296,803? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Burgess:  I  presume  you  are  in  a  position  to  attest 
to  the  truthfulness  of  this  report ;  that  is  you  obtained  it  from 
some  legal  authority,  did  you  not? 
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Mr.  Kobertsoii:  It  is  copied  from  the  Counnittee's  report 
made  at  the  last  Master  Mechanics'  Convention. 

Mr.  Bnrgess :  Now,  the  total  stoker  failures  for  that  large 
amount  of  mileage,  were  only  165? 

Mr.  Kobertson  :     Yes,  sir. 

Mr.  Burgess:  And  the  cost  of  this  stoker  for  repairs  i)er 
100  miles  was  only  53  cents  *. 

Mr.  Robertson  :     Yes,  sir. 

Mr.  Burgess:  On  ])age  2S  we  have  the  remarkable  per- 
formance of  two  engines  having  made  respectively  .")6.()S9  miles 
and  .'>5,77S  miles,  without  a  failure  ? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Burgess:  AVhich  to  my  mind,  at  least,  Mr.  Chairman 
and  gentlemen,  exhibits  a  vt-ry  remarkable  showing  on  a  rail- 
road that  handles  umiuestionablv  as  heavv  traffic  as  anv  rail- 
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road  in  the  country,  exce])t  ])ossibly  two  or  three, 

Mr.  Park:     Are  these  stokers  on  Mallet  engines? 

Mr.  Burgess :     Yes,  sir. 

Mr.  Park:     That  is  ])ra<'tically  a  double  engine? 

Mr.  Burgess :  Well,  yes,  it  is  practically  a  double  en- 
gine. I  thank  you  very  much  for  admitting  that,  Mr.  Park, 
because  that  is  what  we  have  been  contending  all  along. 

Mr.  Park:  All  the  Norfolk  «S:  Western  automatic  stokers 
are  on  the  Mallet  engines,  are  they  not? 

Mr.  Burgess:  I  couMn't  positively  state  that  they  were 
only  on  the  ^[allet  engines,  but  I  was  in  Bluefield  about  six 
weeks  ago  and  I  >aw  two  ^Fallets  that  did  have  the  stoker  on 
them,  and  I  assume  the  stoker  would  be  placed  on  the  Mallet, 
by  natural  assum])tion.  because  that  is  usually  a  large  engine, 
or.  as  you  have  ]iro})erly  temied  it,  a  double  engine. 

Mr.  Park:  ^fr.  Robertson,  do  vou  know  whether  thev  use 
them  on  any  but  the  Mallet  engines? 

Mr.  Robertson:     On  the  Norfolk  &:  Western? 

Mr.  Park:     Y"es. 

Mr.  Robertson:  T  couldn't  state  positively,  no,  sir,  but 
I  do  know  they  use  them  on  other  than  Mallet  engines  on  the 
Baltimore  &  Ohio  Railroad.  In  fact,  there  are  more  stokers  on 
the  Baltimore  &  Ohio  applied  to  other  than  Mallet  engines  than 
there  are  applied  to  Mallet  ensrines. 

Mr.  Park:     Are  they  used  on  the  mountains  generally? 
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Mr.  Robert  soil:  No,  sir;  on  the  Ciiinberlaiid  division  of  the 
Baltimore  &  Ohio,  running  from  Cumberland  south,  they  have  a 
great  many  stokers.  In  fact,  I  think  most  of  the  engines  in 
through  freight  service,  that  is,  slow  freight  service,  have  the 
automatic  stoker  on  that  division.  They  attempted  to  confine 
the  stokers  to  one  division  there,  I  believe,  when  they  installed 
them. 

Mr.  Sheean:  1  think  that  is  all  shown  on  page  28  of  the 
exhibit.  It  seems  to  show  the  style  and  type  of  engines  on  each 
road  where  they  are  distributed. 

Mr.  Burgess:     I  beg  pardon? 

Mr.  Sheean:  The  tabulation  on  page  28  of  the  article  you 
refer  to,  seems  to  show  the  distribution  as  between  classes  of 
engines  of  all  of  the  418  stokers  other  than  the  Crawford. 

Mr.  Robertson:  Yes,  the  Baltimore  &  Ohio  have  stokers 
on  twenty-four  Mallet  type  engines,  and  the  Norfolk  &  Western 
have  stokers  on  ninety  Mallet  engines,  and  stokers  on  two  Con- 
solidation engines. 

Mr.  Burgess:  If  I  might  say  it,  Mr.  Chairman,  this  Norfolk 
&  Western  report  appealed  very  strongly  to  me,  on  account  of 
the  very  heavy  tonnage  the  railroad  handles  in  the  mountainous 
states  of  Virginia  and  West  Virginia. 

Mr.  Eobertson:  That  is  true.  On  the  Baltimore  &  Ohio, 
the  road  firemen  of  engines  of  Baltimore  &  Ohio  testified  at  our 
Arbitration  hearings  that  they  increased  their  tonnage  as  high 
as  250  tons  when  the  put  the  stokers  on  there. 

Mr.  Carter:  Mr,  Eobertson,  will  you  turn  to  page  46, 
please. 

Mr.  Eobertson:     Yes,  sir. 

Mr.  Carter:  Will  you  show  what  Mr.  Henderson.  Mechani- 
cal Engineer  of  great  repute,  said  before  the  American  Eailway 
Master  Mechanics'  Association,  with  regard  to  the  relative  cost 
per  one  thousand  ton  miles  of  one  fireman,  two  firemen,  and  a 
mechanical  stoker. 

Mr.  Eobertson:  Mr.  Henderson  is  a  mechanical  engineer: 
I  do  not  believe  he  is  employed  on  any  railroad  at  the  present 
time,  but  he  has  always  been  a  member  of  the  Master  Mechanics' 
Association,  or  has  been  for  some  years,  and  he  makes  this 
report — 

^Ir.  Carter:     Bv  the  wav,  is  Mr.  Henderson  an  author  of 
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technical    books    ou    the    subject,    and    recognized    as    a    liigli 
authority? 

^Ir,  Robertson:  Yes,  sir,  he  is  recognized  as  a  man  of  very 
high  standing. 

Mr.  Park:  In  what  business  is  he  now  engaged,  do  you 
know  ? 

Mr.  Robertson:  The  last  record  I  had  of  him,  Mr.  Park, 
he  was  a  mechanical  engineer  in  business  for  himself.  This 
article  entitled  ''Comparison  of  Cost  of  Stoker  with  One  Fireman 
and  Two  Firemen,"  shows  that  with  one  fireman  running  at  the 
rate  of  six  miles  per  hour,  with  a  trainload  of  forty-two  hundred 
tons,  equaling  27,300  ton  miles  per  hour,  that  the  cost  per  thou- 
sand ton  miles  to  the  railroad  was  19  cents. 

With  two  firemen,  running  at  the  rate  of  ten  miles  per  hour, 
hauling  a  train  of  forty-two  hundred  tons,  which  equals  34,400 
ton  miles  per  hour,  the  cost  to  the  railroad  was  twenty  cents  per 
thousand  ton  miles. 

Mr.  Carter:     Go  right  on  through,  now. 

Mr.  Robertson:  One  fireman  with  a  train  of  3,000  tons, 
making  24,600  ton  miles  per  hour,  shows  a  cost  to  the  railroad, 
running  at  10  miles  per  hour,  of  21  cents. 

A  stoker  hauling  4,000  tons,  making  38,000  ton  miles  per 
hour,  the  cost  to  the  railroads  was  22  cents  per  1,000  ton  miles. 

Two  firemen,  hauling  3,000  tons,  making  28,300  ton  miles 
per  hour,  the  cost  to  the  railroads  was  22  cents,  per  1,000  ton 
miles. 

With  one  fireman,  hauling  2,000  tons,  making  19,000  ton 
miles,  per  hour,  the  cost  to  the  railroads  was  25  cents  per  1,000 
ton  miles. 

Mr.  Carter:  Mr.  Robertson,  does  that  show  that  there  is 
relatively  little  difterence  between  the  cost  per  ton  mile,  between 
two  firemen  and  a  stoker? 

Mr.  Robertson:  It  shows  that  the  cost  per  1,000  ton  miles, 
running  at  the  rate  of  10  miles  per  hour  for  one  fireman,  is  21 
cents;  and  running  at  the  same  rate  per  hour,  for  two  firemen, 
is  20  cents. 

It  also  shows  that  running  at  the  rate  of  15  miles  per  hour, 
the  cost  per  1,000  ton  miles  to  the  railroad,  was  22  cents. 

Mr.  Carter:  Wait  a  moment;  they  increase  their  tonnage 
there,  as  I  understand  it,  from  24,600  ton  miles  per  hour,  to 
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l'S,:J()U  1(111  luiles  per  hour,  by  the  use  of  two  tiremeii,  aiul  an 
additional  expense  of  one  cent,  is  that  right? 

Mr.  Robertson:     No,  you  are  comparing  the  wrong  figures. 
Mr.  Carter:     I  am  comparing  one  fireman  witli  .3,00(1  tons, 
with  tlie  two  firemen  with  3,000  tons. 

Mr.  Robertson:     Oh,  yes,  I  see.    Yes,  that  is  right. 
Mr.  Carter:     Xow.  liow  about  this  stoker  in  between  the 
two.' 

Mr.  Robertson :  The  stoker  hauling  4.000  tons,  and  making 
38,000  ton  miles  per  hour,  shows  that  the  cost  was  22  cents  per 
1,000  ton  miles  to  the  railroad. 

Mr.  Carter :  TVould  this  report  indicate  that  the  railroads 
could  profitably  employ  two  firemen,  or  a  stoker  either,  on  these 
large  engines;  because,  increasing  the  amount  of  coal  consumed 
would  therefore  increase  the  amount  of  water  evaporated,  and 
consequently  the  amount  of  power  developed  ? 

Mr.  Robertson:  This  would  show  that  the  cost  per  1,000 
ton  miles  was  less  for  two  firemen  than  it  was  for  one. 

Mr.  Carter:     What  else  does  this  show,  Mr.  Robertson? 
Mr.  Robertson:     The  next  heading  on  page  47,  is  ''Main- 
tenance Cost."    It  shows,  as  near  as  has  been  reported,  what 
the  maintenance  cost  of  a  stoker  is. 

Mr.  Carter:     What  does  the  next  show! 
Mr.  Robertson:     ''Practicability  in  Doubt,"  contains  state- 
ments from  various  railway  officials,  wherein  they  express  opin- 
ion as  to  their  doubt  as  to  the  practicability  of  the  stoker. 

Mr.  Carter:  Are  there  any  special  reasons  set  forth  in 
these  statements? 

Mr.  Robertson:  Well,  there  are  several  here;  take  it  on 
page  49,  Mr.  J.  R.  Luckey,  in  the  Committee  report  to  the  Trav- 
ehng  Engineers'  Association,  says:  ''Without  reflecting  on  my 
brothers  who  have  preceded  me  with  papers  on  the  subject  at 
prior  conventions,  I  have  felt  that  there  has  been  too  much  of 
'we  have  so  many  of  this  or  that  kind  of  stokers  in  sei'vice,  and 
all  doing  fine,'  while  at  our  next  meeting  these  same  machines 
may  be  on  the  'scrap  pile,'  and  no  doubt  doing  almost  as  good 
as  before." 

Mr.  Carter:  Is  it  not  a  fact  that  all  through  here  you 
have  reproduced  everything  said  in  favor  of  the  stoker,  and 
everything  against  it?- 
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Mr.  liobertsoii :     Yes,  sir,  everything. 

Mr.  Carter:  It  is  the  history  of  the  stoker  from  the  rail- 
way officials '  viewpoint  ? 

Mr.  Kobertson:     Yes,  sir. 

Mr.  Carter:  Wasn't  there  something  said  here  about 
having  to  buy  stokers  ? 

Mr.  Robertson:     That  is  later  on. 

Mr.  Carter:     Later  on? 

Mr.  Robertson:  Y^es.  The  next  article  is  entitled,  "Skill 
and  Attention  Required  to  Operate  Stokers." 

Mr.  Carter:  ''Skill  and  Attention  Required  to  Operate 
Stokers."  Does  this  indicate  that  aside  from  the  expression  of 
the  "Wail  Street  Journal,  that  it  does  require  a  high  degree  of 
skill  to  operate  a  stoker  properly  and  efficiently? 

Mr.  Robertson :     Yes,  sir,  the  statement  w^ould  so  indicate. 

Mr.  Carter:     Have  you  anything  special  on  that? 

Mr.  Robertson:  Mr.  Street  himself,  of  the  Street  Stoker, 
says  ''When  the  fireman  goes  over  the  road  with  the  stoker,  he 
is  doing  his  job  pretty  nearly  right.  When  he  goes  over  the 
road  with  the  ordinaiT  fired  locomotive  vou  all  know  that  he 
can  violate  every  rule  of  correct  firing  and  still  get  his  train 
over  the  road;  he  cannot  do  it  with  the  stoker.  If  the  stoker 
is  not  worked  in  the  right  manner,  he  will  have  a  locomotive 
failure." 

Mr.  Gr.  L.  Fowler — 

Mr.  Carter:  Wait  a  minute  now,  Mr.  Robertson;  isn't  Mr. 
Street  the  inventor  of  the  Street  stoker? 

Mr.  Robertson:     Y"es,  sir. 

Mr.  Carter:  Would  it  not  be  to  the  interest  of  ^Ir.  Street 
to  deny  that  it  required  a  skilled  man  to  operate  his  stoker? 

Mr,  Robertson :     I  would  think  so. 

Mr.  Carter :  Then  when  he  confesses  that  his  stoker  is  not 
a  success  without  constant  attention  from  a  fireman,  would  it 
not  indicate  that  he  was  making  a  concession  against  his  stoker? 

Mr.  Robertson :     It  would  appear  so  to  me. 

Mr.  Carter:    What  else  did  you  say  of  Mr.  Fowler? 

Mr.  Robertson:  Mr.  Fowler,  in  a  discussion  of  the  com- 
mittee report  to  the  American  Railway  Master  Mechanics'  As- 
sociation, and  quoting  from  the  Railway  Age  Gazette  of  June 
16,  1914,  says,  concerning  a  trip  he  made  on  a  Mallet  engine 
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that  was  equipped  with  a  stoker,  that  ' '  The  fireman  did  not  let 
that  stoker  alone  for  two  consecutive  minutes  on  that  whole 
run." 

Mr.  Carter:  Now,  Mr.  Robertson,  is  it  a  fact,  from  your 
knowledge,  or  rather  from  mingling  with  locomotive  firemen, 
that  experimenting  with  stokers  has  been  an  awful  burden  on 
locomotive  firemen? 

Mr.  Robertson:  In  many  eases  it  has,  yes,  sir,  as  to  the 
experimental  stage.  I  have  known  firemen  on  the  Krie  Rail- 
road, where  I  worked,  when  stokers  were  being  experimented 
with  there,  I  have  know^n  them  many  times  to  have  to  fire  the 
locomotive  a  great  portion  of  the  road  after  that  stoker  had 
gone  out  of  commission.  In  fact,  that  was  continued  so  far 
there  at  one  time,  that  the  men,  through  their  committee,  made 
a  request  of  the  management,  that  no  engine  be  dispatched  from 
the  terminal  with  a  stoker,  unless  it  was  known  that  it  was  in 
100  per  cent  condition  of  efficiency. 

The  Chairman:  How  do  these  stokers  affect,  and  to  what 
extent,  the  status  of  the  firemen!  I  presume  that  is  the  purpose 
for  which  tlie}^  are  furnished. 

Mr.  Robertson :     I  did  not  just  get  you. 

The  Chairman :  I  say  to  what  extent  does  the  use  of  these 
stokers  affect  the  status  of  the  firemen? 

Mr.  Robertson:  That  is,  in  the  way  of  decreasing  their- 
labor,  and  so  on,  do  you  mean? 

The  Chairman:  That  is  what  I  presume  these  exhibits 
were  furnished  for  the  purjiose  of  showing. 

Mr.  Charter:     Are  you  asking  me  the  question? 

The  Chairman:     Yes,  if  the  witness  is  not  able  to  answer. 

Mr.  Carter:  I  was  trying  to  look  u]i  something.  What 
was  the  question,  Mr.  Chairman? 

The  Chairman:  To  what  extent  if  any  does  the  use  of 
these  stokers  affect  the  status  of  the  firemen? 

Mr.  Carter:  The  ])urpose  in  offering  this  exhil)it  is  to 
show  by  the  testimony  of  the  railroads  themselves,  that  the 
firing  of  a  large  locomotive  at  best  is  beyond  the  ability  of  one 
fireman.  We  want  to  show  that  the  railroads  themselves  have 
acknowledged  that  now  a  mechanical  stoker  is  required  on  these 
larger  engines.  We  show  also  that  the  employment  of  two  fire- 
men is  just  as  economical  to  the  company  as  a  mechanical  stoker. 
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As  to  affecting  the  status  of  tlie  liremeu,  1  understand  that  the 
Wall  Street  Journal  would  indicate  that  it  requires  no  fireman 
on  the  engine  with  them,  therefore  they  would  reduce  wages. 
We  contend  that  wages  cannot  be  reduced  for  the  reason  that 
it  requires  really  more  skill  to  operate  a  stoker  efficiently  than 
to  fire  a  locomotive,  because  you  can  blunder  along  and  learn 
how  to  fire  a  locomotive,  but  it  requires  knowledges.  As  ex- 
pressed by  one  writer,  "The  mechanical  stoker  has  no  brains." 
He  says :  ' '  The  brains  of  tlie  fireman  must  be  used  in  connec- 
tion with  the  mechanical  stoker."  We  believe  that  we  would 
be  justified  in  saying,  regardless  of  our  original  proposition, 
that  where  the  meclianical  stoker  is  in  successful  o]ieration,  our 
request  for  two  firemen  does  not  apply. 

The  Chairman :  We  fully  understand  your  ])ro|)osition  on 
that.  I  think. 

Mr.  Sheean :  The  request  as  presented,  Mr.  Carter,  makes 
no  distinction  as  between  any  other  labor  saving  devices,  but 
calls  for  two  firemen  on  all  coal  burning  locomotives  weigiiing 
185,000  pounds  or  more  on  drivers  ? 

Mr.  Carter:    Yes. 

Mr.  Sheean:  I  understand  that  you  now  modify  the  re- 
quest as  presented,  in  what  manner? 

Mr.  Carter:  Where  these  stokers  are  in  use,  successfully, 
we  do  not  want  two  men,  liecause  one  man  can  do  the  work. 

Mr.  Sheean :  But,  modified  only  with  respect  to  the  auto- 
matic stoker,  no  consideration  to  be  given,  or  discrimination 
made  because  of  any  other  labor  saving  device? 

Mr.  Carter:  I  would  say  in  reply  to  that,  that  1  do  not 
know  of  other  coal  pushers  being  used  in  connection  with 
stokers.  If  there  are,  it  is  because  the  railroads  will  ])rofit  by 
it,  rather  than  the  firemen.  AVe  do  say  that  where  two  fire- 
men are  on  a  locomotive,  we  do  not  ask  for  this  assistance  to 
be  rendered.  For  instance,  if  you  have  two  firemen  on  a  locomo- 
tive they  will  crack  their  coal  and  they  will  shovel  it  forward, 
and  it  will  save  you  the  expense  of  the  coal  passer  and  the  break- 
ing of  the  coal  and  shoving  it  ahead. 

Mr.  Sheean :  If  these  is  a  coal  passer  on  an  engine  which 
has  only  a  single  fireman,  no  distinction  or  discrimination  is 
made  because  of  any  other  labor  saving  device  save  and  except 
an  automatic  stoker? 
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Mr,  Carter:  Yes,  and  I  will  tell  you  wliv.  We  asked  that 
these  coal  passers  be  placed  on  engines,  therefore,  when  you 
have  a  coal  passer  on  an  engine,  we  make  a  distinction  as  to 
those  engines. 

Mr.  Park:     Is  the  coal  passer  an  ordinary  laborer? 

Mr.  Carter :  It  is  a  mechanical  device  for  tipping  the  coal 
forward. 

Mr.  Park:  Where  you  use  a  second  man  on  an  engine,  is 
he  primarily  to  crack  up  coal  and  get  it  ready  for  the  fireman? 

Mr.  Carter:  We  believe,  and  we  believe  we  will  be  able 
to  convince  the  Board,  that  the  railroads,  if  they  shall  endeavor 
to  offset  the  effect  of  this  award  by  hiring  a  dago  who  cannot 
speak  English — we  believe  that  we  can  offset  such  a  contention 
on  the  part  of  the  railroad,  by  showing  that  when  one  fireman 
is  resting  the  other  man  should  be  as  good  a  fireman  as  the  man 
that  is  resting.    There  should  be  two  firemen  on  a  locomotive. 

Mr.  Sheean:  Mr.  Carter,  in  connection  with  this  modifica- 
tion of  the  request,  the  request  being  for  two  firemen  on  all  coal 
burning  locomotives  weighing  185,000  pounds  or  more  on 
drivers,  your  modification  now  is  that,  where  automatic  stokers 
are  in  successful  operation — who  is  to  determine  or  judge  the 
success  or  non-success  of  the  stokers  ? 

Mr.  Carter:  I  would  say  the  railroad  officials,  and  if  we, 
through  this  award,  give  the  railroads  the  option  of  either  plac- 
ing two  firemen  on  these  large  locomotives,  or  a  stoker,  I  am 
quite  sure  they  will  be  able  to  find  a  stoker ;  but  we  let  them  use 
their  option,  exercise  their  o^\^l  judgment. 

Mr.  Eobertson,  doesn't  it  show  there  that  the  expense  of 
upkeep  of  these  stokers  has  been  very  hea^^^,  in  many  instances  f 

Mr.  Robertson :  That  is  one  of  the  objections  to  it  filed  by 
the  railway  officials. 

Mr.  Carter:     Tliev  break  down,  do  thev  not? 

Mr.  Eobertson:  Yes,  on  the  Chicago  &  Alton  statement  it 
appears  here  that  five  miles  from  the  terminal  they  unloaded 
one  off  an  engine  because  it  had  broken  down. 

Mr.  Carter:  And  yet  that  stoker  was  said  by  officials  of 
the  Alton  to  be  perfect,  is  that  not  true? 

Mr.  Eobertson:     Yes,  sir. 

Mr.  Carter:  That  is,  because  of  the  reciprocating  motion 
it  broke  itself  down  ? 
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Mr.  Kobertsoii :  Even  at  the  coiiveiitioii,  where  tlie  Com- 
mittee made  the  re]>ort  that  tlie  Strouse  stoker  had  passed  into 
history,  one  raihvay  official  took  exception  to  the  statement 
made,  that  the  Strouse  stoker  had  passed  into  history,  and  he 
said  it  was  still  making*  history  on  their  railroad. 

Mr.  Carter:  Mr;  Eobertson,  suppose  a  stoker  with  a  re- 
ciprocating motion  breaks  down,  who  pays  the  exjoense  ? 

Mr.  Kobertson:     The  railroad,  I  presume. 

Mr.  Carter:  Lf  a  fireman  witli  a  reciprocating,  motion 
breaks  down,  who  pays  that  expense? 

Mr.  Robertson :     The  fireman. 

Mr.  Carter:  It  might  be  cheaper  to  let  the  fireman  l)reak 
down  than  the  stoker,  is  that  not  true  ? 

Mr.  Kobertson :     It  might  be  cheaper  to  the  railroad. 

Mr.  Carter:  Let  us  pass  on  to  the  essentials  necessary  for 
a  successful  stoker,     \\liat  does  that  show? 

Mr.  Kobertson:  That  contains  statements  from  various 
authorities,  showing  the  essentials  that  are  necessary  for  a  suc- 
cessful stoker.  In  other  words,  it  shows  what  a  successful 
stoker  must  do  in  order  to  be  considered  a  success. 

Mr.  Carter:  These  severe  requirements  which  are  shown 
in  the  article  beginning  on  page  53,  ending  on  page  r)4,  does  tliat 
offset  some  of  the  severe  recjuirements  to  which  a  stoker  is  sub- 
jected ? 

Mr.  Kobertson:  Yes,  sir,  and  that  is  an  article  by  Mr- 
Street  iiimself  in  Asdiicli  he  says  what  a  stoker  must  do  in  order 
to  be  a  success. 

Mr.  Carter:  If  Mr.  Street  noticed  that,  he  being  the  in- 
ventor of  the  stoker,  it  would  indicate  that  it  was  true  ? 

Mr.  Kobertson:  It  would  indicate  that  he  was  able  to 
overcome  just  what  he  thought  a  stoker  should  do.  Tliat  is  the 
way  it  looks  to  me. 

Mr.  Carter:  AVhat  has  been  the  attitude  of  engineers  and 
firemen  in  the  past  towards  mechanical  stokers  ? 

Mr.  Kobertson:  On  page  55  of  the  article  entitled  "En- 
gineers and  Firemen  and  the  Mechanical  Stoker" — under  tliat 
article  will  be  found  statements  from  various  railway  officials — 

Mr.  Carter:  No,  I  am  talking  about  page  55,  "Engineers 
and  Firemen  and  the  Mechanical  Stoker,"  before  we  come  to 
the  officials. 
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article  will  be  found  statements  from  various  railroad  officials 
showing  what  the  attitude  had  been,  as  brouglit  to  their  notice, 
of  tJie  locomotive  engineers  and  firemen,  towards  the  stoker. 

Mr.  Carter:     Just  briefiy  quote  from  that. 

Mr.  Robertson:  The  first  article  shows  that  in  the  conven- 
tion, in  1910,  tile  locomotive  firemen  themselves  endorsed  tlie 
Strouse  stoker  and  reconunended  that  it  be  adopted. 

Mr.  Carter:  At  that  time  was  not  the  Strouse  stoker  under- 
stood to  be  a  ])erfect  success  on  the  Alton  railroad? 

Mr.  Robertson:     Yes,  sir,  that  was  my  understanding. 

Mr.  Carter:     Stated  to  be  by  anotlier  railroad  ofilicial  ? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  That  is  set  forth  in  the  run  of  the  Strouse 
stoker  in  the  front  part  of  the  book? 

Mr.  Robertson:  Yes,  sir,  it  was  three  years  old  at  that 
time,  and  included  its  showing  by — 

Mr.  Carter:  The  convention  of  Brotherhood  of  Locomotive 
Firemen  and  Enginemen  passed  a  resolution  endorsing  the 
mechanical  stoker? 

Mr.  Robertson:     Y^s,  sir. 

Mr.  Carter:     AVhat  became  of  that  stoker? 

Mr.  Robertson:     There  are  none  of  them  in  service. 

Mr.  Carter:  It  proved  to  be  a  failure  on  account  of  break- 
ing down,  did  it  not? 

Mr.  Robertson:     Y'es,  sir.  • 

Mr,  Carter:  Don't  you  think  the  same  resolution  would 
apply  to  any  stoker  that  would  relieve  the  fireman  of  this  awful 
burden  ? 

Mr.  Robertson:     Y'es,  sir,  I  am  satisfied  of  that. 

Mr.  Carter:  What  do  the  I'ailroad  ofiicials  say  that  the 
attitude  of  the  engineers  and  firemen  is  on  that  ? 

Mr.  Robertson:  In  addition  to  the  locomotive  firemen  en- 
dorsing the  stoker,  we  find  that  the  report  to  the  Master  Me- 
chanics' convention  of  Mr.  J.  R.  Luckey,  says: 

"I  feel  that  in  ninety-nine  cases  out  of  one  hundred  these 
men  have  done  all,  and  in  many  cases,  more  than  their  shai'e  to 
make  the  stoker  victorious.  I  have  had  engineers  favor  me  with 
their  injectors  until  1  commenced  to  think  of  my  insurance 
])olicies." 
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Mr.  Carter:     Wliat  did  he  mean  by  that? 

Mr.  Robertson:  They  sliiit  otit"  the  injector  and  allowed  the 
water  to  i^o  down  in  tiie  boiler,  j^ivinii:  tlie  man  wlio  was  o]ier- 
atinn-  the  stoker  a  ehance  to  rest. 

Mr.  Carter:  That  would  indicate  that  the  enii:ineer  on  this 
engine  was  doin^  everything-  he  could  to  make  tiie  stoker  a 
success  f 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  If  it  was  not  a  success  it  was  not  the  engi- 
neer's fault? 

Mr.  Robertson:  That  is  what  it  would  indicate,  yes.  Mr. 
Kinney,  of  the  Hocking  \'alley,  says: 

"1  must  say  that  we  have  had  in  every  case  the  best  co- 
operation of  the  enginemen  and  firemen." 

Mr.  Street  says:  "The  (luestion  of  the  attitude  of  the  fire- 
men toward  the  locomotive  stoker  is,  I  think,  ])retty  well  illus- 
trated by  an  experience  which  I  had  on  the  Norfolk  &  Western 
.Railway.  I  climbed  on  ten  or  twelve  locomotives  standing  in 
one  of  the  yards  and  asked  each  of  the  firemen  how  he  liked 
the  stoker.  I'he  universal  reply  was,  'That  machine  is  surely 
the  fireman's  friend,'  and  I  understand  that  it  is  frequently 
spoken  of  on  the  road  as  the  fireman's  friend." 

On  the  Pennsylvania  Railroad,  Mr.  Cook,  assistant  engineer 
of  motive  power,  says:  "AVe  have  met  with  hearty  co-o])eration 
on  the  part  of  the  men." 

Mr.  Charter:  AVhat  is  the  attitude  of  the  railroad  officials? 
They  generally  have  been  spending  a  great  deal  of  money  in 
trying  to  perfect  these  stokers,  haven't  they? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:     Read  briefly. 

Mr.  Robertson:  The  Railway  .Vge  (lazetle  says:  ''There 
is  a  curious  inconsistency  in  the  attitude  that  railway  officials 
ai'e  assuming  towards  the  mechanical  stoker  for  locomotives. 
They  admit  th.e  desirability  of  the  machine  on  heavy  locomotives 
and  certainly  they  have  been  most  lavish  in  the  oi)portunities 
which  they  have  given  to  designers  to  develoj)  their  ideas  in 
practical  service,  and  when  these  designs  have  been  worked  out, 
orders  have  been  given  to  place  them  on  locomotives  for  regular 
work.    But  there  the  interest  ceases." 
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Mr.  F.  P.  Roescli,  of  the  El  Paso  &  Southwestern,  on  ])age 
56,  after — 

Mr.  Carter:     By  the  way,  who  is  Mr.  Roesch  now? 

Mr.  Robertson:  He  is  President  of  the  Traveling  Engi- 
neers' Association.  Mr.  Roesch,  after  listening  to  certain  argu- 
ments or  discussions  of  the  stoker  question,  arose  in  the  conven- 
tion and  said: 

''He  made  the  remark  that  what  we  want  is  to  save  labor 
on  the  part  of  the  fireman,  and  not  to  save  fuel.  Now,  to  be 
brutally  frank,  we  are  not  thinking  about  the  fireman.  We  can 
hire  firemen,  but  we  have  to  buy  coal." 

He  further  says:  "The  stoker,  as  we  are  all  aware,  does 
not  get  tired.  It  will  put  in  just  as  much  coal  at  the  end  of 
eight  hours  as  it  did  at  the  beginning,  but  the  fireman  does  get 
tired ;  it  is  for  that  reason  only,  why  we  want  the  stokers,  so  we 
can  be  satisfied  that  we  can  handle  the  increased  tonnage  at  the 
end  of  the  117  miles  just  the  same  as  we  can  at  the  beginning." 

The  report  of  the  Committee,  Mr.  J.  R.  Luckey,  Chairman, 
has  the  following  to  say : 

"Failure  to  install  stokers  is  not  due  to  the  fact  that  they 
are  not  needed.  The  mechanical  officer  must  have  conclusive 
evidence  that  the  machine  he  is  paying  a  good  price  for  will 
effect  a  saving  to  warrant  the  outlav." 


'& 


Mr,  Vauclain,  in  an  address  before  the  Franklin  Institute 
in  November,  1914,  said: 

"Take  the  case  of  the  automatic  stoker;  general  opposition 
Avas  made  to  the  introduction  of  an  automatic  stoker,  because 
it  was  said  if  a  fireman  was  able  to  shovel  the  coal,  there  was  no 
necessity  for  applying  automatic  devices  for  this  purpose." 

Mr.  Carter:  Mr.  Robertson,  carrying  out  Mr.  Vauclain 's 
thought,  if  two  firemen  have  to  be  placed  on  these  locomotives 
where  railroads  refuse  to  put  a  stoker,  it  proliably  will  result  in 
a  stoker  being  applied  according  to  that  line  of  thought? 

Mr.  Robertson :     Yes,  sir,  according  to  that. 

Mr.  Park :  In  regard  to  the  El  Paso,  did  not  the  engineers 
or  firemen  on  that  road  sav  that  the  stoker  was  not  a  success 
and  did  not  reduce  their  work?     That  is  mv  recollection. 


2948 


Mr.  Carter:  I  cannot  say.  Is  it  not  a  fact,  on  this  road 
which  Mr.  Roesch  gave,  that  tlie  stokers  liave  lieoii  making 
failures  ? 

Mr.  Park:     They  use  the  Street  stoker. 

Mr.  Stone:  If  yon  will  turn  to  the  statement  made  l)y  Mr. 
Roesch,  of  the  El  Paso,  he  said  the  advantage  of  the  stoker  w^as 
in  its  Avorking  to  fnll  capacity,  and  ]nitting  in  just  as  much  coal 
at  the  end  of  eight  hours  as  it  did  at  the  beginning. 

Mr.  Robertson:  They  have  six  Street  stokers  on  the  El 
Paso  &  Southwestern. 

Mr.  Park:  He  said  thev  made  a  great  deal  of  noise  and 
covered  the  cab  with  dust.  He  did  not  think  it  would  reduce 
the  fireman's  work  very  much. 

Mr.  Carter :  Mr.  Chairman,  we  are  willing  to  confess  that 
many  of  these  claims  made  for  these  stokers  are  not  agreed  to 
by  the  firemen  who  tried  to  operate  them,  and  they  are  not 
agreed  to  even  by  the  officials  themselves,  after  they  have  used 
the  stokers.  But  we  wanted  to  be  fair.  We  wanted  to  give  the 
companies  a  chance  to  either  use  a  stoker  or  two  firemen.  If 
they  find  a  stoker  that  will  avoid  the  necessity  of  putting  an- 
other fireman  on,  we  are  willing  to  help  them  make  a  success. 
"We  are  not  going  to  lay  down  on  the  job.  If  you  have  a  stoker 
which  is  not  a  success  at  the  start,  we  will  try  to  help  make  it  a 
success. 

Mr.  Carter:  Mr.  Robertson,  after  all  of  this  history  of 
stokers,  how  many  do  you  find  actually  in  service  at  this  time? 

Mr.  Robertson:     726. 

Mr.  Carter:     726  in  all  of  the  Ignited  States  and  Canada? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:     How  many  of  these  are  Crawford  stokers? 

Mr.  Robertson:     301. 

Mr.  Carter:     Where  are  they  employed? 

Mr.  Robertson:     On  the  Pennsylvania  Railroad. 

Mr.  Carter :  Who  is  the  superintendent  of  motive  ]oower  on 
the  Pennsylvania  Railroad? 

Mr.  Robertson :     Mr.  D.  F.  Crawford. 

Mr.  Carter:  Mr.  Crawford,  the  inventor  of  this  stoker,  is 
also  superintendent  of  motive  power,  under  whose  direction  it 
is  making  a  success? 

Mr.  Robertson :    Yes,  sir. 
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Mr.  Carter:  Is  the  Crawford  stoker  used  on  any  other 
railroads  ? 

Mr.  Robertson :     None  that  I  know  of,  no,  sir. 

Mr.  Carter:     It  is  not  reported  here? 

Mr.  Robertson:     It  is  not  reported  here,  no,  sir. 

Mr.  Carter:  Taking-  out  the  Crawford  stokers  that  are 
being  made  a  success  on  the  Pennsylvania  Lines,  West,  under 
the  direction  of  Mr.  Crawford,  how  niam^  stokers  are  in  service 
on  all  the  other  roads  in  the  United  States  and  Canada? 

Mr.  Robertson:     425. 

Mr.  Carter:     Only  425! 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  AVouId  that  indicate  to  your  mind  that  those 
stokers  are  not  the  success  claimed  for  them,  but  that  they  cost 
too  much  to  install  and  maintain? 

Mr.  Robertson:  It  would  indicate  one  or  the  other.  It 
would  seem  so,  anyway. 

Mr.  Shea :  How  many  of  those,  Mr.  Robertson,  are  used 
on  the  roads  in  this  Arbitration! 

Mr.  Robertson:     Stokers! 

Mr.  Shea:     Yes. 

Mr.  Rol)ertson:  I  have  not  com]mted  that,  but  on  page  28 
it  shows  that  on  the  Santa  Fe  Railroad  there  is  one  stoker  on  a 
Mallet  engine;  D.  M.  &  X.,  eight  stokers;  E.  P.  &  S.  W.,  six; 
C.  B.  &  Q.,  thirteen.  There  may  be  some  more  of  which  no 
record  has  been  made,  that  they  did  not  report  on  at  the  con- 
vention. 

Mr.  Byram :  What  is  the  date  of  this  tabulation  in  which 
you  credit  the  Burlington,  for  instance,  with  thirteen! 

Mr.  Carter :  It  is  taken  from  the  report  of  the  Committee 
at  the  Master  Mechanics'  Association  meeting  on  June  16,  1914. 
That  is  the  last  record  we  liave. 

Mr.  Byram:  You  have  no  record  of  any  tliat  have  been 
ap]:)lied  since  June,  1914? 

Mr.  Robertson:     Xo,  sir,  I  have  not. 

Mr.  Carter:  Read  the  total  that  api)ears  in  the  ta1)le  on 
page  28,  to  show  how  they  distri1)ute  these  mechanical  stokers 
in  given  types  of  locomotives,  beginning  with  four  on  Consoli- 
dation? 

Mr.  Robertson  :     Do  von  want  the  total! 
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Mr.  Carter:     Yes. 

Mr.  Robertson:  Tliere  are  four  stokers  apiilied  on  Con- 
solidation locomotives. 

Mr.  Carter:     That  is,  Street  stokers? 

Mr.  Robertson :  Street  stokers,  yes,  sir.  155  on  Mallett 
locomotives;  23()  on  Mikados;  tlire(»  on  mountain  ty])e  passenger 
engines;  lo  on  l)ecai)ods;  one  on  a  Centipede;  six  on  Pacific 
type  passengers;  418,  total. 

Mr.  Park:  Do  you  know  whether  those  applied  to  the 
Mikado  engines  are  large  Mikados  or  ordinary  Mikados? 

Mr.  Robertson:     1  could  not  sav,  I  am  sure. 

Mr.  Park:  Are  these  Pacific  types  on  mountains,  C.  k  0. 
and  B.  &  0.,  I  think! 

Mr.  Robertson:  C.  &  0.,  that  is  on  the  C.  &  0.  Railroad, 
yes,  sir. 

Mr.  Park:     That  is,  ])assenger  engines? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Park:     Is  that  on  the  mountain  divisions? 

Mr.  Robertson :     Indeed,  1  could  not  say. 

Mr.  Carter:     Is  that  all  on  that  exhibit? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Mr.  Robertson,  have  you  made  an  investiga- 
tion along  the  same  line  concerning  discipline  and  education  of 
locomotive  engineers  and  firemen,  and  standardization  of  wages  ? 

Mr.  Robertson :     Yes,  sir. 

Mr.  Carter:     Is  that  it? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  We  desire,  Mr.  Chairman,  to  introduce  this  as 
Exhibit  number  53. 

(The  document,  so  ottered  and  identified,  was  received  in 
evidence  and  thereupon  marked  '*Em])loyes'  Exhibit  No.  53, 
January  18,  1915.") 

Mr.  Carter :     Hastily  tell  what  this  shows. 

Mr.  Robertson :  Images  1  to  4  contain  statements  from  rail- 
way technical  experts  and  ])ublications,  showing  the  degree  of 
efficiency  of  engineers  and  firemen,  that  is,  comments  on  the 
efficiency  of  their  work. 

Beginning  with  page  5  and  continuing  to  page  11,  inclu- 
sive, will  be  found  statements  from  various  railway  officials  and 
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technical   i)ul)lications,   sliowiug-   the   educational   requirements 
of  locomotive  firemen. 

Mr.  Carter:  Without  taking  time  to  read  it,  what  does  the 
first  chapter  show  in  regard  to  engineers  and  firemen,  does  it 
show  from  many  officials  high  in  railroad  life  what  you  find  to 
be  true? 

Mr.  Robertson:  Yes,  sir.  Mr.  Harding,  of  the  New  York 
Central,  says: 

"The  railroad  rank  and  file,  as  today  .constituted,  probably 
has  the  best  body  of  men  of  au}^  commercial  enterprise  in  the 
world." 

Mr.  Carter:  What  does  that  show  as  to  educational  re- 
quirements of  locomotive  firemen"? 

Mr.  Robertson:  It  shows  such  educational  requirements  as 
locomotive  firemen  must  have  on  entering  the  service;  also  shows 
the  method  that  should  be  employed  in  order  to  educate  the 
locomotive  fireman  up  to  the  point  of  promotion,  in  order  to  make 
them  the  best  qualified  locomotive  engineers  that  can  be  made, 
and  bringing  them  to  a  degree  of  efficiency  that  is  necessary  to 
operate  a  locomotive,  successfully,  today. 

Mr.  Carter:     What  does  the  last  chapter  show? 

Mr.  Robertson:  It  is  entitled  "Standardization  of  Railway 
Equipment  and  Wages  of  Employes."  The  first  article  there, 
from  the  Railway  Age  (lazette,  shows  Mr.  Vaughn,  assistant  to 
the  Vice  President  of  the  Canadian  Pacific,  as  saving  that  it  is 
very  desirable  on  the  part  of  the  railroads  to  have  standardiza- 
tion insofar  as  locomotives  and  the  various  parts  of  the  loco- 
motives are  concerned. 

The  second  article  is  from  Mr.  M.  K.  Barnum,  of  the  Balti- 
more &  Ohio.  This  is  the  report  of  the  Committee  on  Standard- 
ization of  Tinware  of  the  Master  Mechanics'  Association,  in 
which,  after  the  Tinware  Committee  had  reported  and  made  an 
exception  of  one  certain  part  of  locomotive  appliances  that  they 
considered  should  not  be  standardized,  Mr.  Barnum  arose  and 
said : 

"I  think  the  attitude  taken  in  this  report  is  a  mistake  and 
I  want  to  take  exception  to  the  view  that  we  cannot  ado])t 
standards  for  tinware  for  both  locomotive  and  general  service 
in  the  mechanical  de])artments  of  the  railroads." 

Mr.  Carter:     Bv  the  wav,  Mr.  Robertson,  isn't  it  a  fact  that 

•  *'     7  7 
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the  Master  Mechanics'  standards  in  car  equipment  and  every- 
thing- else — tliat  they  make  el'toits  to  standardize  everything 
pertaining  to  the  power f 

Mr.  Robertson:     Standardizing  everytliing,  yes,  sir. 

Mr.  Carter:  The  Master  C/arbnilders'  Association  usually 
meets  witli  the  Master  Mechanics'  Association,  does  it  not? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  Ofttimes,  the  master  mechanic  is  the  same 
man  as  tlie  master  carbuilder,  is  not  that  true  ? 

Mr.  Robertson:  Yes.  Mr.  D.  F.  Crawford,  President  of  the 
Master  Carbuilders'  Association,  was  also  President  of  the  !Mas- 
ter  ^fechanics'  Association  for  some  time. 

Mr.  Carter:  Tliere  is  a  general  inclination  to  standardize 
everything  physical  pertaining  to  railroads? 

Mr.   Robeitson:     Yes,  sir. 

Mr.  Carter:     What  is  the  n*ext  ? 

Mr.  Robertson:  The  next  article  is  taken  from  an  article 
in  the  Railway  Age  Gazette  by  Mr.  AY.  L.  Park,  Mce-President 
of  the  Illinois  Central  Railroad,  and  is  as  follows: 

"The  railroads  are  standardizing  track,  bridges,  block-sig- 
nalling, equijnnent,  rules  and  practices..  Why  should  they  not 
standardize  wages  and  discipline  just  as  the  government  would 
do  if  it  owned  and  o])erated  the  railroads?" 

Mr.  Carter:  What  is  the  date  of  that  Railway  Age 
Gazette  ? 

Mr.  Robertson :     January  2,  1914. 

Mr.  Carter:     Only  about  two  weeks  ago? 

Mr.  Robertson :     No,  that  is  a  year  ago. 

Mr.  Carter:     Oh,  yes,  a  year  ago,  1914? 

Mr.  Robertson :     Yes,  sir. 

Afr.  Carter:  Is  there  anything  else  you  wish  to  say  in 
regard  to  that? 

Mr.  Robertson:     No,  sir. 

Mr.  Carter:  Mr.  Sheean,  that  is  all  on  that  exhibit.  Have 
you  anything? 

Mr.  Sheean :     No,  I  have  no  cross-examination. 

Mr.  Carter:     No  cross-examination? 

Mr.  Sheean :     No. 

Mr.  Carter:  Mr.  Robertson,  did  you  make  another  inves- 
tigation as  to  the  "Progress  ^Fade  in   Electrification  of  Rail- 
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roads  and  Kconomies  Effected  Thereby,"  as  set  forth  by  expres- 
sions of  opinions  of  high  railway  mechanical  anthorities! 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter :     Is  that  the  report ;  do  you  identify  it  ? 

Mr.  Robertson:     Yes,  sir. 

Mr.  Carter:  ^Ir.  Chairman  and  gentlemen,  we  introduce 
this  as  Exhibit  54-. 

(The  document  so  offered  and  identified  was  received  in 
evidence  and  tliereupon  marked  "Em])loyes'  Exhibit  Xo.  54, 
received  in  evidence  January  18,  1915.") 

Mr.  Carter:  Now,  Mr.  Robertson,  we  have  twenty  min- 
utes, and  1  am  going  to  limit  this  to  ten  minutes,  so  that  there 
may  be  cross-examination,  if  necessary. 

Mr.  Chairman  and  gentlemen,  we  have  rushed  this  thing- 
through  this  morning,  and  perhaps  have  only  used  half  a  day 
on  matters  far  more  important  than  other  matters  which  we 
used  two  days  on;  but  we  feel  as  if  we  have  ]ierliaps  overbur- 
dened the  Board  with  an  enormous  amount  of  documentary 
evidence.  The  reason  we  have  done  this,  Mr.  Chairman  and 
gentlemen,  is  that  every  bit  of  it,  we  feel  is  important,  and  if 
we  have  apparently  slighted  the  last  of  the  matters  presented, 
our  own  conscience  teaches  us  that  we  have  been  using  up  per- 
haps too  much  time. 

Mr.  Park:  Mr.  Carter,  speaking  personally,  as  one  mem- 
ber of  the  Board,  I  do  not  want  you  or  Mr.  Stone  to  feel  that 
you  should  curtail  in  any  way  your  evidence.  As  the  Chairman 
said  this  morning,  the  Board  are  here  to  hear  you  fully  and 
comi:)letely. 

The  Cliairman:     Mr.  Park  expresses  my  sentiments  fully. 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  I  will  take  the 
responsi1)ility  for  feeling,  not  by  a  knowledge  of  telepathy,  but 
by  my  judgment,  that  the  Board  is  getting  tired  of  all  this  read- 
ing of  testimony,  and  I  notice  that  counsel  for  the  railroads  has 
shortened  up  his  cross-examinations,  perhaiis  for  the  same 
reason,  and  we  are  going  to  shorten  it  u]i  with  this  statement, 
that  that  which  we  have  presented  through  Mr.  Robertson  is  of 
the  greatest  importance  to  our  cause. 

The  Cliairman:  We  have  no  complaint  to  make  whatever. 
Mr.  Carter,  and  we  are  prepared  to  hear  anything  you  have  to 
sav. 
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Mr.  Nagel :  I  particularly  want  to  join  in  that,  and  to  say 
to  you,  Mr.  Carter,  that  today's  proceedings  have  l)een  espe- 
cially interesting  to  me. 

Mr.  Carter:  I  wish  that  we  had  perhaps  introduced  this 
while  we  were  not  prone  to  rush  things  as  I  am  today,  and  as 
Mr.  Stone  is,  because  we  know  that  there  is  a  great  deal  of  good 
in  it.  We  have,  however,  anticipated  in  the  i)reiiaration  of  this 
testimony,  a  possibility  of  not  having  time  to  present  this  thor- 
oughly, or  the  Board  not  having  time  to  read  the  thousands  of 
pages  presented,  and  we  have  attempted  to  write  titles  to  each 
of  Mr.  Robertson's  exhibits,  which  are  significant  in  themselves. 
The  title  generally  indicates  what  the  article  proves,  and  that 
applies  to  all  of  Mr.  Eobertson  's  exhibits. 

Mr.  Kobertson :  They  are  quite  carefully  indexed,  too,  so 
that  you  can  find  the  different  articles. 

Mr.  Carter :     Yes,  our  indices  are  very  exhaustive. 

Now,  Mr.  Robertson,  will  j'ou  briefly  state  what  this  exhibit 
sets  forth? 

Mr.  Robertson :  This  exhibit,  in  the  first  twenty  pages, 
under  the  heading  entitled  "Progress  Made  in  Electrification  of 
Railroads  and  Economies  Effected  Thereby,"  will  show  the 
progress  made  in  the  electrification  of  railroads  and  is  entered 
in  here  by  railroads  alphabetically. 

Mr.  Carter:  Would  the  article  on  page  5  entitled  '*A  Suc- 
cessful Year,"  making  nearly  four  pages  and  bearing  date  of 
December  25,  1914,  about  a  month  ago,  be  a  general  resume  or 
review  of  the  progress  f 

Mr.  Robertson:  Yes,  sir.  The  article  entitled  '*A  Suc- 
cessful Year,"  is  about  the  latest — well,  it  is  the  latest  informa- 
tion shown  in  the  exhibit. 

It  has  reference  to  a  year's  operation  of  the  Butte,  Ana- 
conda &  Pacific,  and  shows  there  the  economies  effected  during 
that  year  by  the  adoption  of  the  electric  locomotive. 

Mr.  Carter:  Does  it  show,  that  by  the  substitution  of 
electric  locomotives  for  steam  locomotives,  there  is  a  great  sav- 
ing to  the  railroads  in  dollars  and  cents  ? 

Mr.  Robertson :  Yes,  sir,  it  shows  where  the  time  has  been 
shortened  by  adopting  the  electric  locomotives  in  passenger 
service.  It  shows  where  the  number  of  trips  that  were  formerly 
made  bv  the  steam  locomotive  between  Butte  and  Anaconda,  or 
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dragging  ore  up  to  the  smelters,  have  been  increased  to  the  ex- 
tent that  they  are  now  hauling,  where  they  formerly  made  five 
trips  and  hauled  a  certain  number  of  tons — that  they  have  now 
increased  the  tons  because  of  the  increased  number  of  trips, 
about  one-third.  And  it  shows  in  one  place  where  they  used 
a  steam  locomotive  for  spotting  cars  at  the  smelter,  after  the 
other  steam  locomotives  in  service  dragged  them  up  there,  that 
with  the  adoption  of  the  electric  locomotive,  and  the  increased 
number  of  trips  and  the  increased  number  of  cars  that  the  elec- 
tric locomotive  is  able  to  bring  to  the  smelter,  that  they  have 
done  away  with  this  spotter  or  switch  engine  there,  and  now 
the  electric  locomotive  botli  drags  the  cars  up  and  does  the 
switching. 

You  will  find  on  page  .7,  at  the  bottom  of  the  page,  a  general 
review  or  table  showing  just  what  saving  has  been  effected  dur- 
ing this  year.  They  sliow^  there  that  in  enginemen's  wages  the 
per  cent  saved  was  31.81  per  cent. 

Mr.  Carter:     Where  is  that? 

Mr.  Robertson:     On  page  7. 

Mr.  Carter:     How  much  are  the  trainmen's  wages? 

Mr.  Robertson:  In  the  trainmen's  wages  the  per  cent  of 
saving  was  21.10  per  cent. 

Mr.  Carter :  That  does  not  mean  they  have  reduced  wages, 
does  it,  but  just  that  they  are  operating  with  higher  efficiency, 
bv  reason  of  the  electric  locomotives? 

Mr.  Robertson :     That  is  what  it  means,  yes,  sir. 

Mr.  Carter :  And  in  that  way  they  have  accomplished  this 
saving  of  wages  without  reducing  the  rate  of  wages,  isn't  that 
true  ? 

Mr.  Robertson :  Yes,  sir.  The  total  locomotive  perform- 
ance shows  an  increased  saving  of  39.93  per  cent ;  that  is  in  the 
case  of  the  total  locomotive  performance. 

Mr.  Carter:  Would  this  indicate  that  another  road  which 
you  set  forth  very  extensively  here,  the  Chicago,  Milwaukee  & 
St.  Paul,  when  they  complete  the  electrification  of  their  450  miles 
— would  this  indicate  that  they  can  maintain  the  same  wages  on 
electric  locomotives  as  are  paid  on  steam  locomotives,  and  yet 
show  a  great  saving  in  cost? 

Mr.  Robertson:     Yes,  sir,  it  would  indicate  that. 

Mr.  Carter:     Pass  on. 
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]\lr.  Kobortsoii :  It  shows  also  on  this  table,  on  pago  7,  that 
the  ton  miles  hauled  increased  8.77  i)er  cent. 

One  page  23,  there  is  a  comi)arison  there  of  a  Consolidation 
locomotive  and  a  Mallet  locomotive,  and  an  electric  locomotive. 
It  shows  that  the  Consolidation  is  at  its  best  at  about  eleven 
miles  per  hour  aiid  can  tlien  move  about  4,400  ton  luiles  i)er 
hour;  the  Mallet  eugi]ie  is  at  its  best  at  about  1.)  miles  per 
hour,  and  at  that  speed  is  ca])able  of  moving  6,100  tons  per  hour; 
and  an  electric  locomotive  is  at  its  best  at  a  s})eed  of  about 
twenty  miles  ])er  iiour.  when  it  can  handle  about  22,000  ton  miles 
per  hour.  At  the  maxinuun  point  the  Mallet  can  therefore  haul 
about  39  ])er  cent  more  than  the  Consolidation,  and  the  maxi- 
mum service  cai)acity  of  the  electric  is  five  times  as  great  as 
that  of  the  Consolidation,  and  3.6  times  as  great  as  that  of  the 
Mallet. 

Mr.  Carter:  Mr.  Eobertson,  tliat  being  the  fact,  could  not 
the  railroads  ajiidy  steam  rates  on  electric  locomotives  any- 
where where  they  are  substituted  for  steam  h^x-omotives,  and 
yet  show  a  great  gain  in  t!ie  profit  or  efficiency  of  o])erating  the 
roads  ? 

Mr.  Kobertson :     That  would  l)e  my  o])inion,  yes,  sir. 
Mr.  Carter:     AVhat  else  have  you? 

Mr.  Robertson:  That  is  al)out  all  that  I  had  on  there,  ex- 
cept that  the  last  article  on  page  29  is  taken  from  ]\Ir.  Mellen's 
testimony  before  the  Investigation  made  by  the  Interstate  Com- 
merce Commission,  wherein  he  refers  to  the  electriiicatiou  of  the 
New  York,  Xew  ITavon  &  Hartford  Railroad. 

Mr.  Carter:  AVliy  he  bought  iij)  those  electric  roads? 
Mr.  Robertson:  Yes,  sir,  showing  why  he  bought  U])  the 
electric  lines.  He  savs:  "I  was  trving  to  secure  control  of  the 
trolleys  contiguous  to  the  lines  of  the  New  Haven,"  he  said, 
"because  I  had  the  theory  and  belief  that,  first,  all  railroads 
were  going,  sooner  or  later,  especially  in  congested  connnunities, 
to  be  operated  by  electricity." 

Mr.  Carter:     Is  it  your  general  opinion  from  the  reading 
of  this,  that  sooner  or  later  electricity  will  sui)ersede  steam  in   '] 
the  operation  of  locomotives? 

Mr.  Robertson :  Yes,  sir.  Railway  and  Locomotive  En- 
gineering says:  "Electricity  as  a  means  of  motive  power  has 
been  tried  out  verv  extensivelv  and  has  i)roved  to  the  world 


2957 

that  it  is  Diore  reliable  than  steam  and  has  many  advantages 
over  it." 

Mr.  Carter:  That  is  all.  Mr.  Stone  says  that  he  will  not 
have  the  next  witness  here  until  2 :30. 

The  Chairman:  Tlien  we  will  take  a  recess  at  this  point 
until  2  :30. 

(Whereupon,  at  12:22  o'clock  P.  M.  a  recess  was  taken  until 
2:30  o'clock  P.  M.) 

After  Recess, 

Mr.  Carter:  Mr.  Chairman  and  gentlemen:  Referring  to 
pages  396-398  inclusive,  of  the  proceedings  of  December  4,  1914, 
you  will  find  there  a  colloquy  between  the  witness  Carter  and 
the  general  counsel  for  the  railroads  with  regard  to  standardiza- 
tion. It  appeared  to  be  the  idea  of  counsel  for  the  railroads  that 
standardization  was  ])erhaps  impracticable  because  rules  not 
included  in  the  Proposition  of  the  Engineers  and  Firemen  might 
be  better  on  roads  wdiere  wages  were  lower.  I  will  very  briefly 
quote  from  what  I  said: 

"Mr.  Carter:  In  reply  to  that,  I  w411  say  that  so  far  as  the 
rate  is  concerned,  the  amount  in  dollars  and  cents  expressed  in 
the  rate  is  a  true  index  to  the  remuneration  of  the  engineer  and 
fireman,  so  far  as  his  services  in  the  operation  of  that  locomotive 
is  concerned,  but  on  roads  where  they  receive  pay  for  preparing 
their  locomotives,  their  earnings  would  be  increased  thereby, 
because  on  the  one  road  the  railroad  does  not  pay  for  that 
service,  while  on  the  other  road  it  does  so  pay."  *     '"^ 

' '  Mr.  Carter :  There  is  no  question  but  what  the  rules  affect 
the  employment  of  the  men,  the  wages  and  the  amount  of  money. 

"Mr.  Slieean:  So,  having  a  rate  column,  no  matter  how 
wide  the  spread  of  the  rates  in  that  rate  column  may  be,  you 
get  no  true  index  as  to  how  much  Avill  be  received  by  the  men 
and  how  much  will  be  paid  b}'  the  company  until  you  know  the 
underhung  rules  to  which  that  rate  applies;  namely,  when  the 
day  begins  and  ends,  w'hether  the  engines  are  taken  at  the  round- 
house or  at  the  depot  and  whether  or  not  preparatory  time  is 
or  is  not  allowed,  whether  terminal  dela)"  is  allowed,  and,  if  so, 
how  much,  and  all  of  the  rules  to  which  that  schedule  is  applied? 
Mr.  Carter:     Well,  your  })roposition  presented   through 
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the  question,  is  accurate.  From  my  information  and  general 
knowledge  of  the  practice  I  think  you  will  find  on  those  roads 
that  are  most  liberal  in  rates  they  are  most  liberal  in  rules. 
That  is,  if  you  find  a  railroad  i)aying  liigli  rates  you  will  find  a 
railroad  with  liberal  rules.  It  is  generally  the  road  that  does 
not  care  to  pay  rates  that  does  not  care  to  extend  liberal  rules." 
It  appears  at  that  time,  Mr.  Chairman  and  gentlemen,  that 
it  may  be  offered  or  was  offered  as  an  argument  against  stand- 
ardization that  some  roads,  Ave  will  say  on  the  Santa  Fe,  where 
they  pay  a  lower  rate,  might  be  so  much  better  than  on  the 
Burlington  or  the  Rock  Island  that  the  better  rules  would  offset 
their  better  rates.  Mr.  Keiser  has  prepared  for  me  a  comparative 
statement,  and  I  Avill  ask  him  to  make  it. 

WALTER  C.  KEISER  was  called  as  a  witness  and  having 
been  duly  sworn,  testified  as  follows: 

DIRECT  EXAMINATION. 

Mr.  Carter:     Will  vou  state  vour  name? 

Mr.  Keiser:     Walter  C.  Keiser. 

Mr.  Carter:     W^liat  is  your  present  residence? 

Mr.  Keiser:      Topeka,  Kansas. 

Mr.  Carter:     What  is  your  occui)ation? 

Mr.  Keiser:  I  am  General  Chairman  of  the  Brotherhood 
of  Locomotive  Enginemen  and  Firemen,  on  the  Atchison,  Topeka 
&  Santa  Fe  proper. 

Mr.  Carter:     What  is  your  position  with  the  company? 

Mr.  Keiser:     I  am  a  locomotive  engineer. 

Ml".  Carter:  Have  you  prepared  a  statement  outlining  what 
I  have  just  stated  to  the  Board? 

Mr.  Keiser:     I  have. 

(Said  statement  is  as  follows:) 

INITIAL  TERMINAL  DELAY. 

Atchison,  Topeka  and  Santa  Fe  Railway  Com]iany. 

(Schedule  effective  July  15th,  1911.) 

When  a  through  or  irregular  freight  crew  is  held  at  a  main 

line  district  terminal  to  exceed  one  hour,  delayed  time  shall  be 

allowed  and  time  on  road  computed  from  time  of  departure; 

this,  however,  not  to  a])ply  on  runs  of  less  tlian  100  miles,  for 
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which  100  miles  are  allowed.     Firemen  in  other  service  will  not 
be  paid  for  terminal  detention.     (P-9.) 

Chicago  and  Northwestern  System. 
(Schedule  effective  May  16th,"  1910.) 

In  all  service,  except  gravel  and  switching,  firemen  shall  be 
allowed  delayed  time  for  all  time  they  are  delayed  at  initial 
terminal,  provided  that  time  is  one  hour  or  more,  when  delayed 
time  at  initial  terminal  is  paid,  trip  time  shall  commence  at  the 
actual  lea\ing  time  of  the  train. 

Delayed  time  will  not  be  used  to  make  up  constructive  mile- 
age on  each  day's  work,  but  w^ill  be  used  to  make  u\)  the  guar- 
antee of  2,600  miles  at  the  end  of  each  month.     (P-8.) 

Chicago,  Burlington  and  Quincy  Railway  Company. 
(Schedule  effective  August  1,  1911.) 

Passenger  firemen  delayed  one  hour  or  more  in  starting 
from  or  after  arriving  at  a  terminal  will  be  ])aid  at  hourly  rates 
for  all  time  in  excess  of  one  hour.     (P-3.) 

(Freight)  Firemen  delayed  one  hour  or  more  in  starting 
from  or  after  arriving  at  a  terminal  will  be  paid  the  hourly  rates 
for  the  full  delay.     (P-5.) 

Missouri  Pacific-Iron  Moimtain. 
(Schedule  effective  April  1,  1911.) 

Passenger  or  freight  engineers  held  on  duty  one  hour  at 
initial  points  after  the  time  fixed  for  the  departure  of  their 
trains,  or  held  out  thirty  minutes  after  arrival  at  terminals,  will 
be  paid  for  such  detention,  at  overtime  rates  per  hour,  on  basis 
of  actual  number  of  minutes  detained  or  held  out,  less  running 
time  of  ten  miles  per  hour;  and  such  terminal  time  wdll  not  be 
counted  in  computing  overtime.     (P-ll-E.) 

Incoming  trains  shall  he  considered  at  the  terminal  on 
arrival  at  the  designated  point  or  when  held  on  the  main  line  by 
preceding  trains.    (P-12-E.) 

(Firemen  are  paid  on  basis  and  rules  as  engineers.) 

Rock  Island  Lines. 

(Schedule  effective  May  16,  1911.) 

Firemen  delayed  at  terminal  station  before  leaving  will  be 

paid  one  hour  if  delayed  one  hour  and  less  than  one  hour  and 

thirty    minutes;  two    hours    if    delaved    one    hour  and    tliirty 
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iiiiinites,  aiul  so  on.    No  tiiiu*  will  he  allowt'd  unless  (k*laycM.l  one 
full  hour. 

In  cases  of  delays  at  terminals,  wlieic  neither  terminal 
switehiui;'  or  terminal  delay  sino;]y  would  entith'  iiremen  to  time 
under  the  schedule,  they  will  be  combined,  and  if  such  combined 
time  e(|uals  or  exceeds  thirty-five  minutes  and  less  than  one 
hour,  he  will  be  allowed  one  houi'.  If  the  delays  ecjual  or  ex- 
ceed one  hour,  time  will  be  allowed  as  per  schedule.     (P-().) 

Union  Pacific  Railway  Coni])any. 
(Schedule  effective  April  1,  lUll.) 

When  delayed  one  hour  or  more  before  starting-,  firemen 
will  be  allowed  ten  (10)  miles  for  each  full  hour  so  delayed,  and 
time  on  road  computed  from  the  time  called  to  leave,  less  the 
delayed  time  allowed.  For  exam])le:  A  train  called  to  leave  at 
7:00  A.  'SI.  and  does  not  get  out  until  8:80  A.  ^I..  one  hour  will 
be  allowed  for  delayed  time,  and  time  on  road  comimted  from 
8:00  A.M.     (P-5.) 

Terminal  time  will  end  and  road  time  begin  on  out  going 
freight  train  when  it  is  on  the  main  line  and  that  switch  is 
closed. 

Terminal  tone  will  not  be  allowed  crews  on  short  runs 
where  constructive  mileage  is  paid;  nor  to  turn  around  runs 
(main  line  and  l)ranches)  except  at  starting  point.     (P-'Jl.) 

Atchison,  Topeka  and  Santa  Fe  Railway  Company. 
(Schedule  effective  July  15,  19li.) 
Firemen  required  to  remain  on  duty  over  thirty  (30) 
minutes  after  arrival  at  main  line  terminal  station  will  be  paid 
overtime  in  addition  to  the  trip.  On  runs  where  constructive 
mileage  is  paid,  no  such  delayed  time  will  be  allowed  unless  fire- 
men are  used  to  do  switching,  or  other  work,  classed  as  yard 
work.     (P-9.)     (Freight  rule.) 

Chicago  and  Northwestern  System. 
(Schedule  effective  :\Iay  16,  1910.) 
Firemen  delayed  one  hour  after  arrival  at  destination  in 
giving  u])  engine  in  such  manner  as  the  rules  of  the  terminal 
require,  shall  be  ])ai(l  for  all  time  lost,  but  no  elaim  is  to  be 
made  unless  there  is  a  delay  of  a  full  hour.  Such  delay  to 
freight  firemen  to  c(mmience  after  train  has  been  i)laced  on 
designated  siding  in  terminal. 
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In  passenger  service  delayed  time  shall  begin  after  arrival 
at  station,  except  at  Chicago,  where  special  rules  govern.   (P-8.) 

Chicago,  Burlington  and  Quincy  Railway  Company. 

(Schedule  effective  August  1,  1911.) 
Covered  in  initial  terminal  rule. 

Missouri  Pacific-Iron  Mountain. 
(Schedule  effective  April  1,  1911.) 
Covered  in  initial  terminal  rule. 

Rock  Island  Lines. 

(Schedule  effective  May  16,  1911.) 

Firemen  delayed  at  terminal  station  after  arriving  will  be 

paid  one  hour  after  thirty  minutes'  delay;  two  hours  after  one 

hour  and  thirty  minutes'  delay,   and  so  on.     N'o  time  will  be 

allowed  unless  delayed  thirty  minutes  or  more.    (P-6-7.) 

Union  Pacific  Railway  Company. 

(Schedule  effective  April  1,  1911.) 

Firemen  required  to  do  switching,  load  stock,  etc.,  at  main 

line  district  tenninals  before  starting,  or  when  held  on  duty 

after  arrival   as   shown  by  register   in   round  house,   shall   be 

allowed  overtime  in  addition  to  time  on  road.     (P-5-6.) 

(Less  than  30  minutes  will  not  be  counted,  thirty  minutes 
or  more,  one  hour.) 

LOCAL  DIFFERENTIAL. 

Atchison,  Topeka  and  Stanta  Fe  Railway  Company. 

(Schedule  effective  July  1.3,  1911.) 
Firemen  on  local  or  wa>-  fi'cight  trains  (except  when  ]\fallet 
engines  are  used)  shall  be  ])aid  fifteen  (15)  cents  per  100  miles 
in  addition  to  the  rate  ai^iilying  to  the  same  class  of  engine  on 
through  runs;  overtime  ]n-o  rata.     (P-6.) 

Chicago  and  Northwestern  System. 
(Schedule  effective  May  16,  1910.) 
Shows  a  differential  above  through  freight  rate  of  25  cents 
per  100  miles.     (P-1.) 

(Schedule  shows  rate  foi-  each  class  of  engines.) 

Chicago,   Burlington  and  (Quincy   Railroad. 
(Schedule  effective  August  1,  1911.) 
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Shows  a  differential  al>ove  through  freight  rate  of  25  cents 
per  100  miles.     {FA.) 

(Schedule  shows  rate  for  each  group  of  engines.) 

Missouri  Pacific — Iron  Mountain. 
(Schedule,  effective  April  1.  1911.) 
Shows  a  differential  above  through  freight  rates  of  20  cents 
per  1<V)  niiles.     iP-:^.) 

Rofk  Island  Lines. 
.     Schedule  effective  May  16.  1911.) 
Shows  a  differential  above  through  freight  rates  of  25  cents 
per  100  miles.     (P-3.) 

Union  Pacific  Railway  Company. 

(Schedule  effective  April  1.  1911.) 
Twenty-five  cent  differential  above  through  freight  rates, 
except  on  specified  runs  which  carry  a  monthly  rate.     (Mallet 
type  engines  rsnvinir  snme  rate  on  local  ns  through  freight.) 
(P|>_t.5.) 

DEADHEADING. 

Atchison.  Topeka  and  Santa  Fe  Railway  Company. 
(Schedule  effective  July  15,  1911.) 
Firemen  dead-heading  under  orders  shall  }w  paid  1.4  cents 
per  mile,  this  to  be  a  flat  rate  of  1.4  cents  per  mile  for  actual 
mileage  made,  no  constructive  mileage  to  be  allowed,  and  other 
service  which  the  fireman  may  ]>erform  on  the  same  day  not  to 
be  considered  in  connection  with  the  dead-head  trip  in  any  way 
whatever.    (P-11.) 

Chicago  and  Northwestern  System. 
(Schedule  effective  ^ifay  16,  1910.) 
Firemen  dead-heading  over  the  road  on  Company  business 
will  be  paid  one-half  the  actual  mileage  made  at  two  and  three- 
fourth  (2-'*»4)  cents  per  mile,  and  such  time  shall  be  used  to  make 
np  constructive  mileage.     ( P-4. ) 

Chicago,  Burlington  and  Quincy  Railway  Compans. 
(Schedule  effective  August  1,  1911.) 
A  fireman  dead-heading  to  make  or  return  from  making  a 
passenger  trip,  or  trip  with  lone  engine,  will  be  paid  one-half 
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through  freight  rates  for  Group  1  engines  ( Freight  rate  Group 
1  engines  is  1=2.95).  A  fireman  dead-heading  to  make  or  return 
from  making  a  freight  trip  will  be  jjaid  through  freight  rates 
for  Group  1  engines.  A  fireman  dead-heading  to  make  or  re- 
tuiTi  from  making  a  trip  for  piloting,  work  train  or  switching 
ser\'ice,  will  he  i^aid  one-half  through  freight  rates  for  Group  1 
engines,  when  tlead-Iieading  on  a  passenger  train,  and  through 
freight  rates  for  Group  1  engines  when  dead-heading  on  freight 
train.     (Pp-lO-H.) 

Missouri  Pacific-Iron  Mountain. 
(Schedules  ettective  April  1. 1911.) 

For  less  than  fifty  miles  2I4  cents  per  mile  shall  be  paid, 
from  50  to  KH)  miles  .«2.25  shall  lie  a  flat  rate:  over  100  miles 
21 4  cents  per  mile. 

If  no  other  work  is  done  within  12  hours  from  the  com- 
mencement of  a  dead-head  trip,  a  minimum  of  $2.25  shall  be 
paid. 

When  assigned  to  other  service  after  dead-heading,  a  new 
day  begins.  Xo  other  work  or  service  to  be  combined  with  the 
dead-head  sei-vice.    i  P-6.) 

Eock  Island  Lines. 
(Schedule  effective  May  16.  1911.) 
Firemen  dead-heading  on  Company  business  will  be  paid 
half  mileage  at  rate  of  three  (3)  cents  per  mile,  with  a  minimum 
of  1(X)  miles.  iiro\'iding  no  other  service  is  performed  on  same 
date.  Firemen  held  24  hours  after  arrival  of  dead-head  trip, 
will  be  allowed  $3.(X\  and  $3.00  for  each  succeeding  24  hours 
so  held. 

Dead-head  time  will  not  be  comliined  with  time  tor  other 
service.    ( Piv4-5. ) 

A  fireman  dead-heading  by  order  of  the  Comj^any.  or  to 
meet  the  Company's  necessities,  will  be  paid  dead-head  mileage 
in  both  directions. 

A  fireman  going  to  take  a  better  run,  or  benefit  himself, 
(as  he  is  permittecl  to  do  under  his  senioritv"  rights — ^i>er  Article 
19)  will  not  be  i>aid  dead-head  mileage.  The  fireman  who  is  re- 
lieved, however,  by  such  a  move:  will  be  paid  dead-head  mileage 
to  hi^  home  terminal.    ( P-23. ) 
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Union  Pacific  Railway  ("oniitany. 
(Schedule  effVctivc  April  1st,  1011.) 

Time  for  dead-heading  will  be  allowed  at  rate  of  one  hun- 
dred miles  for  each  twenty-four  hours  or  less,  excei)t  when  other 
service  is  performed  on  same  day,  in  which  case  time  will  be 
allowed  at  rate  of  ten  miles  i)er  hour,  but  in  no  case  will  less 
than  fifty  nor  more  than  one  hundred  miles  Ix*  allowed  for 
dead-heading-  on  same  day.  AVIion  other  service  performed  on 
same  day  is  less  than  iil'ty  miles,  one  hundred  miles  will  be 
allowed  to  cover  both  dead-heading  and  service  ^movement. 
(P-8.)_ 

Firemen  will  be  ])aid  for  class  of  service  causing  dead- 
heading. 

Firemen  dead-heading  as  engineers  to  take  engineer's 
rate.     (P-22.) 

CALLED  AND  RELEASE  RULES. 

Atchison,  Topeka  and  Santa  Fe  Railway  Company. 

(Schedule  effective  July  15th,  1911) 
AVhen  a  fireman  is  called  and  not  used  on  account  of  train 
being  abandoned,  or  for  other  cause,  he  shall  be  allowed  mini- 
mum of  thirty-three  and  one-third  miles  for  the  class  of  service 
and  engine  for  which  called,  and  stand  first  out.     (P-10) 

Chicago  and  Northwestern  System. 

(Schedule  effective  May  l(),'l910) 

xVfter  a  fireman  lias  l)een  called  and  reports  for  duty,  he 

shall  be  paid  for  all  time  on  duty,  such  time  to  be  not  less  than 

one-fourth  of  a  day,  and  shall  stand  first  out.    Such  time  shall 

be  used  to  make  up  constructive  mileage.     (P-3) 

Chicago,  Burlington  and  Quincy  Railway  Company. 

(Schedule  effective  August  1,  1911) 
In  ,case  a  fireman  is  called  and  afterwards  notified  he  is  not 
wanted,  a  minimum  of  two  and  one-half  hours  time  will  be 
allowed  at  regular  hourly  rates,  and  the  fireman  stand  first 
out.    (P-13) 

Missouri  Pacific — Iron  Mountain. 
(Schedule  effective  April  1st,  1911) 
When  a  fireman  is  called  for  service  and  gets  his  engine 
ready,  and  the  train  is  abandoned  and  fireman  relieved,  he  shall 
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receive  one  day's  pay  at  schedule  rate  aud  be  listed  at  bottom 
of  the  Board;  unless,  he  is  a^ain  called  in  regular  turn  for  service 
within  twelve  hours  from  first  call,  in  which  case  he  will  be 
allowed  pay  for  mileage  made  and  overtime  from  time  of  first 
call.     (P-7) 

Rock  Island  Lines. 

(Schedule  effective  May  16,  1911) 

When  firemen  are  called  to  make  a  trij)  and  the  train  is 

later  annulled  and  the  fireman  relea^^ed,  he  will  be  paid  three 

hours  time  at  his  regular  rate,  and  will  occupy  the  same  position 

he  did  before  being  called.     (P-10) 

Union  Pacific  Railway  Company. 
(Schedule  effective  April  1,  1911) 
AVlien  not  used,  firemen  will  be  allowed  fiftv  miles  for  five 
hours  or  less  and  stand  first  out,  for  more  than  five  hours  thej' 
will  be  allowed  one  hundred  miles  and  stand  last  out. 

The  calling  hour  will  not  be  considered  as  on  duty.     (P-7) 

DOUBLING  HILLS. 
xVtchison,  To])eka  and  Santa  Fe  Railway  Company. 
(Scliedule  effective  July  15,  1911.) 
Firemen  will  be  allowed  actual  mileage  for  doubling  hills, 
running  for  A^  ater  or  fuel  and  turning  on  wyes.     (P-9) 

Chicago  and  Northwestern  System. 
(Schedule  effective  May  16,  1910) 
I'iremen  required  to  double  hills  will  be  allowed  the  actual 
mileage  made,  provided  they  are  not  in  receipt  of  compensation 
under  another  rule.     (P-3) 

Chicago,  Burlington  and  Quincy  Railroad  Company. 
(Schedule  effective  Aug.  1,  1911) 

A  fireman  of  a  train  doubling  a  hill  will  be  paid  one  hour's 
time  at  hourh'  rates  for  each  double,  provided  the  double  is  not 
attributable  to  any  fault  of  the  fireman.  One  hour  at  hourly 
rates  will  be  ])aid  where  trains  are  ordered  to  back  up  to  get 
a  start  at  a  hill. 

When  an  engine  is  uncoupled  from  its  own  train  and  helps 
another  train  over  a  hill,  the  fireman  will  be  paid  for  a  double. 
The  fireman  of  the  train  helped  will  not  be  paid  for  a  double. 
(P-5) 


Missouri  Pacific — Iron  Mountain. 
(Sehednle  effective  April  1,  1911) 
Engineers  donbling  liills  will  be  allowed  ten  miles  for  each 
double,  wliere  the  mileage  is  less  than  ten  miles,  and  actual  mile- 
age where  the  mileage  is  ten  miles  or  over. 

"When  necessary  to  cut  off'  to  help  other  trains  over  the  hills, 
or,  through  no  fault  of  their  own  to  run  for  coal  or  water,  it  shall 
be  considered  a  double.  This  time  to  be  com])uted  as  arbitrary 
time.     (Engrs.  scliedule) 

Eock  Island  Lines.  . 

(Schedule  effective  May  1(5,  1911) 
On  runs  of  100  miles  or  more,  actual  time  at  ten  miles  per 
hour  made  in  doubling  hills  will  be  allowed.  On  runs  of  less 
than  100  miles,  the  time  will  be  allowed  if  the  mileage  made  in 
doubling,  added  to  the  mileage  of  the  run,  exceeds  100  miles. 
(P-6) 

Qnion  Pacific  Railway  C'om]>nny. 

(Schedule  effective  Ai)ril  1,  1911) 

Firemen  will  be  allowed  five  miles  for  each  double,  unless 

the  mileage  is  more  than  five  miles,  in  which  case  actual  miles 

will  be  allowed.     If  overtime  is  made  it  will  be  deducted  from 

mileage  allowed  for  doubling.     (P-12-13) 

Trains  doubling,  made  u])  with  intention  to  do  so,  i)ay  ten 
miles  arbitrarily.     (P-23) 

ADDITIONAL  PAY  THKOUGH  FREIGHT  SERVICE. 

Atchison,  Topeka  &  Santa  Fe  Railway  C(mipany. 
(Schedule  effective  July  15th,  1911.) 

Switching  done  at  terminals  where  no  switch  engines  are 
employed,  shall  be  \rdid  for  at  overtime  rates,  providing  time 
consumed  in  making  the  trip  exceeds  ten  hours,  or  mileage  made 
exceeds  100.     (P.  9.) 

Icing  cars  at  terminals  where  switch  (engines  are  employed 
will  be  considered  the  same  as  switching  or  loading  stock  and 
overtime  paid  therefor. 

Stock  loaded  or  unloaded  at  divison  terminals,  if  done  In- 
road crews,  or  where  stock  is  loaded  or  unloaded  between 
terminals  bv  train  other  than  one  hauling  same,  shall  be  paid 
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for  at  overtime  rates  in  addition  to  the  trip,  if  the  time  of  the 
trip  exceeds  ten  hours  or  mileage  100. 

Wlien  through  or  irregiihir  freight  crews  are  delayed  at 
any  one  point,  more  than  one  hour,  loading  or  unloading  ma- 
terial, they  shall  be  paid  for  such  service  at  regular  overtime 
rates ;  provided,  however,  that  any  time  allowed  for  sucli  service 
shall  not  be  paid  for  as  overtime  at  the  expiration  of  the  run. 
(P.  9.) 

Chicago  &  North-Western  System. 
(Schedule  effective  May  16,  1910.) 

Firemen  on  other  than  way  freight  trains  will  be  paid  for 
doing  station  switching,  not  incidental  to  their  train,  wlien  such 
time  is  one  hour  or  more. 

If  firemen  are  required  to  do  switching  at  terminal  stations, 
either  before  leaving  or  after  arrival  at  such  terminal,  they  will 
be  paid  extra  for  all  such  switching  at  the  rate  of  ten  (10)  miles 
per  hour,  provided  they  are  not,  at  the  time  they  are  engaged 
in  such  switching  service  in  receipt  of  compensation  under  any 
other  rule.  No  extra  compensation  shall  be  paid  for  switch- 
ing service  until  the  mileage  exceeds  seventy  miles. 

.  On  runs  seventy  (70)  miles  or  less  no  extra  compensation 
will  be  paid  for  switching  service  until  the  time  on  duty  ex- 
ceeds ten  (10)  hours.  Less  than  thirty  minutes  Avill  not  be 
counted.  Thirty  (30)  minutes  and  less  than  one  liour  will  be 
counted  one  hour.  Freight  firemen  will,  however,  not  be  called 
on  to  do  switching  where  switch  engines  are  employed,  except 
in  case  of  absolute  necessity. 

On  turn-arounds,  extra  compensation  will  be  allowed  for 
switching  at  turn-around  point,  providing  there  is  a  delay  of 
thirty  (30)  minutes  or  more.  No  extra  compensation,  however, 
shall  be  allowed  for  switching  at  turn-around  points  until  the 
mileage  of  turn-around  trip  shall  exceed  100  miles  or  until  the 
hours  on  duty  shall  exceed  ten  (10). 

Firemen  called  upon  to  fire  extra  trains  shall  receive  extra 
compensation  for  switching  service  at  initial  point  and  at  desig- 
nation, under  the  same  rule  and  at  the  same  rates  that  apply 
to  firemen  of  regular  trains.     (P-3.) 

Firemen  in  road  service  will  be  paid  extra  compensation 
for  wrecking  service  performed  while  en  route  (wlieth(M'  on  his 
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own  train  or  aiiotlier),  ])rovi(l(Ml  the  time  so  ('iiij)loy(Ml  is  one 
hour  or  iiioic.  Tliis  timo  not  to  be  included  in  computing  over- 
time.    (P-2.) 

('liicai>o,  Burlin.nton  and  (^)uincy  J^ailway  Company. 

(Schedule  effective  Au.i^iist  1,  1911.) 
\\  hen  way  frei.i>hts  are  annulled  and  through  freiglits  are 
required  to  do  way  freight  work,  such  as  unloading  freight  at 
stations  and  doing  station  switching  other  than  picking  up  and 
setting  out  cars,  the  firemen  will  be  paid  way  freight  rate  for 
the  whole,  or  that  ])ortion  of  the  trip  for  which  way  freight 
trains  has  been  annullecl.  If  for  any  reason  other  than  annul- 
ment of  a  wav  freight  train,  wav  freight  work  is  done  bv 
through  freight  train,  the  actual  time  used  in  doing  such  way 
freight  work  shall  le  ])aid  for  at  liourly  rates. 

Firemen  retjuircMl  to  do  switching  or  other  work  at  termi- 
nals will  be  |)aid  full  time,  providing  the  time  exceeds  thirty 
minutes,  excepting  as  provided  in  I'ules  1  and  5.     (P-6.) 

( )n  scheduled  runs  of  less  than  UK)  miles  when  made  in 
less  than  ten  hours,  a  fireman  may  be  required  to  perform 
switching  incidental  to  his  train,  or  hostlering,  or  l)oth,  in  order 
to  give  an  equivahnit  for  the  ten  hours'  service  paid  for.  This 
is  not  to  apply  to  nu\in  line  terminals  or  any  points  where 
switch  engines  or  liostlers  are  maintained. 

On  scheduled  inns  of  less  than  100  miles,  where  under 
schetlule  effective  August  1st,  1905,  extra  allowance  is  made 
for  hostlering  in  addition  to  pay  for  the  trip,  this  practice  will 
be  continued.     (Pp-3-4.) 

AVlieri  t)rdered  to  do  construction  or  wrecking  work  in  the 
course  of  a  trip,  full  time  will  be  paid  by  the  hour  for  such 
work.     (P-7.) 

Missouri  Pacific — Iron  Mountain. 

(Schedule  effective  April  1st,  1911.) 

Their  time,  overtime  and  mileage  shall  be  computed  from 

their  engineers'  time  sli])S,  or  from  round-house  register,  and 

in  both  road  and  switch  service  on  same  basis  and  under  same 

rules  as  ap})ly  to  engineers.     (P-9.) 

An  allowance  of  one  hour  at  through  freight  rates  will  be 
made  to  engineers  of  through  freight  trains  loading  or  unload- 
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ini>'  L.  r.  L.  frcii'lit.    When  more  tlian  one  hour  is  used  in  doinu' 
such  work,  local  freii»ht  rates  will  be  paid  for  the  trip. 

Engineers  in  through  freight  service  placing  loads  on  or 
removing  empties  from  incline  coal  chutes  shall  be  jjaid  one  hour 
for  ,the  service,  except  where  paid  for  as  terminal  time.  This 
to  l)e  paid  as  arbitrary  time. 

Engineers  in  through  and  irregular  freight  service  required 
to  load  or  unload  stock  or  material,  or  to  ice  or  weigh  cars,  or 
to  replace  cars  derailed  by  other  trains,  will  be  paid  for  such 
Avork  at  regular  overtime  rates.  The  time  consumed  in  perform- 
ing one  or  more  of  the  above  mentioned  classes  of  service,  at  or 
between  different  points,  to  be  cumulative. 

The  time  used  SAvitching  incident  to  miscellaneous  work  will 
be  included  in  the  time  of  such  work  and  is  not  to  be  computed 
as  switching  between  terminals  under  Article  29.  In  case  road 
overtime  has  been  made  on  a  trip,  the  time  paid  for  as  mis- 
cellaneous work  will  be  used  to  offset  a  ])art  or  all  of  such  over- 
time as  the  case  may  be,  provided  the  time  consumed  doing 
miscellaneous  work  occasions  the  road  overtime. 

No  allowance  for  miscellaneous  work  will  be  made  on 
runs  of  less  than  fifty  miles  for  wdiich  100  miles  is 
paid,  but  should  the  total  time  consumed  on  such  runs  exceed 
five  hours,  exclusive  of  terminal  time  paid  for,  the  time  in  ex- 
cess of  five  hours  will  be  allowed  as  ov'i'rtime,  to  be  computed 
as  stipulated  in  Article  25. 

Engineers  in  through  and  irregular  freight  service  consum- 
ing two  hours  or  more  picking  up  or  setting  out  cars,  or  doing 
other  switching  between  the  terminals  of  their  runs,  will  be  paid 
local  freight  rates  for  such  trips.  The  only  time  to  be  counted 
under  this  article  is  that  necessarily  required  in  doing  this  work. 

On  runs  where  engineers  are  allowed  time,  independently 
of  road  overtime,  for  making  up  or  putting  away  trains  or 
switching,  the  time  so  allowed  \v\]\  not  be  used  to  make  up  the 
two  hours  stipulated  herein. 

This  article  does  not  apply  to  a  run  of  less  than  fifty  miles 
for  which  100  miles  is  allowed,  when  made  in  five  hours  or  less, 
exclusive  of  any  terminal  time  paid  for  on  such  run. 

This  article  to  apply  on  the  following  lines  or  districts  onh' : 

St.  Ijouis  to  Pueblo. 

Omaha  to  Alexandria,  via  Coffevville  and  McGehee. 
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St.  Louis  to  Tcxarkiina. 
Dupo  to  Feiriday  via  Paragould. 
Eastern  Division,  Rivor  District. 
Omaha  Division,  Tahna,2:e  District. 
Omaha  Division,  Kansas  City  to  Virginia. 
Northern  Kansas  Division,  Atchison  to  DoAvns. 
Joplin  Division  except  ^fadison  Brancli. 
"White  River  Division  exc(q)t  Sprin,i;fiehl  Brancli. 
Wichita  Division,  P^'t.  Scott  to  Geneseo. 

Southern  Kansas  Division,  CoffeyviUe  to  Conway  S])i-in,2;'?. 
Behnont  Division,  Bismarck  to  Charleston. 
Cairo  Division,  Popular  Blurt"  to  Charleston. 
Memphis  District,  Bald  Knob  to  Memphis. 
(Taken  from  engineer's  schedule  of  February  1,  1911,  P. 
6,  7,  13  and  14.) 

Rock  Island  Lines. 
(Schedule  effective  May  16,  1911.) 

In  road  service,  extra  or  overtime  will  not  be  allowed  for 
terminal  switchino-,  terminal  delays,  or  delays  between  terminals 
(Art.  3-8),  except  such  as  are  in  excess  of  one  day  of  ten  hours 
or  100  miles  (P.  8). 

On  runs  of  100  miles  or  more,  if  firemen  are  required  to  do 
switchino-  at  terminal  station  before  leaving,  they  will  be  paid 
for  all  such  switching  at  rate  of  ten  miles  per  hour,  according 
to  rate  and  classification.  Xo  allowance  will  be  made  for  less 
than  35  minutes;  35  to  fiO  minutes,  one  hour  will  be  allowed. 
Over  one  hour  actual  time  will  be  allowed.     (P.  6.) 

Firemen  on  main  line  freight  trains  which  are  assigned 
to  do  local  switching,  loading  or  unloading  freight,  will  be  paid 
local  rates.  This  does  not  apply,  however,  where  trains  are 
required  to  do  emergency  work  not  in  connection  with  their  own 
train,  or  to  through  freight  trains  tilling  out  or  dropping  ton- 
nage. Firemen  on  freight  trains  other  than  regularly  assigned 
to  local  service,  reiiuired  to  do  local  work  or  station  switching 
enroute,  will  be  paid  miles  or  hours  with  local  rate  from  the  time 
they  start  to  ])erform  such  ser\'ice  until  tii|i  has  been  com- 
pleted.    (P.  8.) 

Union  Pacific  Railway  ('()nii)ai)y. 
(Schedule  effective  April  1,  1911) 
Firemen  required  to  do  switching,  load  stock,  etc.,  at  main 
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line  district  tenuiiials  bet'ove  starting  or  when  held  for  duty 
alter  arrival  as  shown  by  register  in  roundhouse,  will  be  aUowed 
overtime  in  addition  to  the  time  on  the  road.     (P-5-6) 

Loading  stock — Nothing  extra  will  be  paid  for  loading  stock 
between  main  line  district  terminals  except  at  ^''alley,  where 
crews  are  paid  ten  miles  per  hour  for  loading  or  unloading  range 
shipments.  Does  not  applv  to  Council  BlutYs-A'allev  turnaround. 
(P-23) 

Run  8.  The  one  additional  mile,  making  138  miles,  is  al- 
lowed freight  firemen  account  additional  mileage  to  freight  yards 
at  Grand  Island. 

Run  12.  Regular  freight  trains  Xo.  71  and  7.'],  allowed  one 
hour  at  Valley  for  making  up  trains;  and  Nos.  72  and  74  allowed 
one  hour  for  making  u])  train  at  Beatrice,  when  no  yard  engine. 

Run  15.  Regular  freight  run  allowed  one  hour,  independent 
of  road  time,  for  switching  at  Norfolk.  Irregular  freights  will 
not  be  paid  for  same. 

Run  22.  In  freight  service,  if  held  on  duty  at  Julesburg 
to  exceed  three  hours,  one  hundred  miles  allowed  each  day 
instead  of  actual  mileage. 

Runs  51,  51A.  The  fifteen  miles  allowed  freight  runs  is 
fifteen  constructive  miles,  allowed  for  handling  train  over  Sher- 
man Hill,  and  is  included  in  the  allowance  specified. 

Mr.  Carter:  Will  you  briefly  explain  how  the  rules  on  the 
Santa  Fe  comi)are  Avith  the  rules  on  other  roads,  and  before 
you  say  that  I  will  ask  you,  is  not  the  rate  on  the  Santa  Fe  per- 
haps, less  than  on  the  Burlington  or  Rock  Island  or  some  sim- 
ilar road — the  Northern  Pacific? 

Mr.  Keiser:     The  rate  is  lower,  yes,  sir,  than  on  most  roads. 
Mr.  Charter:     Now,  I  understand  the  tirst  rule  you  investi- 
gated was  that  of  initial  terminal  delay? 
Mr.  Keiser:     Yes,  sir. 

Mr.  C;<rter:  Do  you  find  the  rules  better  on  the  Santa  Fe 
than  on  roads  where  tliev  i)av  a  higher  rate? 

Mr.  Keiser:     In  my  o])inion  it  is  much  poorer. 

Mr.  Carter:  AVith  regard  to  final  terminal  delays,  do  you 
find  the  final  terminal  delay  rules  on  the  Santa  Fe  where  they 
pay  a  lower  rate  better  than  other  roads? 
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Mr.  Keis^cr:  We  fiii(]  linn  I  Icniiiiial  delays  ])()oror  on  tlio 
Santa  Fe. 

Mr.  Carter:  How  about  the  dil'tereiitial  between  llie 
tliroiigb  rate  and  local  freight  rate? 

Mr.  Keiser:  I  liud  that  the  local  rate  on  the  Santa  Fe 
today  is  five  cents  lower  than  any  of  the  other  roads  compared, 
and  10  cents  lower  than  the  rest. 

Mr.  Carter:  How  did  yon  find  the  Santa  Fe  rnb^s  on  dead- 
heading? 

Mr.  Keiser:  I  find  that  with  the  exception  of  the  Chicago  & 
North  Western  we  have  the  poorest  rules  in  the  Western  country. 

Mr.  Carter:  How  do  you  find  the  rules  on  the  Santa  Fe  on 
called  and  released? 

Mr.  Keiser:  There  are  two  rules  that  I  consider  i)oor,  one 
about  equal  and  two  that  are  much  better. 

Ml".  Carter:  Yon  don't  tliink  that  they  are  better  than  the 
other  roads? 

Mr.  Keiser:     No,  sir,  absolutely  not. 

Mr.  Carter:  How  do  you  find  the  rules  with  respect  to  doub- 
ling hills? 

Mr,  Keiser:     I  think  ours  is  tlie  poorest. 

Mr.  Carter:  How  do  you  find  the  rules  with  regard  to 
additional  pay  Avith  through  freight  trains? 

Mr.  Keiser:  Pi'actically  every  service  we  get  less  addi- 
tional pay  than  any  other  of  the  roads  compared. 

Mr.  Carter:  Mr.  Keiser,  it  has  been  used  as  an  argument 
against  standardization  of  wages,  that  where  wages  are  lower, 
the  rules  are  better.  This  argument  would  not  be  very  good 
for  that,  would  it? 

Mr.  Keiser:  Not  when  you  take  the  Santa  Fe  into  consider- 
ation. 

Mr.  Carter:     That  is  all. 

Mr.  Sheean:  1  do  not  care  to  cross-examine,  in  view  of  the 
fact  that  Ave  intend  to  present  comparisons  for  all  roads,  both 
of  all  these  rules  and  rates,  and  I  assume  that  there  is  not  any 
doubt  that  this  witness  has  properly  made  the  comparisons. 

Mr.  Carter:  I  will  ask,  Mr.  Chairman,  that  this  statement 
be  inserted  in  the  record  just  before  the  discussion. 

The  Chairman:     Let  it  be  so  ordered. 
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M.  W.  CADLE  was  recalled  for  further  examination,  and 
having  been  previously  sworn,  testified  as  follows: 

Mr.  Stone:  Mr.  Chairman,  Mr.  Cadle  was  requested  by  the 
counsel  for  the  railroads  to  cite  some  roads  where  overtime  was 
paid  in  any  class  of  service  on  time  and  a  half,  and  I  believe 
he  is  ready  to  read  that  into  the  record  at  the  present  time. 

Mr.  Cadle:  Mr.  Chairman,  on  December  2,  1914,  on  ])age 
205  of  the  record,  Mr.  Slieean  said: 

''In  other  words,  Mr.  Cadle,  there  is  not  now,  and  never  has 
been,  in  the  transportation  of  the  United  States  or  Canada,  the 
payment  of  time  and  a  half  for  overtime,  has  there? 

"Mr.  Cadle:  Well,  I  think  you  Avill  find  some  schedule 
where  you  will  find  its  equivalent. 

"Mr.  Sheean:  I  wish  you  would  give  me  any  schedule  in 
which  there  is  the  equivalent  of  time  and  a  half  in  the  trans- 
portation service,  if  you  can,  Mr.  Cadle  ? ' ' 

We  will  take  on  Exhibit  1,  page  204,  Missouri,  Kansas  & 
Texas  Railway;  Missouri,  Kansas  &  Texas  Railway  Company 
of  Texas;  Beaumont  &  Great  Northern  Railroad;  Texas  Central 
Railroad,  and  the  W^ichita  Falls  Lines,  effective  February  15, 
1913,  Article  No.  17. 

"Engineers  assigned  to  circus  trains  will  be  paid  through 
freight  rates  according  to  class  of  engine,  and  the  time  will  be 
computed  on  basis  of  time  and  one-half  and  allowed  as  miles  or 
hours,  which  ever  amounts  to  the  most,  from  the  time  ordered 
to  begin  work  until  tied  up  at  an  intermediate  point,  or  relieved 
at  a  terminal,  it  being  understood  that  Engineers  assigned  to 
this  service  may  be  tied  up  at  any  point.  Such  tie  up  will  end 
the  run  and  another  day  begin  when  again  placed  on  duty.  A 
minimum  of  one  hundred  and  fifty  (150)  miles  will  be  allowed 
for  all  days  while  assigned  to  this  service.  No  overtime  will 
be  allowed  except  on  basis  provided  above. 

Mr.  Stone:     Any  questions  on  that,  Mr.  Sheean? 

Mr.  Sheean:    No. 

Mr.  Stone:  The  question  was  asked  by  Commissioner 
Nagel,  if  we  had  compiled  any  data  in  regard  to  the  moving  of 
terminals,  just  before  we  adjourned  for  the  holidays.  We  sent 
out  a  circular  letter  to  our  divisions,  and  while  I  realize  it  is  in- 
complete, yet  in  that  short  space  of  time  we  have  compiled  a 
lot  of  data  that  shows  the  losses  of  the  men  that  have  been 
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caused  by  the  moving  or  abaiuloinneiit  of  different  division 
terminals.     You  are  familiar  witli  tliis  Exhibit  55,  Mr.  Cadle? 

Mr.  Cadle:    Yes,  sir. 

Mr.  Stone :    We  will  offer  Exhibit  55. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  "Emi)loyes  Exhibit  No.  55, 
January  18,  1915.") 

Mr.  Stone:  .1  have  compiled,  simply  for  information,  Mr. 
Chairman,  and  I  do  not  desire  to  discuss  it,  Exhibit  56  which 
is  the  official  reports  of  agreements  in  the  Southeastern  Terri- 
tory. I  will  simply  file  it.  Mr.  Cadle,  I  believe,  is  familiar 
with  it.    You  know  of  this  exhibit,  Mr.  Cadle? 

Mr.  Cadle:    Yes,  sir. 

Mr.  Stone:    You  know  that  it  was  compiled  in  our  office? 

Mr.  Cadle:     Yes,  sir. 

Mr.  Stone:     I  will  ask  leave  to  file  it. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  "P]mployes'  Exhibit  No.  56, 
January  IS,  1915.") 

Mr.  Stone :  It  is  simply  filed  as  a  comparison,  to  show  rates 
in  the  Southeastern  Territory  as  compared  with  rates  in  other 
parts  of  the  country. 

Now,  Mr.  Chairman,  referring  to  Exhibit  number  55,  while 
it  is  incomplete,  yet  some  of  the  things  it  shows  are  remark- 
able. I  want  to  call  your  i)articular  attention  to  statements 
on  page  1,  "Terminals  Moved  or  Abandoned  by  Company  Or- 
ders. ' ' 

"The  following  statements  have  been  hurriedly  prepared 
since  our  adjournment  for  tlie  holidays  and  show  a  few  of  the 
many  hardships  inflicted  upon  the  employes  by  the  constant 
shifting  of  terminals  to  suit  the  ideas  of  the  officials  in  charge 
of  operation.  Many  of  these  losses  represent  the  savings  of  a 
lifetime. 

"If  an  official,  by  the  stroke  of  a  pen  in  the  interests  of  so- 
called  economic  operation,  can  destroy  the  homes  and  sa\'ings 
of  the  men,  to  say  nothing  of  the  hardshijjs  imposed  by  starting 
life  over  again  under  new  conditions,  then  the  business  demand- 
ing these  sacrifices  should  bear  the  cost  and  not  the  employes" 

You  will  recall  that  ^Ir.  Park,  one  of  the  Arbitration  Board, 
made  the  statement  that  when  thev  moved  tlie  tenninals  of  the 
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Kansas  division,  that  the  men  were  recompensed  dollar  for 
dollar.  I  merely  want  to  say  that  I  have  been  nnable  to  find 
"where  any  of  the  men  were  paid  during  those  moves.  If  they 
were  paid,  they  have  not  given  me  the  information. 

I  want  to  take  n]i  first,  the  Atehison,  Tojieka  &  Santa  Fe 
Railroad,  on  page  1.  C^oast  Lines.  T  want  to  call  particular 
attention  to  the  last  paragrai)li,  Los  Angeles,  California,  where 
''The  company  has  moved  the  roundhouse  two  miles  to  Redondo 
Junction.  The  men  have  not  moved,  as  the  new  location  is  in  the 
colored  district,  so  they  are  called  ])y  'phone  and  walk  or  catch  a 
ride  on  some  engine  going  to  the  roundhouse  at  night.  In  day 
time,  by  going  a  long  ways  around  they  can  get  street  cars.  It 
takes  forty-five  minutes  longer  now  to  get  to  the  roundhouse 
than  before  the  change." 

On  page  2,  Fresno,  California,  and  those  of  you  who  have 
been  in  California  know  that  this  is  one  of  the  nicest  little  towns 
in  California,  it  shows  that  "The  company  has  moved  the  round- 
house and  slio]is  three  miles  out  to  a  new  terminal,  Calwa.  There 
was  no  way  of  getting  to  the  new  place  from  Fresno,  so  the  men 
were  compelled  to  move.  Many  of  the  employes  had  either 
built  or  bought  homes  on  the  installment  ]^lan  in  Fresno.  It  was 
imjiossible  for  them  to  keep  up  their  payments  on  their  old 
homes  in  Fresno  and  build  new  homes  in  Calwa  at  the  same  time, 
so  they  were  compelled  to  sell  for  what  they  could  get." 

Note  the  last  paragraph,  that  "The  lots  in  Calwa  sold  for 
the  same  price  as  lots  within  the  city  limits  of  Fresno,  and  it  is 
persistently  rumored  that  .the  local  officials  of  the  company 
bought  up  all  this  land  liefore  the  change  was  made." 

Take  the  next  one,  Stockton,  California.  "The  company 
moved  the  freight  terminal  from  Stockton,  a  beautiful  city,  to 
Riverbank,  an  entirely  new  town.  While  this  new  terminal  was 
being  built,  the  company  put  on  heavier  power  in  ])assenger 
service.  The  men  in  passenger  service  on  this  division  lived  in 
Richmond  and  ran  through  over  two  freight  divisions  to  Fresno. 
The  com])any  said  they  could  not  run  the  heavy  power  through 
west  of  Stockton  on  account  of  the  bridges,  thus  compelling  most 
of  the  passenger  men  to  move  from  Richmond,  as  this  left  a 
short  division  out  of  that  point. 

"AMien  Riverbank  terminal  was  completed  the  company 
compelled  the  men  to  cut  out  there  in  both  freight  and  ])assen- 


2976 

ger,  making  this  a  terminal  for  ALL  crews,  except  two.  Tliis 
■was  a  new  townsite  with  no  lioiises  for  sale  or  rent,  so  men  were 
compelled  to  buy  lots  and  build,  as  there  was  no  other  way  to 
get  a  home  within  calling  distance.  Superintendent  J.  \V. 
Walker,  and  General  .\gent  Hobart  had  bought  uj)  all  this  land 
before  the  terminal  was  changed,  and  through  the  Guy  Rush 
Real  Estate  Company  sold  it  to  the  men. 

"Now,  that  the  terminal  is  established  and  the  men  they 
compelled  to  move  have  bought  and  settled  down,  the  bridges 
are  repaired  and  they  are  running  the  passenger  engines  through 
again  between  Fresno  and  Richmond,  and  these  engineers  could 
have  lived  in  their  homes  at  Richmond,  as  they  did  prior  to 
Riverbank  being  established." 

Atchison.  Topeka  &  Santa  Fe  pro])er.  Xickerson  to  Xewton, 
Kansas.  In  this  move  the  comjiany  changed  from  Xickerson  to 
Newton,  Kansas,  and  by  this  change  caused  60  engineers  and 
firemen  to  move.  "Eighteen  of  these  employes  owned  homes 
valued  at  an  average  of  $1,200  each." 

They  are  practically  a  loss,  because  they  are  practically 
totally  valueless  since. 

Topeka,  Kansas,  to  Kansas  City,  Missouri.  "In  1912,  this 
company  moved  the  passenger  terminal  from  Topeka,  Kansas, 
to  Kansas  City.  This  compelled  7  crews,  who  owned  homes 
valued  at  from  $3,000  to  $4,500  each,  to  leave  these  homes  and 
move  to  Kansas  City." 

Mr.  Burgess:  Pardon  me,  Mr.  Stone,  but  are  we  to  assume 
no  payments  were  made  on  any  of  these  ? 

Mr.  Stone:  None  whatever.  AVherevor  there  was  any  vny- 
ment  you  will  find  it  noted 

Mr.  Burgess:     All  right,  thank  you. 

Mr.  Stone:  It  is  almost  an  unknown  quantity.  It  will  not 
be  hard  to  distinguish  it  when  3'ou  come  to  it. 

Mr.  Burgess  :     Thank  vou. 

Mr.  Stone:  "Furthcn*,  the  freight  extra  board  was  moved 
from  Tojjeka  to  Emporia,  Kansas.  This  change  caused  ten  men, 
who  o\\Tied  their  homes  in  Topeka,  to  move  to  Emporia." 

Canadian  l^acific  Railroad.  I  want  to  call  your  attention  to 
the  move  from  Vancouver  to  Coquitlam,  British  Columbia.  The 
men  who  hold  seniority  rights  over  that  territory  are  constantly 
being  changed  back  and  forth.     There  is  an  error  here  at  the 
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bottom  of  this  pag-?  3,  where  it  says  in  the  move  from  AVimiipeg 
to  North  Transcona,  Manitoba,  that  the  company  was  inihiced 
through  the  efforts  of  the  B.  of  L.  E.  to  put  on  a  slmttle  train. 
That  is  incorrect.  It  was  through  the  efforts  of  the  Joint  Com- 
mittee of  the  four  railroad  brotherhoods  working  together, 
jointly,  that  they  succeeded  in  having  this  shuttle  train  put  on, 
which  carries  the  men  between  Winnipeg  and  Nortli  Transcona, 
but  requires  them  to  have  a  three  hours'  call  and  consumes  a 
great  deal  of  their  time  which  otherwise  they  could  have  at  liome. 

Mr.  Park :     How  far  is  it,  Mr.  Stone  ? 

Mr.  Stone:  I  think  it  is  about  eight  miles,  and  there  are 
no  houses  over  tliere,  just  a  big-  yard,  and  it  is  very  boggy,  so 
I  am  told  by  men  who  are  familiar  with  that  country.  Winni- 
peg, as  you  know,  is  one  of  the  most  beautiful  towns  in  the 
Northwest,  in  Manitoba. 

I  will  ask  your  attention  to  ]:)age  4,  St.  Elmo  to  Salem,  Illi- 
nois. The  Chicago  &  Eastern  Illinois.  The  question  might  be 
asked  why  this  is  brought  in  here.  At  that  time  the  Chicago  & 
Eastern  Illinois  was  owned  or  controlled  by  the  Frisco,  at  the 
time  the  change  was  made,  and  the  men  practically  lost  all  their 
investments  at  that  point. 

I  would  next  ask  you  to  note  1liis  move  which  the  North 
Western  is  contemplating  right  here  in  Chicago  at  the  present 
time.  Proviso,  Illinois. 

*'The  Chicago  &  North  Western  Railway  has  established  a 
new  terminal  at  Proviso,  Illinois,  8  miles  west  of  the  40th  Av- 
enue terminal,  Chicago.  This  40tli  Avenue  point  has  been  tlieir 
terminal  34  years.  The  order  is  now  (unless  further  postpone- 
ment can  be  obtained)  that  employes  must  move  to  Provis('  on 
or  before  May  1,  1915.  There  is  no  town  at  Proviso,  or  nearer 
than  2  1-2  miles.  No  houses,  no  churches,  no  stores,  no  sewers. 
In  fact,  nothing,"  only  the  open  country.  "No  place  for  a 
human  being  to  live,  yet  ov-'r  200  engineers  and  firemen  are  re- 
quired to  leave  their  homes  and  friends,  give  up  all  of  their  sav- 
ings of  a  lifetime,  go  out  where  there  is  absolutely  nothing  and 
start  life  all  over  again.  Of  these  enginers,  over  20  per  cent  own 
their  own  homes,  the  property  investment  being  over  $60,000." 

I  next  ask  your  attention  to  the  move  from  Oshkosh  to 
North  Fond  du  Lac,  Wisconsin.  ''In  the  w^inter  of  1901  and 
1902,  the  terminal  of  the  old  AViscousin  division  of  the  Chicago 
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&  North  AVestoni  Railway  was  moved  from  Oslikosli  to  North 
Fond  dii  Lac,  AViscoiisin.  This  ehaiiiic  r(M)nirod  about  35  en- 
gineers and  the  same  niiiiilxT  of  firemen  to  move." 

The  same  is  true  of  the  move  from  Lake  City,  Iowa,  to 
Sioux  City.  Iowa, 

The  same  is  true  of  P>ara})oo,  Wisconsin,  to  A(hims  and 
'Wveville,  AVisconsin. 

Tlie  next  note  is  in  rej^ard'to  the  Chica.no,  Burlinirton  & 
Quincy,  and  wiiih'  tlie  number  of  men  affected  was  very  small 
when  they  took  over  the  Keokuk  &  Western  in  1901  and  1902, 
yet  it  was  just  as  severe  on  the  little  handful  of  iiicu  who  h)st 
their  all  as  if  the  nunilier  had  been  s>'reater. 

The  next  I  will  call  your  attention  to  is  at  the  bottom  of 
page  5,  the  Chicauo,  Milwaukee  &:  St.  Paul  Railway,  where  they 
moved  from  Chillicothe,  Missouri,  to  Laredo,  Alissouri,  and  at 
the  to])  of  ])ai»e  ()  is  the  number  of  engineers  who  owned  their 
homes,  and  the  value,  and  what  they  are  oifering  them  for  sale 
at,  and  the  very  small  number  who  realize  anywhere  near  what 
their  investment  was. 

In  1904  the  Chicago,  Milwaukee  cK:  St.  Paul  Railway  (\)m- 
])aiiy  moved  its  terminal  from  Marion,  Iowa,  to  Ottumwa  Junc- 
tion, Iowa.  Fifty  engineers  were  affected  by  this  change,  ten  of 
whom  owned  homes  at  Marion,  and  those  who  dis))osed  of  their 
pro]ierty  showed  a  loss  of  about  25  ])er  cent. 

The  Chicago,  Rock  Island  &  Pacific,  at  the  bottom  of  i)age 
6,  when  they  made  their  move  from  Albeit  Lea,  Minnesota,  to 
Manley,  Iowa.  This  hai)])ened  in  June,  1912.  They  moved  away 
thirty-five  engineers  and  the  same  number  of  firemen,  from 
Albert  Lea  to  Alanley,  Iowa.  Those  of  you  who  are  ac<iuainted 
with  the  town,  know  that  Albert  Lea  is  a  thoroughly  modern, 
U]i-to-date,  beautiful  city.  ^lauy  of  our  men  owned  their  homes 
there,  had  established  their  families  there,  and  had  children 
both  in  the  grammar  schools  and  the  high  schools.  Manley  is  a 
new  terminal  i)oint.  and  there  vrere  no  fit  homes,  schools  or 
,  stores;  no  churches  or  other  conveniences  of  even  a  small  mod- 
ern town.  In  fact.  th(>re  was  not  even  an  ade(|uate  sup])ly  of 
water. 

You  will  notice  how  the  men  were  taken  care  of,  in  bunk 
cars,  and  had  to  furnish  their  own  bedding,  and  they  had  to 
kee])  even  tlicij-  own  cars  clean,  do  the  necessary  janitor  work. 
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The  next  move  the  Kock  Island  made,  was  from  Herington, 
Kansas,  one  of  the  best  towns  in  eastern  Kansas,  in  1907,  and 
created  a  new  terminal  at  Pratt.  I  think  Pratt,  Kansas,  is 
somewhere  about  132  miles  west  of  Hering'ton — I  am  just  talk- 
ing from  memory  now.  One  hundred  and  twenty-six  miles  west 
of  Herington.  These  men  could  have  lived  on  at  Herington 
who  were  woi'king  on  the  eastern  division  between  Herington 
and  Pratt,  but  they  had  to  move  to  Pratt  and  run  both  ways, 
because  the  officials  would  not  make  any  other  kind  of  a  settle- 
ment. The  result  was  that  property  has  depreciated.  They  can- 
not realize  anywhere  near  what  the  property  is  worth. 

But  one  of  the  saddest  tragedies  in  the  whole  western 
country  was  when  the  Colorado  &  Southern  abandoned  the  town 
of  Como,  Colorado.    You  will  find  it  at  the  bottom  of  page  7. 

At  the  time  Como  was  abandoned  as  a  division  point  in  1910, 
seventeen  engineers  running  out  of  Como  owned  their  own 
homes,  their  value  ranging  from  $3,000  down  to  $300,  and  in 
many  instances  homes  that  cost  more  than  $1,000  were  sold  for 
$100  or  a  little  more. 

Today,  Como  has  the  appearance  of  a  deserted  village. 
Many  of  the  business  places  are  boarded  up,  their  owners  hav- 
ing been  compelled  to  leave  and  seek  occupation  elsewhere. 

Como  at  one  time  had  a  population  of  five  or  six  hundred, 
all  absolutely  dependent  upon  the  Colorado  &  Southern  Rail- 
road Company  for  their  livelihood.  Today  there  are  probably 
not  more  than  one  hundred  and  fifty  people  living  there. 

During  the  summer  and  fall  of  1910  the  company  did  a 
record  business  on  the  South  Park  line.  At  that  time  there 
were  over  forty  engineers  and  firemen  on  the  board  at  Como, 
and  there  are  now  five  engineers  and  five  firemen. 

I  ask  the  i^articular  attention  of  the  Board  to  the  Great 
Northern  Railway,  page  8.  I  want  to  show  you  what  the  ''Em- 
pire Builder  of  the  Northwest"  did  to  his  employes. 

Kalispell,  Montana,  to  Whitefish,  Montana.  "Many  of  the 
employes  lost  heavily  in  moving  from  Kalispell  to  Whitefish, 
because  of  the  depreciation  in  value  of  property  they  had 
owned  in  Kalispell,  and  now,  again,  that  they  have  bought  in 
Whitefish,  it  has  been  practically  determined  that  the  terminal 
is  to  be  moved  from  there.  *  *  Whitefish  is  situated  in  the 
Flathead  Vallev  in  Montana,  between  the  Bitter  Root  mountains 
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and  the  Rocky  Mountains,  and  there  is  not  a  ureat  deal  of  agri- 
cultural land  around  it.  A  large  part  of  the  land  on  wliich 
Whitefish  is  built  was  jjurchased  for  $50.00  per  acre,  or  a 
total  of  $8,000.00.  From  this  land  was  removed  about  $3,600 
M'ortli  of  logs.  The  land  was  then  plotted  at  a  cost  of  approxi- 
mately $1,000.00.  Other  improvements  on  the  land  totaled  about 
$1,200.00,  and  still  other  improvements,  probably  absorbed  tlie 
$3,600.00  received  from  the  sale  of  the  logs,  making  tlio  total 
cost  of  the  land  about  $10,200.00,  or  about  $64.00  per  acre,  it 
being  a  quarter  section,  or  160  acres. 

"The  lots  are  25x130  feet,  and  there  were  about  9  lots  per 
acre  after  allowing  for  the  land  contained  in  the  streets.  This 
Avould  make  the  cost  of  the  lots  between  $7.00  and  $8.00,  Init 
some  of  these  lots  were  sold  for  $750.00,  or  at  the  rate  of  $6,- 
700.00  per  acre.  The  cheapest  lots  were  sohl  at  $100.00  per  lot, 
or  at  the  rate  of  $900.00  per  acre." 

I  might  add  that  this  Townsite  company  is  simply  the  Great 
Northern  Kailwav  under  another  name,  that  sold  this  land. 

After  they  had  all  their  investment  there,  and  they  had 
built  up  a  model  town  in  every  way,  a  rumor  was  spread  that 
the  town  was  going  to  be  moved.  Mr.  Gruber  passed  through 
"VVhitefish  in  the  spring  of  1913  and  a  committee  waited  on  him 
to  discuss  this  matter  with  him.  ^Mr.  Gruber  at  that  time  was 
Vice-President  in  charge  of  the  operation,  I  believe.  He  was 
shown  where  the  employes  had  put  the  savings  of  a  lifetime, 
into  AVhitetish  homes,  and  that  Mr.  Pain,  a  real  estate  agent, 
had  told  them  that  the  Whitefisli  Townsite  Company  was  the 
Great  Northern  Railroad,  and  for  that  reason  Whitefish  real 
estate  would  be  a  good  investment.  ^Ir.  Gruber  informed  the 
employes  that  the  company  was  contemplating  moving  the  termi- 
nal; that  this  might  happen  in  a  year,  or  in  two. 

A  little  later,  Mr.  Gray,  the  President  of  the  road,  came 
through  on  a  trip  of  inspection,  and  a  committee  called  on  him 
in  regard  to  moving  the  terminal  from  AVhitefish.  He  said 
the  company  was  contemplating  such  action,  and  tliat  he  felt 
as  thougli  the  company  was  under  a  moral  obligation  to  the 
employes. 

Owing  to  the  anxiety  caused  by  the  rumor  tliat  the  terminal 
was  to  be  moved  from  Whitefish,  a  committee  of  the  railroad 
employes  sent  a  letter  to  Mr.  L.  AV.  Hill,  Chairman  of  the  Board 
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of  Directors  of  tlie  Great  Nortliern.     His  reply  is  on  file  in 
Whitefisli,  and  the  context  of  it  is  as  follows : 

*'At  some  future  period  we  contemplated  moving  the 
terminal  from  Whitefish,  but  since  we  built  the  Company  cot- 
tages, the  dormitory,  and  extended  the  roundhouse  facilities,  we 
have  abandoned  that  idea,  and  we  look  forth  to  the  coming  fu- 
ture of  Whitefisli  as  one  of  the  principal  terminals  for  engine- 
men  and  trainmen." 

But  a  little  later  on  they  gave  out  the  word  themselves  that 
they  intended  to  move  the  terminal  from  Whitefish,  and  that  has 
already  caused  a  marked  decrease  in  the  price  of  property. 
The  employes  say  they  will  at  once  dispose  of  their  property  if 
they  could  get  anywhere  near  what  it  cost  them,  but  that  is  now 
impossible. 

In  addition  to  this,  the  employes  do  not  relish  going  through 
the  experiences  of  establishing  another  new  terminal,  for  when 
they  moved  from  Kaiispell  to  Whitefish,  the  company  not  only 
did  not  reimburse  them  for  losses  on  their  property,  but  pro- 
vided no  accommodations  for  them  at  Whitefish,  and  they  had 
to  eat  and  sleep  as  best  they  could. 

Devils  Lake  to  Larimore,  North  Dakota,  was  changed  in 
1899  and  1907. 

One  of  the  saddest  things  in  this  whole  list — it  is  all  sad 
enough  because  every  one  of  them  means  destruction  of  homes 
and  the  lo^s  of  everything — but  this  Illinois  Central  proposition 
at  Water  Valley  is  one  of  the  worst,  because  it  does  not  offer 
any  future  for  the  men  at  all.  This  is  not  a  case  where  they 
moved  a  terminal,  this  is  a  place  where  they  moved  a  business 
and  left  the  men. 

"Ever  since  the  road  was  built,  the  through  freight  business 
has  been  handled  via  Jackson,  Tenn.,  AVater  Valley,  Miss.,  and 
Canton,  Miss.,  but  recently  this  routing  was  changed  to  go  by 
way  of  ]\rem]:)his  and  the  Yazoo  and  Mississippi  Valley  Railroad, 
thus  causing  a  large  number  of  enginemen  to  be  cut  off  the 
board,  as  there  is  no  work  for  them.  There  has  always  been  an 
average  of  28  through  freight  crews  on  this  division,  and  some- 
times as  high  as  35  in  rush  season.  Now,  there  are  ten,  and  the 
indications  are  that  this  will  be  too  many  in  the  future.  In  1913 
there  were  33  white  firemen  employed  on  this  division,  of  which 
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number  one  man  liad  a  home,  but  tlie  majority  of  the.^e  men 
were  single.    Now,  tliey  liave  all  been  eut  dIT. 

''While  this  is  not  a  case  of  a  Icrminal  being-  moved,  the 
moral  and  industrial  effect  on  the  men  has  been  worse  than  if 
they  had  to  move  with  the  terminal,  for  in  a  change  of  terminals 
men  retain  some  degree  of  seniority,  and  also  their  jobs,  but  in 
this  case  the  men  have  lost  both  seniority  and  jobs,  and  the 
earning  capacity  of  many  others  has  been  greatly  reduced.  It 
means  that  the  men  who  are  cut  oft'  have  either  to  choose  new 
vocations,  of  which  there  are  not  many  here  from  which  to 
choose,  or  go  elsewhere  and  begin  at  the  bottom  of  the  ladder 
again,  and  this  at  a  time  when  jobs  of  running  engines  are 
especially  scarce,  to  say  nothing  of  other  kinds  of  work.     *     *     * 

"What  inspired  more  confidence  in  the  men  to  invest  in 
homes  and  other  proi)erty  was  the  Illinois  Central  Railroad 
Company's  "Get  Acquainted  Si)ecial,"  which  ran  over  all  Ihc 
lines  in  this  state.  Tliis  special  was  run  about  eighteen  months 
ago,  and  when  it  got  to  Water  N'alley,  the  officials  com])rising 
the  party  urged  business  men  to  increase  their  business,  and 
investors  to  se.cure  rental  })roperty.  This  quite  a  number  of 
them  did.  Of  course,  the  officials  in  urging  these  men  to  build 
up  the  town,  by  im))lication,  at  least,  assured  them  that  the 
shops  would  remain  there  permanently.  At  that  time  and  up  to 
November  1st,  the  fruit  and  vegetaV)le  business,  the  manifest 
freight  business,  and  some  dead  freight,  was  handled  over  the 
Water  A^alley  and  Jackson  divisions,  and  it  seems  to  have  been 
a  tacit  understanding  that  this  high  class  business  would  always 
be  handled  by  this  route.  The  reason  now  given  for  the  changs; 
is  that  they  can  handle  more  tonnage  to  the  engine  by  the  other 
route,  but  this  is  something  they  knew  two  years  ago  as  well 
as  now,  and  this  also  notwithstanding  the  fact  that  from  time 
to  time  heavier  power  has  been  placed  cm  tlio  ivro  di'^tvio+s 
affected." 

Of  the  thirty-one  regulai-  mcni,  tifteen  own  homes,  and  five 
still  owe  something  on  theirs.  They  are  practically  worthless. 
There  does  not  seem  to  ho  any  future  t'(»r  the  men,  but  they  are 
simply  left  stranded. 

The  Louisiana  &  Arkansas  liailroad  has  changed  its  ter- 
minals so  often  that  the  engineers  and  firemen,  are  kept  contin- 
ually on  the  move,  and  they  have  given  up  all  hopes  of  ever  es- 
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tablisliiiig  a  lioiiR',    J  guess  tliey  are  going  to  be  like  the  AVaiuler- 
iiig  Jew,  without  a  home  or  anything  else,  at  least  it  looks  so. 

Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railroad,  at  the 
bottom  of  page  11,  Abbotsford,  Wisconsin.  I  want  to  invite  your 
particular  attention  to- this  for  this  reason.  Formerly  these 
men  lived  at  Chippi^wa  Falls,  and  they  were  compelled  to  move 
to  the  new  town  of  Abbotsford.  Their  property  at  Stevens 
Point,  and  Chii3})ewa  Falls,  depreciated  in  value  thirty  to  forty 
per  cent  by  this  move.  They  went  to  Abbotsford,  a  point  right 
out  in  the  pine  woods,  a  little  country  town,  I  think,  with  some- 
thing like  three  hundred  people,  with  no  conveniences  of  any 
kind,  no  homes  or  anything  else,  with  no  vacant  houses,  so  it  was 
necessary  for  many  of  the  men  to  build  homes  for  their  families, 
which  was  done  at  considerable  expense.  The  company  encour- 
aged the  men  to  build,  even  issuing  a  bulletin  that  they  would 
transport  all  ])uil(ling  material  free  of  charge,  and  offering  other 
inducements.  The  company  bought  a  tract  of  land  and  sub- 
divided it  into  lots,  which  were  sold  to  their  employes.  The  town 
grew  rapidly.  Abbotsford,  in  1900,  was  a  little  town  with  only 
fifty-three  houses  and  three  hundred  and  fifty-three  inhabitants. 
In  1905  it  became  necessary  to  bond  it  for  $18,000  to  erect  a 
high  school  building,  $9,000  of  the  indebtedness  had  been  paid 
and  the  town  was  growing  rapidly,  in  1910  having  good  busi- 
ness houses  and  two  hundred  and  eighty-four  residences,  with 
churches  and  splendid  schools, — a  town  modern  in  every  w'ay. 
The  assessed  valuation  of  property  had  increased  from  $48,707 
in  1900  to  $836,780  in  1908. 

Like  a  fhish  of  lightning  (uit  of  a  clear  sky,  in  the  fall  of 
1910  came  the  order  to  change  the  terminal  back  to  Stevens 
Point,  the  point  they  had  left  ten  years  before.  Practically  all 
of  the  employes  were  compelled  to  leave  their  homes,  which  had 
cost  them  years  of  struggle  and  privation  to  obtain,  and  in  many 
cases  represented  the  savings  of  a  lifetime,  and  go  back  to 
Stevens  Point,  where  their  services  were  needed. 

This  action  on  the  part  of  the  company  practically  w^recked 
the  financial  and  business  interests  of  Abbotsford.  Property 
was  unsalable  at  any  price.  The  records  show  the  assesed  val- 
uation of  property  decreased" from  $336,780  in  1908  to  $223,67.") 
in  1912,  a  total  of  $113,105  loss,  or  depreciation,  and  even  this 
does  not  show  the  true  depreciation.    Tlie  few  houses  of  tho  em- 
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ployes  that  have  been  sokl  show  a  loss  of  65.4  per  cent  from  tlie 
cost  price. 

After  the  two  chani^es,  and  the  icsultant  losses  of  30  to 
40  per  cent  when  they  left  Chip])ewa  Falls  and  Stevens  Point, 
and  65.4  per  cent  when  they  left  Abbotsford,  in  1910,  they  find 
themselves  back  where  they  first  started,  trying  to  take  up  the 
broken  threads  of  life  as  best  tliev  mav,  and  robbed  of  the  fruits 
of  tlieir  work  of  a  lifetime,  the  company  refusing  to  pay  them 
one  cent  for  their  losses.  Many  of  the  old  and  trusted  employes 
will  never  again  be  able  to  save  enough  from  their  earnings  to 
have  a  home  for  their  old  age. 

On  ];age  1.'].  The  Missouri,  Kansas  &  Texas  Railroad 
moved  irom  New  Franklin,  Missouri,  to  Mokane,  Missouri.  I 
want  to  invite  your  particular  att<'ntion  to  the  second  para- 
grai)li. 

The  ('nii)loyes  bought  their  lots  and  l)uilt  houses  at  a  cost 
of  from  $1,200  to  $3,600.  They  resided  in  these  homes  until 
1907,  when  the  com])any  served  notice  that  the  terminal  of  the 
engineers  and  freight  serA-'ice  would  be  moved  from  New  Frank- 
lin to  Mokane,  Missouri.  When  the  employes  received  this  noti- 
fication they  called  upon  Mr.  A.  R.  Bethard,  Assistant  Gen- 
eral Manager,  and  mentioned  the  fact  that  this  change  in  ter- 
minal would  cause  them  to  sacrifice  their  homes.  His  re])ly  is 
quoted,  which  is  characteristic  of  the  man,  by  the  way,  and  I 
only  wish  he  were  here  to  hear  me  say  it: 

"Tt  is  not  necessary  for  you  to  move  if  you  don't  want  to,  as 
we  can  get  men  to  take  your  places." 

As  they  could  get  no  redress,  there  Avas  nothing  left  for 
them  to  do  but  to  move  or  to  leave  the  service,  and  sixteen 
engineers,  sixteen  firemen  and  ten  extra  men  moved  to  ]\lokane. 
Those  who  could  do  so  disposed  of  tlieir  homes  in  New  Frank- 
lin, selling  them  at  a  sacrifice  of  from  30  to  50  per  cent  of  the 
original  cost. 

In  1909  the  Missouri,  Kansas  &  Texas  Railway  moved. 
They  had  two  teniiinal  points,  Denison,  Texas,  and  Parsons,  . 
Kansas,  with  Muskogee,  Oklahoma,  as  an  intermediate  point. 
Engineers  ran  south  from  Parsons  to  Muskogee  and  north  from 
Denison  to  Muskogee.  In  March,  1909,  Muskogee  was  aban- 
doned as  a  through  freight  terminal  between  Denison  and  Par- 
sons, and  McAlester  and  Wagoner,  Oklahoma,  were  established 
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as  terminals,  with  McAlester  as  tlje  home  terminal.     This  re- 
quired these  crews  to  move. 

*  The  same  was  true  when  they  changed  their  terminal  from 
Hillsboro  to  Smithville,  Texas,  in  1894. 

The  Missouri  Pacific — Iron  Mountain  System — in  1887,  the 
Missouri  Pacific  Eailway  located  a  freight  terminal  at  Roece, 
Kansas,  in  the  Fort  Scott  and  Wichita  territory.  There  were 
only  a  small  number  of  men  affected  by  moving  the  terminal 
from  Reece  to   El  Dorado. 

In  1904  this  company  moved  its  engine  terminal  f]"om  El 
Dorado.  Kansas,  to  Wichita,  Kansas.  By  this  change  about 
fifty  engineers  and  firemen  were  compelled  to  move  from  VA 
Dorado  to  Wichita.  A  majority  of  these  employes  owned  their 
homes  at  El  Dorado  and  had  to  dispose  of  them  at  a  loss  of 
from  one-half  to  two-thirds  of  their  actual  value,  the  total  loss 
to  the  employes  being  estimated  at  $15,000. 

They  also  moved  from  Mer  Rouge,  Louisiana,  to  McGehee, 
Arkansas.  Twenty  engineers  and  firemen  were  affected  by  this 
change. 

The  Northern  Pacific  has  made  several  changes.  One  in 
the  late  '80 's  from  Brainerd  to  Stapled,  where  the  employes 
owning  property  lost  about  forty  per  cent  of  their  investments. 

But  the  latest  move  was  in  July,  1913,  from  Spokane  to 
Parkwater,  Washington.  It  is  a  distance  of  about  four  miles, 
and  the  men  were  compelled  to  report  there  for  work.  One 
hundred  creAvs  were  affected  by  this  move,  and  about  sixty  per 
cent  of  these  engineers  and  twenty  per  cent  of  the  firemen 
owned  their  homes  in  Spokane.  The  cost  of  the  homes  would 
average  about  $2,500  each.  Up  to  the  present  time  these  men 
have  been  able  to  live  in  Spokane,  as  the  company  provided 
transportation  for  them,  although  they  lost  about  an  hour  each 
way  getting  to  and  from  work,  but  this  transportation  is  about 
to  be  stopped,  and  the  men  will  have  to  move  to  Parkwater. 
Owing  to  the  present  business  depression  they  will  not  be  abh^ 
to  sell  or  rent  their  property  in  Spokane  and  their  losses  are 
likely  to  be  very  heavy.  Another  bad  feature  of  the  change 
is  that  real  estate  men  have  bought  up  all  the  property  around 
Parkwater  and  are  holding  it  for  a  large  price. 

Mr.  Carter  has  asked  me  the  question,  if  these  men  own 
their  homes,  or  are  paying  for  them.    They  are  not  all  imid  for. 
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Some  of  them  are  being  \m'n\  for  on  monthly  payments,  or  wliat 
is  commonly  known  in  railroad  circles,  as  the  installment  plan. 
A  great  many  of  our  men  buy  their  homes  in  that  way.  In  fact, 
I  might  add,  that  we  have  always  encouraged  our  men  to  get 
a  home.  We  think  it  makes  a  higher  type  of  citizenship  for  a 
man  to  own  his  own  home  and  become  a  part  of  the  community 
where  he  lives. 

The  St.  Louis  &  San  P^rancisco  Railroad  has  had  so  many 
sins  of  omission  and  commission  charged  to  it,  that  I  am  only 
going  briefly  to  refer  to  it. 

In  May,  1906,  the  company  luovod  its  terminal  from  Cape 
Girardeau,  ^Missouri,  to  Chaffee,  ^Fissouri.  Xinety  engineers 
were  affected  bv  the  move. 

A  few  years  later  this  company  moved  its  terminal  from 
Memphis,  Tennessee,  to  Harvard,  Arkansas. 

In  1887  the  Frisco  Com]iany  moved  its  terminal  from  Price 
City,  Missouri,  to  Monett,  Missouri.  Twenty-five  engineers  and 
firemen  were  affected.  Sixty  per  cent  of  these  men  owned  their 
o^^^l  homes  at  Price  City,  the  valuation  of  same  ranging  from 
$1,500  to  $3,500  each.  They  claim  their  losses  were  about 
seventy-five  per  cent  of  their  investment. 

In  1911  this  company  moved  its  freight  terminal  from  Mem- 
jihis,  Tennessee,  to  Yale,  Tennessee,  a  distance  of  five  miles. 
Eleven  crews  were  compelled  to  move.  Four  engineers  moved 
to  Amory,  Mississip])i. 

They  also  moved  from  Cherokee,  Kansas,  to  Fort  Scott  and 
Pittsburg,  Kansas,  and  we  give  you  the  list  of  men.  the  number 
of  years  in  the  service,  and  the  cost  of  their  pro])erty. 

The  Southern  Pacific  (Page  17).  In  Xovember,  1907,  the 
Southern  Pacific  moved  its  terminal  from  Rocklin  to  Roseville, 
California.  The  com]iany  provided  free  transportation  to  em- 
ployes for  houses  knocked  down  and  loaded  on  cars  and  for 
household  goods,  but  nothing  was  ])aid  them  for  the  de]ireciation 
on  their  ])roperty  in  Rocklin,  and  no  new  lots  were  given  to 
them  on  which  to  build  in  Roseville.  Each  man  who  wanted  a 
home  in  Roseville  was  compelled  to  buy  a  lot.  costing  from 
$225  to  $500.  Many  of  the  men  owning  homes  in  Rocklin  liad 
bought  their  lots  from  the  Southern  Pacific  Com)>any  and  had 
paid  from  $50  u])ward.  the  homes  costing  from  $1,000  upward, 
and  the}'  were  compelled  to  move  the  houses  to  Roseville  at  a 
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great  expense  or  sell  at  a  great  loss,  in  many  cases  the  loss 
reaching-  fifty  ])er  cent  of  the  cost  of  the  property.  The  com- 
pany })aid  no  moving  expenses,  other  than  the  transportation 
charges  referred  to  above,  and  the  contract  price  for  getting  the 
houses  moved  and  loaded  on  the  cars  ranged  from  $250  itp.  In 
some  instances  the  men  have  estimated  their  loss  for  moving  and 
rebuilding  at  as  high  as  $5,000.  The  lots  vacated  in  Rocklin  were 
almost,  if  not  entirely,  worthless. 

AVadsworth,  Nevada,  to  Si)arks,  Nevada.  These  are  some  of 
the  heaviest  losses  of  some  of  our  oldest  men. 

"In  the  spring  of  190-1:  this  company  moved  its  terminal 
from  AVadsv.-orth,  Nevada,  to  S})arks,  Nevada.  In  this  case  the 
company  granted  the  men  free  transportation  for  their  house- 
hold goods  and  for  their  houses  if  torn  down  and  loaded  on  flat 
cars,  but  the  men  had  to  stand  all  the  expense  of  tearing  down, 
loading  and  rebuilding  the  houses,  and  any  damage  to  the  house- 
hold goods.  The  company  also  gave  each  man  who  owned  a  lot 
in  Wadsworth,  a  lot  in  Sparks  of  about  50  by  140  feet.  These 
lots  to  be  used  for  residence  purposes  only.  Several  of  the  em- 
ployes who  owned  more  than  one  lot  in  Wadsworth,  or  business 
places,  had  to  stand  the  entire  loss  on  these.  One  of  the  engi- 
neers, Mr.  A.  Pollock,  owned  lots  to  the  value  of  $5,000.00  in 
Wadsworth.  About  two  years  ago  he  was  glad  to  be  able  to  get 
$100.00  for  this  property.  He  had  three  dwellings  also,  valued 
at  $8,000.00,  $2,500.00  and  $1,5(}0.00,  respectively.  On  these 
dwellings  he  realized  $350.00  after  the  terminal  moved." 

Another  engineer,  William  Painter,  owned  property  in  AVads- 
wortli,  valued  at  $1,800,  which  was  sold  for  $250  after  the  ter- 
minal was  moved.  He  also  owned  two  other  cottages,  which  he 
used  for  rental  purposes,  and  as  tliey  would  have  been  practically 
worthless  in  Wadsworth,  he  tore  them  down  and  moved  them  to 
Sparks,  bought  lots  and  rebuilt  them.  This  expense,  together 
with  the  loss  on  his  Wadsworth  proi)erty,  cost  him,  he  estimates, 
about  $4,000. 

Another  engineer,  John  W.  Smith,  lost  heavily  on  his  prop- 
erty at  AVadsworth,  and  was  put  to  an  expense  of  about  $1,020  for 
buying  lots  and  removing  and  rel)uilding  his  property,  as  the 
company  allowed  but  one  lot  in  S]iarks  free  and  that  for  resi- 
dence property,  only. 

Sunset  Central  Lines  is  having  some  trouble  at  the  present 
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time  in  regard  to  the  moving.  Tlie  citizens  of  Eunis,  Texas,  on 
the  Houston  &  Texas  Central  Railroad  have  filed  a  temporary 
injunction  restraining  the  comi)any  from  moving  its  terminals. 
Now,  we  come  to  the  Union  Pacific.  I  want  to  be  perfectly 
fair  in  these  statements,  and  this  is  the  onlv  moncv  \  can  find  that 
was  ever  paid  on  the  Union  Pacific.  As  I  stated  in  the  beginning, 
there  may  be  other  payments  but  I  have  not  been  able  to  find  them. 

AVlien  the  Union  Pacific  Company  redistricted  the  Kansas 
Pacific  division  a  little  over  20  years  ago,  it  abandoned  Wamego, 
Kans.,  Brookville,  Kans.,  Wallace,  Kans.,  and  Hugo,  Colorado.  A 
committee  of  the  employes  took  u])  with  the  officials  at  Omaha 
the  matter  of  reimbursing  those  Avho  had  to  move  to  new  terminals 
and  who  would  for  this  reason  sustain  losses,  both  on  pro])erty 
and  household  goods.  The  company  a])praised  the  homes  of  cer- 
tain employes  at  Brookville,  Wallace  and  Hugo,  and  paid  about 
$21,000.00  to  the  owners,  which  was  about  30  per  cent  of  the 
appraised  value.  Nothing  was  paid  for  the  loss  of  homes  at 
Wamego.  The  money  was  paid  to  those  only  who  sup])orted 
homes,  and  was  i)rorated  among  the  employes  of  the  three  towns 
mentioned.  Nothing  was  paid  to  the  employes  at  Wamego,  who 
sustained  losses,  because  the  company  claimed  it  was  in  the  midst 
of  a  good  agricultural  district  and  their  losses  were  not  nearly  so 
much  as  the  others.  In  this  connection,  it  might  be  stated  that 
the  claim  is  vigorously  made  that  the  valuation  i)ut  on  the  i)ro])- 
erty  by  the  company's  Board  of  Ap])raisers  was  much  below 
actual  cost  and  the  company  paid  only  about  30  ])er  cent  on  that. 

One  of  the  new  terminals  established  was  Junction  City,  Kans. 
The  town  paid  the  railroad  comi)any  $30,000.00  in  cash  for  com- 
ing there,  and  also  gave  it  grounds  on  which  to  build  a  round- 
house, thus  the  company  received  about  $9,000.00  moi'e  than  it 
l)aid  out  for  the  loss  of  property  when  the  four  terminals  moved — 
a  very  good  investment  from  the  standpoint  of  the  company. 

In  1892,  the  company  moved  the  terminal  from  Hugo  to 
Cheyenne  Wells.  The  employes  who  were  compelled  to  move 
were  paid  from  10  to  35  per  cent  of  the  cost  of  their  property, 
and  this  was  not  paid  until  some  12  months  later.  If  employes 
owned  more  than  one  house,  they  received  no  pay  for  the  same, 
only  being  paid  for  the  house  they  lived  in.  When  the  terminal 
was  moved  from  Cheyenne  Wells  the  first  time,  property  depre- 
ciated 50  per  cent  and  employes  received  nothing  for  their  loss. 
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AVlien  the  terminal  was  again  moved  from  Cheyenne  Wells  to 
Hugo,  in  1909,  none  of  the  engine  employes  owned  property — they 
having  learned  by  sad  experience  that  it  was  useless. 

AVlien  the  company  moved  the  roundhouse  away  from  that 
point,  property  decreased  fully  50  per  cent,  while  the  number  of 
employes  affected  was  few  in  number,  they  never  received  one 
cent  from  the  company  to  reimburse  them  for  their  loss. 

When  the  men  who  lived  in  Denver  and  Ellis  were  compelled 
to  move  to  Hugo  and  Sharon  Springs,  they  did  not  lose  much  on 
their  property,  but  were  compelled  to  leave  their  houses  behind 
them,  and  leave  one  of  the  best  cities  in  the  west  with  its  splendid 
facilities  of  every  kind  and  begin  all  over  again. 

In  addition  to  the  foregoing,  about  one  year  ago  the  company 
so  changed  the  lay-over  of  the  jDassenger  men  on  the  Hugo  district, 
that  they  could  not  go  to  see  their  families,  some  of  whom  were 
living  in  Denver  and  others  in  Ellis,  Kans.  The  employes'  com- 
mittee had  a  hard  time  getting  this  lay-over  changed  back  so  that 
they  could  go  to  see  their  families  occasionally  during  their  lay- 
over period.  The  younger  men,  who  do  not  have  annual  pass 
privileges,  can  seldom  get  to  Denver  or  Ellis  to  visit  thei'if 
families. 

The  Wabash  Railroad  has  made  several  changes.  One  from 
Ashley,  Indiana,  to  Montpelier,  Ohio.  In  1907  they  moved  from 
Ashley  to  Montpelier.  65  engineers  and  firemen  were  affected, 
and  those  who  were  able  to  dispose  of  their  homes  did  so  at  a 
loss  of  30  per  cent.  The  company  has  not  reimbursed  any  of 
its  employes  for  losses  sustained  in  any  of  the  changes  of  the 
terminals  or  division  points. 

The  Kansas  Citv  Southern  is  the  onlv  case  that  I  know  of 
in  the  AVestern  territory  where  they  paid  full  value  to  the  em- 
ployes. They  moved  the  terminal  away  from  Mena,  Arkansas, 
and  the  four  railroad  brotherhoods  in  transportation  service  and 
the  Brotherhood  of  Railroad  Carmen — five  committees,  working 
jointly,  took  the  question  up  with  the  officials  of  the  Kansas  City 
Southern,  and  after  several  days'  conference,  a  committee  was 
selected  from  the  emi)loyes,  and  also  a  committee  from  the 
officials  representing  the  company,  and  all  the  ])roperty  was 
appraised.  I  am  simply  si)eaking  from  memory.  I  do  not  have 
the  files  here,  but  I  believe  the  total  amount  paid  by  the  company 
was  $247,000.    These  homes,  of  course,  had  been  laid  out — those 
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of  YOU  who  have  been  to  Mena  known  that  it  is  one  of  the  best 
towns  in  the  Ozark  Mountains,  and  the  company  had  made  every 
inducement  for  the  men  to  live  tliere,  they  had  the  shops  there, 
had  sold  them  property.  The  com]^any  owned  the  town  site. 
They  had  put  in  pavement  and  electric  light  and  waterworks  and 
had  graded  schools.  In  fact,  it  is  one  of  the  best  towns  in  the 
State  of  Arkansas  for  its  size,  and  after  considerable  discussion 
it  was  paid  for.  It  is  really  the  only  change  that  I  have  ever 
known  of  since  I  have  been  connected  with  these  organizations 
where  they  have  been  paid  value  received  or  appraised  value  in 
full  of  their  property,  and  this  was  paid  by  the  Kansas  City 
Southern  Railroad.  That  is  all.  Any  questions,  Mr.  Sheean? 
Mr.  T.  A.  Abrams,  one  of  our  witnesses,  from  the  Gulf, 
Colorado  &'  Santa  Fe,  has  asked  me  to  read  this  supplementary 
testimony  into  the  record.  He  finds  'on  going  back  home  and 
checking  his  earnings  again  his  attention  was  called  to  an  error 
by  Mr.  O'Keefe.  He  went  back  home  and  checked  it  over,  and 
he  has  asked  me  to  read  this  statement. 

When  on  the  stand  earlier  in  the  proceedings,  T.  A.  Abrams 
testified  that  in  the  month  of  October,  1914,  he  worked  a  total 
of  297  hours  and  earned  $151.71.  Upon  returning  to  his  home 
he  found  that  these  figures  Avere  for  the  first  25  davs  of  the 
month  only,  and  his  time  and  earnings  for  the  remainder  of  the 
month  are  as  follows:  Preparatory  tiine,  for  which  no  compen- 
sation is  received,  is  included  in  this. 

October  26,  11  hours  45  minutes $6.03 

October  27,  15  hours  30  minutes 7.60 

October  28,  13  hours  20  minutes 6.55 

October  29,  15  hours  40  minutes 8.12 

October  30,    4  hours  30  minutes 5.72 

October  31,    5  hours    5  minutes 4.66 

Total  for  the  last  six  days,  65  hours  50  minutes,  for  which  he 
received  $38.68,  making  a  total  of  362  hours  and  50  minutes, 
for  which  the  pay  was  $190.39. 

Before  we  adjourned  for  the  holidays,  Mr.  Park  read  a  state- 
ment into  the  record  from  the  Interstate  Commerce  Commission 
which  practically  left  the  impression  with  me  at  least  that  they 
were  compelled  to  make  these  surprise  tests  on  account  of  the 
attitude  taken  bv  the  Commission.  Mr.  Carter  offered  to  get  a 
statement  or  said  he  believed  he  could  get  a  statement  from  the 
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Commission,  and  on  December  22,  1914,  Mr.  Carter  and  myself 
wrote  a  joint  letter  to  tliese  g-pntlemen : 

**Hon.  James  S.  Harlan,  Chairman,  Interstate  Commerce 
Connnission, 

"Hon.  C.  C.  McCord,  Int(nstate  Connnerce  Commissioner, 
in  ciiarge  Safety  Appliance  Dept., 

"Mr.  H.  W.  Belnap,  Chief  Inspector,  Safety  Appliance 
Dept.,  Interstate  Commerce  Commission, 

"Washington,  D.  C. 
Gentlemen : 

Herewith  we  enclose  transcrii)t  of  Proceedings  of  the  Ar- 
bitration ])etween  AVestern  Railroads  represented  by  a  Confer- 
ence Committee  of  Managers,  and  the  Brotherhood  of  Locomo- 
tive  Engineers  and  Brotherhood  of  Locomotive  Firemen  and 
Enginemen,  for  December  19tli  and  21st,  1914,  and  request  that 
you  refer  to  P.  1684  and  read  the  testimonj^  of  Witness  Moden- 
bach  as  to  the  manner  of  conducting  'efficiency  tests'  and  the 
injuries  that  resulted  therefrom.  We  then  request  that  you 
refer  to  Pp.  1720  to  1734,  inclusive,  and  read  what  is  said 
by  Mr.  Park,  member  of  the  Board  of  Arbitration,  representing 
the  interests  of  the  railroads  and  by  ourselves  in  reply  thereto. 

"We  recognize  that  your  duties  are  such  that  you  have 
but  little  time  to  devote  to  this  matter,  but  the  interests  of 
the  Locomotive  Engineers  and  Firemen  in  this  country,  in  Pact 
all  railroad  employes  in  train  and  engine  service,  as  well  as 
those  of  the  traveling  public,  are  such  that  you  would  be  justi- 
fied in  devoting  the  necessary  time  to  acquaint  yourselves  with 
what  has  been  said  at  these  Arbitration  Proceedings. 

"You  will  note  that  Mr.  Park  has  read  into  the  record  what 
purports  to  be  an  urgent  demand  on  the  jjart  of  the  Interstate 
Commerce  Commission  that  these  dangerous  efficiency  tests  be 
continued,  and  if  the  railroads  succeed  in  defeating  our  requests 
in  this  Arbitration,  it  will  mean  a  continuance  of  them,  perhaps 
made  more  aggravated  bv  what  are  said  to  be  the  denuvnds  of 
the  Interstate  Commerce  Commission. 

"For  your  information  will  say  that  our  retjuest  that  is  now 
being  arbitrated  is,  as  follows : 

"  'That  the  practice  of  conducting  surprise  tests  by  turning 
switch  lights  and  placing  red  lights,  or  flags,  unaccompanied  by 


2!)1)2 

tori)0(loos,  Ix'sidc  the  track,  or  \viriii,ii:  down  automatic  si<;iials  to 
proceed  position,  be  eliminated.' 

"This  request  lias  been  mad-.'  because  the  En<^'ineers  and 
Firemen  ol'  this  Western  Countiy  now  lu'licvc  that  the  practice 
of  railroad  officials,  in  carryiui;-  out  what  they  say  are  the  in- 
structions of  the  Interstate  Conunerce  Commission,  is  not  only 
jeo|)ardizini;"  the  lives  and  lim])s  of  ''Locomotive  Engineers 
and  Firemen,  but  is  underminin,i>-  their  nervous  systems.  Any- 
one who  has  over  ridden  on  a  locomotive,  in  the  ilark  or  in  a  fog, 
realizes  the  seriousness  of  the  nervous  shock  when  it  a])pears 
that  a  fatal  accident  is  inevitable,  and  we  protest  that  it  should 
be  shown  in  this  Arbitration,  that  the  Interstate  Commerce  Com- 
mission is  demanding-  anv  such  ordeal. 

"We  believe  that  it  is  due  the  Locomotive  Engineers  and 
Firemen  of  the  entire  country  that  a  statement  by  the  Interstate 
Commerce  Connnission  should  l)e  read  into  the  record  of  this 
Arbitration  setting  forth  clearlv  what  was  meant  bv  the  Inter- 
state  Commerce  Commission,  and  we  take  this  method  of  urgent- 
ly requesting  you  to  forward  to  the  Chairman  of  this  Arbitration 
Board,  Judge  Peter  C.  Pritchard,  a  statement  as  to  just  what 
the  Interstate  Commerce  Commission  had  in  view  when  it  made 
the  recommendations  read  into  tlie  record  by  'Mr.  Park. 

"In  conclusion  we  want  to  impress  u])on  you  the  one  fact 
that  these  two  organizations  do  not  oppose  efficiency  tests  made 
under  proper  conditions.  We  believe  they  bring  safer  conditions 
of  operation,  and  imjH'ove  the  personnel  of  our  men,  but  we  are 
opposed  to  the  unfair  conditions  we  mention  under  the  article 
that  is  before  the  Arbitration  Board. 

Yours  very  truly," 

Signed  by  Mr.  Caiter  and  myself. 

This  is  the  reply; 

"Interstate   (V)nmierce   Connnission. 

Washington,  December  Jli,   1!)14. 
"Mr.  W.  S.  Stone,  (irand  Chief  Engineer,  Brotherhood  of  Loco- 
motive Engineers,  Cleveland,  Ohio. 
"Mr.  W.  S.  Carter,  President,  Brotherhood  of  Locomotive  Fire- 
men and  Enginemen,  Peoria,  Illinois. 
"Gentlemen: 

"This  will  acknowledge  receipt  of  yonr  letter  of  December 
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22nd  iriclosing  transcript  of  proceedings  in  tlie  Arbitration  of 
the  Western  railroads  and  tbe  Brotherhood  of  Locomotive  En- 
gineers, and  the  Brotherhood  of  Locomotive  Firemen  and  En- 
ginemen,  on  December  19  and  21,  1914,  and  the  testimony  of 
Witness  Modenbach  and  the  statement  of  Mr.  Park,  of  the  Board 
of  Arbitration  lias  been  noted. 

"In  reply  it  may  be  stated  that  from  time  to  time  complaints 
have  heen  brought  to  the  attention  of  the  Commission  in  which 
it  has  been  alleged  that  certain  railroad  officials  have  repre- 
sented that  they  could  not  employ,  re-instate  or  promote  certain 
employes  because  of  regulations  or  objection  on  the  part  of  the 
Interstate  Commerce  Commission.  It  has  also  been  alleged 
that  efficiency  or  surprise  tests  were  required  by  the  Commission 
to  ascertain  whether  or  not  the  rules  of  railroad  companies  were 
being  ])roperly  obsen^ed. 

"A  complete  answer  to  any  such  representations  is  that  this 
Commission  is  absolutely  without  authority  of  law  to  interfere 
between  a  railroad  company  and  its  employes  in  any  matter 
affecting  the  ])liysical  fitness,  comjietency  or  discipline  of  such 
em))loyes,.  nor  has  the  Commission  evei-  attem])ted  to  exercise 
any  such  jurisdiction. 

"The  Commission  has  issued  several  rulings  having  a  l>ear- 
ing  on  the  general  subject  matter  in  which  it  has  uniformly 
refused  to  take  cognizance  of  matters  involving  the  discipline 
or  competency  of  railroad  employes.  These  rulings  will  be 
found  in  Conference  Rulings  Bulletin  No.  6.  In  Ruling  No. 
69.  involving  a  case  in  which  an  agent  failed  jn'operly  to  endorse 
a  colonist  ticket,  the  Connnission  decided  the  rate  question  but 
held  that  the  Commission  would  not  inteifere  between  the  rail- 
road company  and  its  agent.  In  Ruling  No.  105,  a  case  involv- 
ing a  mistake  of  a  conductor,  it  was  held  that :  'The  matter  was 
one  of  discipline  between  the  com])any  and  its  conductor  and 
was  not  cognizable  by  the  Commission.'  In  Ruling  288,  a 
case  involving  the  competency  of  railroad  employes — condition 
of  signal  devices,  it  was  held  'That,  except  in  cases  of  accident, 
the  Commission  has  no  authority  under  the  act  to  regulate  com- 
merce to  look  into  the  competency  of  railroad  employes  or  the 
])hysical  condition  of  block  signals,  and  makes  no  general  inves- 
tigations of  that  nature.' 

"In  conducting  investigations  of  accidents,  and  in  making 
reports  of  such  investigations,  as  required  by  the  Accident  Re- 
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port  Act  of  May  G,  1910,  the  experience  of  employees  involved 
in  such  accidents  necessarily  forms  a  part  of  the  record  of 
such  investigation,  and  if  it  should  appear  that  an  accident  were 
due  to  the  inexperience  or  inefficiency  of  an  employee,  it  would 
of  course  devolve  upon  the  Commission  to  point  out  that  fact 
in  its  report.  This  is  the  only  connection  in  which  the  Commis- 
sion makes  any  inquiry  into  the  experience  or  competency  of 
railroad  employees,  and  even  then  its  authority  is  United  to 
investigation  and  report  only,  and  the  statute  in  question  does 
not  authorize  it  nor  does  the  Commission  attempt  to  take  any 
further  action  regarding  measures  of  discipline  or  the  mat- 
ter of  further  employment  of  the  employees  involved  in  such 
accidents.  The  laws  merely  empower  the  Commission  to  in- 
vestigate and  report  upon  accidents  stating  the  cause  of  the 
accident,  together  Avith  such  recommendations  as  it  may  deem 
proper,  the  matter  of  correcting  improper  or  unsafe  practices 
or  instituting  reforms  being  left  entirely  with  the  railroad  com- 
panies. 

"The  reasons  enumerated  above  apply  with  equal  force  in 
answer  to  the  specific  inquiries  as  to  whether  the  Commission 
conducts  so-called  efficiency  tests  or  makes  objection  to  the  em- 
ployment, reinstatement  or  promotion  of  any  railroad  employee. 
It  does  not,  and  under  existing  law,  cannot  conduct  such  tests, 
nor  does  it  attempt  to  interfere,  directly  or  indirectly,  with  the 
railroad  companies  or  their  officials,  in  the  exercise  of  their  dis- 
cretion affecting  the  personnel  of  their  employees. 

''Very  truly  yours, 

(Signed)  -'C.  C.  McCHORD, 

Commissioner. ' ' 

Now,  Mr.  Chairman,  the  other  day  Mr.  Park  read  into  the 
record  from  the  1912  report  what  was  the  trouble  with  our  rail- 
roads, and  whv  we  were  having  so  manv  accidents.  I  want  to 
read  a  little  further. 

If  you  will  turn  to  page  62  of  the  1912  report,  the  26th  An- 
nual Report  of  the  Interstate  Commerce  Commission,  you  will 
find  the  following  language : 

"Knowledge  gained  from  accidents  that  have  been  investi- 
gated, indicates  beyond  question  that  with  the  track  and  road- 
way conditions  existing  on  many  railroads  in  this  country  the 
danger  of  serious  derailments  is  ever  present.    Of  the  31  derail 
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ments  investigated,  14  were  either  directly  or  indirectly  caused 
by  bad  track.  In  5  of  these  14  cases  the  derailments  would  jDrob- 
ably  have  been  avoided  had  existing  speed  restrictions  been  ob- 
served; but  in  all  the  remaining  cases  no  adequate  speed  restric- 
tions were  in  force,  and  in  3  cases  the  track  conditions  were  so 
obviously  unsafe  that  derailments  were  likely  to  occur  even  at 
low  speed.  In  one  serious  derailment  an  examination  of  the 
track  in  the  vicinity  of  the  accident  disclosed  906  rotten  ties 
within  a  distan,ce  of  147  rail  lengths.  Under  many  of  the  rails 
there  were  as  many  as  11  bad  ties,  and  under  each  of  2  rails  there 
were  12  ties  so  badly  decayed  and  broken  as  to  be  totally  unfit 
for  service.  In  many  of  these  ties  the  spikes  were  so  loose  that 
they  were  easily  removed  by  hand,  the  wood  having  no  longer 
any  holding  power.  The  track  in  the  vicinity  of  this  accident 
was  poorly  ballasted  and  was  unsafe  for  the  passage  of  trains 
at  ordinary  speed.  This  derailment  occurred  on  straight  track 
while  the  train  was  running  about  30  miles  per  hour." 

I  also  want  to  read  you  a  short  extract  from  the  first  part 
of  the  1914  report;  I  do  not  know  whether  it  is  off  the  press  yet. 
This  is  an  advance  copy,  the  28th  Annual  Eeport  of  the  Inter- 
state Commerce  Commission,  Part  1,  December  1,  1914,  and 
shows  what  they  found  in  their  investigation  of  accidents. 

'  *  Sixty-three  train  accidents  were  investigated  by  the  Com- 
mission during  the  year  ended  June  30,  1914.  Forty  of  these 
accidents  were  collisions  and  23  were  derailments." 

(You  will  find  this  on  page  53.) 

"They  caused  the  death  of  169  and  the  injury  of  2,134 
persons.  The  collisions  investigated  were  responsible  for  108 
deaths  and  1,162  injuries  and  the  derailments  caused  61  deaths, 
and  972  injuries.  Thirteen  of  these  collisions  causing  39  deaths 
and  442  injuries,  occurred  where  the  block  system  was  in  use, 
and  24  collisions,  involving  64  deaths  and  713  injuries,  occurred 
under  the  train-order  system.  Three  collisions,  causing  5  deaths 
and  7  injuries,  occurred  in  yard  movements  where  the  system 
of  train  operation  was  not  a  factor." 

Now,  listen  particularly  to  this  part  of  the  language.  Mr. 
Chairman  and  gentlemen: 

"Collisions  caused  by  improper  flagging  continue  to  be  a 
prominent  feature  of  these  investigations.  Eight  of  the  40  col- 
lisions investigated  were  due  to  this  cause.    In  these  8  collisions 
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45  persons  were  killed  and  .'386  injured.  Attention  has  been 
called  to  the  indefiniteness  of  the  fla^'p^ing  rule  in  force  on  many 
roads,  and  the  practice  of  employing  inexperienced  men  as  flag- 
men. A  noticeable  effort  has  been  made  on  a  number  of  roads 
to  improve  the  situation  in  this  respect,  but  there  is  still  abun- 
dant opportunity  for  betterment.  In  one  collision,  due  to  im- 
proper flagging,  which  caused  14  deaths  and  294  injuries,  the 
flagman  at  fault  had  been  employed  only  24  days  and  was  en- 
tirely without  ])revious  railroad  experience.  He  had  not  been 
examined  on  the  rules,  and  api)arently  no  effort  had  been  made 
to  ascertain  his  fitness  to  perform  the  duties  imposed  upon  him. 
When  men  of  such  little  experience  are  employed  as  flagmen, 
and  are  permitted  to  work  without  any  examination  to  determine 
their  knowledge  of  the  rules,  it  is  unreasonable  to  assume  that 
they  will  i)roperly  perform  their  duties,  and  accidents  due  to 
im]iroper  flagging  may  be  expected  to  occur." 

Now,  let  us  see  what  this  says  about  the  engineers. 

''The  record  of  accidents  investigated  shows  a  considerable 
decrease  in  the  number  of  collisions  due  to  the  failure  of  engine- 
men  to  obey  the  indications  of  block  signals.  There  were  but 
two  collisions  of  this  nature  during  the  past  year." 

Gentlemen,  when  you  take  into  consideration  the  large  num- 
ber of  signals  and  the  large  number  of  trains  that  are  being 
daily  operated,  I  think  it  comes  ])retty  near  being  100  per  cent 
perfect. 

"There  were  but  two  collisions  of  this  nature  during  the 
past  year,  as  against  7  the  previous  year.  The  two  collisions 
herein  noted  occurred  in  connection  with  the  movement  of  high- 
speed passenger  trains  on  a  road  equip])ed  with  the  most  modern 
systems  of  automatic  block  signals.  The  enginemen  at  fault 
were  trusted  employes  of  long  ex]K»rience,  one  of  whom  was 
killed  in  the  collision  resulting  from  his  mistake." 

Of  course,  we  don't  know;  the  man  is  dead,  but  it  would 
not  be  at  all  surprising  to  me,  at  least,  knowing  the  tremendous 
tension  the  man  is  under  on  these  high-speed  trains,  that  the 
chances  are  the  man  was  just  as  likely  to  be  dead  as  not  when 
he  passed  the  signal.  We  have  had  a  number  of  cases  where 
that  has  hap])ened. 

Now,  again  taking  up  the  report: 

''As  previously  noted,  no  adequate  explanation  can  be  given 
for  these  lapses  from  duty  by  trusted  and  competent  men,  who 
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in  many  cases  suffer  death  as  a  consequence  of  their  error.  It 
is  to  be  hoped  that  the  investigations  authorized  by  the  Con- 
gress, mentioned  in  another  part  of  this  report,  may  add  to  the 
development  and  use  of  some  system  of  automatic  train  control 
to  be  used  in  connection  with  existing  systems  which  will  elimi 
nate  this  class  of  accidents." 

Again  taking  up  the  report: 

' '  The  inherent  weakness  of  the  train-order  system  continues 
to  manifest  itself  as  a  prominent  feature  of  the  accident  record. 
In  13  of  the  40  collisions  investigated,  it  appeared  that  7  were 
caused  by  trains  encroaching  upon  the  time  of  superior  clas? 
trains  and  6  were  caused  by  the  failure  of  trainmen  to  obey 
orders.     In  these  13  collisions,  26  persons  were  killed  and  179 
injured.     Danger  of  collisions  under  the  train-order  system  i? 
often  increased  by  the  failure  of  railroad  operating  officers  to 
employ  safeguards  provided  for  by  the  rules.     On  most  road? 
where  the  train-order  system  is  used,  the  rules  require  that  aii 
order  establishing  a  meeting  point  for  opposing  trains  shall  be 
sent  simultaneously  to  all  the  trains  involved,  and  also,  whenever 
practicable,  to  the  operator  at  the  designated  meeting  point,  thus 
providing  a  check  against  the  possibility  of  trainmen  forgetting 
or  misunderstanding  the  order.    This  check,  provided  by  the  so- 
called  middle  order  is  an  important  element  of  safety  in  the 
movement  of  trains  on  single  track  lines,  but  on  some  roads  the 
rule  which  requires  it  to  be  used  is  not  observed.    Two  of  the 
collisions  herein  discussed,  causing  the  death  of  5  persons  and  the 
injury  of  3,  could  have  been  prevented  by  an  observance  of  the 
rule,  and  in  both  cases  the  placing  of  a  middle  order  w^as  prac- 
ticable.   Investigation  developed  the  fact  that  on  one  of  the  roads 
the  rule  was  observed  only  where  passenger  trains  were  involved, 
and  that  on  the  other  road  it  was  not  observed  at  all  and  had  not 
been  enforced  for  several  years  previous  to  this  collision,  although 
it  had  never  been  rescinded. 

''Attention  is  again  directed  to  the  need  of  legislation  re- 
quiring the  standardization  of  operating  rules.  That  uniform- 
ity in  rules  which  is  necessary  to  safety  can  only  be  secured  by 
the  compulsion  of  Federal  legislation.  The  efforts  of  the  Amer- 
ican Railway  Association  to  standardize  operating  rules,  while 
commendable,  have  not  been  holding  effective,  for  the  reason 
that  the  Association  has  no  power  to  compel  individual  roads  to 
observe  its  recommendations.    The  situation  is  similar  to  that 
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Avliich  led  to  the  passage  of  Federal  legislation  ciit'oreing  uni- 
formity in  the  application  of  safety  appliances  to  cars  and  en- 
gines. With  proper  rules  and  operating  practices,  uniformly 
applied  and  enforced  on  all  interstate  roads,  a  decrease  in  rail- 
way accidents  may  be  expected." 

Now,  Mr.  Chairman,  I  want  to  take  your  time  for  just  a  few 
minutes  to  take  up  a  few  surprise  tests  and  show  you  how  they 
work.  First,  I  want  to  call  your  attention  to  the  Santa  Fe 
book  of  Rules  and  Regulations,  the  General  Notice  on  page  4, 
whicli  reads  as  follows: 

"Obedience  to  the  rules  is  essential  to  the  safety  of  pas- 
sengers and  employes,  and  to  the  protection  of  property." 

That  is  a  splendid  rule,  and  I  believe  one  that  is  almost 
standard. 

Rule  14,  page  15,  paragraph  K,  reads  as  follows: 

"One  long  and  two  short  blasts  of  the  w^histle  to  call  the 
attention  of  yard  engines,  extra  trains,  or  trains  of  the  same 
or  inferior  class,  or  inferior  right,  to  signals  displayed  for  a 
following  section. ' ' 

Also,  "To  call  attention  of  yard  engines  or  of  trains  mov- 
ing in  the  same  direction  to  signals  displayed  for  following 
section." 

Same  page.  Rule  14,  paragraph  G: 

"Two  shorts  blasts  of  the  whistle,  answer  to  any  singal  not 
otherwise  provided  for." 

Page  18,  Rule  29,  paragraph  A,  "Enginemen  giving  aud- 
ible signal  (k)  under  requirement  of  Rule  14  must  know  tliat  it 
is  properly  answered  by  signal  (g)  of  same  Rule,  stopping  if 
necessary  to  ascertain  that  signals  are  understood.  AVhen  there 
is  more  than  one  engine  attached  to  the  train,  the  leading  en- 
gine only  "Will  givr  or  answer  signals." 

Page  83,  Rule  456,  reads  as  follows : 

"They  (speaking  of  trains)  are  under  the  direction  of  the 
Conductor  as  regards  the  management  of  trains,  but  will  not 
obey  any  instructions  that  may  endanger  the  safety  of  the  train 
or  require  violation  of  rules." 

That  applies  to  enginemen  also. 
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On  June  29,  1913,  near  Winslow,  .Viizona,  on  the  Santa  BV, 
Trainmaster  Shipley  went  to  the  engineer  on  First  No.  4,  a 
passenger  train  carrying  signals,  and  ordered  him  not  to  blow 
signals  at  extra  857  West,  when  lie  should  meet  them.  This  test 
was  carried  through,  l)ut  the  engineer  on  the  freight  train  saw 
the  signals  on  No.  4  just  the  same,  and  acknowledged  them,  thus 
passing  the  test  successfully. 

Mr.  Burgess:  Where  did  the  Trainmaster  get  the  right  to 
verbally  set  aside  a  rule  in  the  Book  of  Rules! 

Mr.  Stone :  We  have  had  these  cases  up  with  the  General 
Superintendent,  and  1  have  a  letter  here  I  will  be  glad  to  file, 
if  you  care  to  have  it,  where  the  General  Superintendent  says 
that  any  verbal  or  written  instructions  from  the  Trainmaster  will 
set  aside  a  rule,  or  from  any  official,  will  set  aside  a  rule. 

On  this  occasion  the  trainmaster,  who  was  on  No.  4,  ordered 
the  engineer  to  pass  the  freight  train  at  good  speed  and  stop 
down  near  the  caboose.  He  figured  on  catching  the  caboose  and 
stopping  the  freight  if  they  had  overlooked  the  signals.  Sup- 
pose he  had  fallen  and  injured  himself  getting  off,  or,  suppose 
that  the  engine  on  the  freight  train  was  intending  to  run  light 
out  onto  the  main  line  for  water,  or  for  any  other  purpose!  Sec- 
ond No.  4  would  have  been  into  them  before  the  trainmaster 
could  have  done  anvthing. 

February  26,  1913,  on  the  Santa  Fe  Coast  Lines,  an  engi- 
neer received  the  following  telegram  at  Cottonwood,  California. 

"Leave  your  headlight  uncovered  where  you  meet  No.  18. 
Cover  it  when  they  stop. 

(Signed)     J.  B.  G." 

That  was  just  written  out  on  a  piece  of  paper  with  a  lead 
pencil.  No.  8  was  a  fast  passenger  train,  and  it  would  appear  that 
J.  G.  B.  did  not  know  and  did  not  care  where  they  met,  or  under 
what  conditions ;  the  freight  engineer  was  simply  to  make  the  test. 
This  was  taken  up  with  the  superintendent  with  no  results,  and 
the  practice,  so  far  as  I  know,  is  still  in  effect  of  ordering  men 
verbally  and  by  wire,  to  violate  the  rules  in  order  to  make  these 
tests. 

I  simply  bring  these  to  the  attention  of  the  Board  to  show 
you  why  we  are  so  bitter  against  surprise  tests. 

Here  is  another  one.  On  September  8,  1914,  Santa  Fe 
Engineer  McLennon  came  upon  a  rH  switch-light  at  the  South- 
ern Pacific  crossing,  near  the  depot  at  Caliente,  California.    iVt 
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this  point  the  traiu  conies  around  a  curve,  and  the  crossing  is 
just  a  few  car  lengtlis  from  the  station  wliere  regular  stop  was 
made.  Tlic  ]»assengers,  of  course,  are  standing  up  or  stoojnng 
over  ])i('king  up  ])undles,  or  in  other  ways  j^rejiaring  to  get  off, 
and  in  nine  cases  out  of  ten  the  engineer  would  have  to  make  an 
emergency  api)lication  in  ordei-  to  avoid  doing  damage  to  the 
switch,  which  would  mean  ))assengers  thrown  about  and  injured. 
If  the  company  liad  to  pay  damages  to  injured  ])assengers  be- 
cause the  engineer  com])lied  strictly  with  the  test,  what  would 
hap])en  to  the  engineer? 

Atchison,  Topeka  &  Santa  P^'  Kailroad,  Eastern  Lines.  On 
August  17, 1913,  Engineer  Foley  of  Train  No.  Ill,  and  Engineer 
Hake,  of  Train  No.  109,  on  arriving  at  Emporia,  Kansas,  found 
the  switch  lights  on  switches  located  near  Union  Street,  on  tracks 
1  and  3,  set  to  show  red  to  approaching  trains.  Both  engineers 
stopped  their  trains,  and  Trainmaster  Stanley  admitted  that 
he  was  responsible  for  the  position  of  the  lights. 

Atchison,  Topeka  &  Santa  Fe.  March  7,  191.*),  Engineer 
Maurice  passed  Block  No.  Ill  between  Argentine  and  Emporia, 
Kansas,  in  the  night.  It  was  clear  when  he  passed  it,  and,  of 
course,  he  paid  no  furthei-  attention  to  it;  but  an  official  of  thc^' 
company  had  fixed  the  block  so  it  could  not  go  to  stop  position 
after  he  passed,  and  the  engineer  received  a  reprimand  for  his 
failure  to  notice  this,  notwithstanding  the  fact  that  even  if 
engineers  did  make  a  practice  of  looking  at  blocks  after  they 
passed  them,  they  are  often  so  obscured  by  steam  and  smoke  that 
in  order  to  make  certain  the  block  was  working  properly,  the 
train  would  have  to  be  stopped. 

Engineer  Edwards  was  tested  on  the  same  date  in  the 
same  manner.  After  he  had  passed  the  signal  he  looked  back 
and  saw  that  it  had  not  gone  to  stop  position.  He  slowed  doA\Ti 
through  the  block.  The  next  block  was  the  head — in  board  at 
Holliday,  which  was  clear,  so  he  headed  in  and  reported  the  con- 
dition of  the  semaphore  at  Holliday.  He  was  reprimanded  for 
this. 

Still  another  engineer  was  tested  on  the  same  date  and  at 
the  same  place,  passed  this  block  and  then  discovered  a  train 
in  the  same  block  ahead  on  the  same  track.  This  train  had 
passed  the  same  block,  but  the  semaphore  had  been  so  regulated 
that  it  did  not  go  to  stop  position.    The  engineer  on  the  follow- 
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iiig  train  received  a  reprimand  for  not  knowing  that  the  auto- 
matic signal  was  not  working  properly.  These  two  trains  were 
both  passenger  trains. 

October  20,  1912,  J.  ]j.  Slater,  a  Rock  Island  engineer,  run- 
ning over  Union  Pacific  joint  track  near  Lawrence,  Kansas,  ran 
upon  a  switch  light  burning  red  on  the  business  track  at  Mid- 
land. This  light  was  at  the  opposite  end  of  a  very  heavy  curve, 
and  the  engineer,  pulling  a  train  in  on  a  schedule  of  421/2 
miles  per  hour,  could  not  see  the  signal  until  he  was  within  about 
200  feet  of  it.  His  headliglit  shone  on  cars  standing  in  the  switch 
just  off  the  main  line,  but  seeing  the  red  light  and  the  cars  at 
practically  the  same  time,  he  thought  surely  he  was  running 
into  an  open  switch,  and  he  would  have  jumped  had  he  had  time 
before  running  past. 

On  the  night  of  the  15th  of  March,  1914,  Engineer  Con- 
nolly, in  charge  of  Rock  Island  Train  No.  23,  running  upon  the 
rnion  Pacific  joint  track,  upon  rounding  a  surve  into  Loring, 
Kansas,  discovered  the  switch  light  on  the  east  end  of  the  busi- 
ness track  burning  red.  He  inunediately  applied  the  brakes,  but 
the  engine  got  about  seven  poles,  that  is  telegraph  poles,  be- 
yond the  light.  He  went  back  to  the  switch  and  found  the  lamp 
had  been  hung  on  one  prong  of  the  bracket,  so  that  only  a  part 
of  the  light  was  visible  to  approaching  trains.  He  could  have 
stopped  his  train  much  quicker  if  the  light  had  been  hung  to 
show  full  face  danger  indications. 

I  have  one  here,  if  I  can  find  it,  that  I  should  like  to  read, 
where  an  engineer  was  given  a  verbal  order  to  leave  his  head- 
light uncovered,  and  the  conductor  Avas  ridng  on  the  engine  of 
the  other  train  and  fell  dead  from  the  shock.  An  official  on  the 
engine  flipped  the  headlight  cover  just  as  he  came  to  it,  and 
the  conductor  died  from  the  shock. 

It  is  such  tests  as  this  that  is  making  physical  wrecks  of 
the  engineers.  There  is  a  law  in  Kansas  against  tampering  with 
i-ailroad  switches,  but  the  railroad  officials  do  not  make  any  pre- 
tense of  observing  it. 

Whenever  we  want  to  find  something  that  is  right  up  to 
the  minute,  we  nearly  always  try  to  find  something  by  Mr. 
Park,  one  of  the  Board,  and  I  want  to  read  a  little  extract  from 
something  he  wrote  which  the  Union  Pacific  has  copyrighted. 
This  is  an  article  of  my  friend,  Mr.  W.  Ij.  Park,  written  when 
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he  was  General  Superintendent  of  the  Union  Pacific  Railroad, 
This  is  the  only  copy  I  could  get  so  I  will  have  to  read  from  it. 

*'The  infallibility  of  the  semaphore  arm  has  become  a  solace 
to  engineers,  who  now  run  with  their  chins  up  and  their  eyes 
on  these  emblems  of  safety,  instead  of  tiresomely  scanning  the 
track  ahead  in  a  hopeless  effort  to  discover  some  hidden  danger. 

*'A  train  under  the  protection  of  automatic  electric  signals 
travels  in  a  zone  of  safety.  Signals  are  set  at  danger  for  a 
mile  or  more  in  advance,  and  remain  in  that  position  until  the 
train  has  passed  that  distance  ahead,  thus  creating,  to  all  in- 
tents and  purposes,  an  impenetrable  shield  w^hich  moves  along 
at  all  times  wdtli  the  train  safely  within  its  influence. ' ' 

Mr.  Chairman :  I  have  here,  not  to  be  entered  as  an  exhibit, 
])ut  simply  for  your  information,  a  photograph,  so  that  you  may 
understand  a  surprise  test  recently  made.  It  is  not  entered  as  an 
exhibit,  it  is  simply  for  the  information  of  the  Board. 

On  November  2,  1914,  Train  15,  West,  and  Train  10,  East, 
are  due  at  Wood  River,  Nebraska,  at  the  same  time,  8:49  P.  M. 
This  is  a  flag  stop  for  Colorado  passengers  for  Train  15,  but  is 
not  a  stop  for  Train  10.  The  distance  signal,  about  two-tenths  of 
a  mile  east  of  the  depot  was  clear.  Both  trains  met  about  midway 
between  the  home  signals.  A  south  wind  was  blowing  the  smoke 
and  dust  in  dense  clouds  across  the  track,  and  it  was  impossible 
for  the  engineer  on  No.  15  to  see  anything  until  he  had  passed 
No.  10.  AVhen  the  air  cleared,  he  saw  that  the  home  signal,  for 
which  he  was  watching,  showed  clear,  but  he  caught  sight  of  a  red 
light  at  the  foot  of  the  mast.  The  signal  which  showed  clear,  and 
which  the  engineer  is  supposed  to  note,  is  up  in  the  air  twenty  or 
twenty-five  feet  on  a  mast,  and  having  his  attention  focused  upon 
it,  the  chances  are  greatly  in  favor  of  the  small  signal  being 
overlooked,  even  though  the  engineer  is  attending  strictly  to  his 
duty.  If  he  gives  the  proper  attention  to  the  governing  signal 
at  the  top  of  the  mast,  he  will  have  no  time  to  be  watching  the 
bottom.  Under  the  conditions  prevailing  in  the  case  of  this  test, 
it  may  be  considered  miraculous  that  the  engineer  caught  sight  of 
the  red  light,  as  it  was  not  accompanied  by  a  signal  torpedo. 

I  simply  introduce  that  to  show  how  unfair  a  test  can  be.  I 
believe  any  railroad  man  will  agree  with  me  that  this  test  is  un- 
fair, and  this  talking  about  keeping  the  eyes  upon  the  semaphore 
on  a  railroad  where  they  take  ballast  out  between  the  tracks  and 
set  a  red  light  for  a  surprise  test,  does  not  go  together  good. 
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Mr.  Burgess  :  Mr.  Stone,  1  feel  tliat  1  should  apologize  again 
for  persisting  in  the  former  (juestion. 

Mr.  Stone :  That  is  all  right,  I  want  to  bring  out  any  point 
at  all. 

Mr.  Burgess:  Of  course  my  railroad  education,  if  I  have 
any,  was  not  in  Western  Territory;  but  fortunately  my  old 
superintendent,  who  is  sitting  in  this  room,  helped  to  teach  me 
in  ray  early  days  that  no  matter  who  gave  an  order  verbally 
in  conflict  with  the  Book  of  Rules,  that  it  should  be  disobeyed, 
and  I  do  not  understand  how  this  large  Western  territory 
ignores  a  rule  of  such  vital  importan,ce,  at  least  to  my  mind, 
whereby  a  trainmaster  by  verbal  instructions,  can  direct  an 
engineer  to  ignore  the  Book  of  Rules.  Personally,  an  oppor- 
tunity presented  itself  in  my  younger  days  to  decline  to  obey 
an  order  of  the  genei'al  manager  when  given  verbally,  that  con- 
flicted with  the  Book  of  Rules.  Therefore,  you  will  understand 
why  I  persist  in  this  question,  in  trying  to  get  some  light  on  it; 
and  I  might  say  that  the  general  manager  himself  told  me  after 
the  refusal  that  I  had  done  perfectly  right,  so  I  could  not  be 
considered  as  guilty  of  insubordination. 

Mr.  Stone:  In  reply  to  that,  Mr.  Burgess,  it  is  a  grave 
question  in  my  mind  whether  a  verbal  order  of  some  official  has 
the  authority  to  set  aside  the  rules  of  the  road,  that  a  man  has 
signed  the  Book  of  Rules,  that  he  thoroughly  understands  it, 
and  yet  it  is  done  every  day,  and  I  have  lying  right  here  before 
me  the  cases  of  two  men  who  refused  to  leave  their  headlights 
uncovered  when  they  were  in  the  clear,  and  they  were  both 
discharged  from  the  service,  and  they  are  out  of  the  service 
today. 

Mr.  Park:     Do  you  object  to  the  headlight  test? 

Mr.  Stone:  I  think  it  is  one  of  the  unfairest  tests  that 
was  ever  made. 

Mr.  Park :    You  did  not  specify  it. 

Mr.  Stone:  We  did  not  specify  it  because  it  has  been  prac- 
tically done  away  with;  but  when  a  man  sees  an  open  headlight 
he  thinks  there  is  something  on  the  main  track,  that  is  the  first 
thing  that  flashes  into  his  mind. 

Mr.  Park:  It  means  if  a  freight  train  is  pulling  into  a  side 
track  and  has  not  entirely  cleared,  that  the  engineer  approach- 
ing must  stop  to  prevent  a  collision? 

Mr.  Stone:     But  when  he  is  coming  around  a  curve  he  can- 
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not  tell  whether  they  are  into  clear,  or  .staudiug  on  the  iiiaiii 
line,  or  coming  down  the  main  line  toward  him. 

Mr.  Park:  The  headlight  being  still  burning,  and  the  train 
partially  in,  is  a  signal  and  a  very  good  signal  to  him  that  he 
must  go  to  the  other  end  of  the  side  track  with  sufficient  speed 
to  avoid  an  accident. 

Mr.  Stone:  The  first  thing  you  think  about  is  that  some 
fellow  has  overlooked  your  time  and  is  coming  down  the  main 
line  at  you,  and  you  go  after  him  with  all  you  have,  and  you 
live  a  lifetime  in  about  five  seconds. 

Mr.  Park:  It  is  a  fact  that  sometimes  a  train  will  drag 
in  on  the  time  of  another  train? 

Mr.  Stone:     Yes. 

Mr.  Park:  Would  you  ])refer  sim])ly  a  rod  light  to  warn 
you  of  that,  or  a  headliglit  burning? 

Mr.  Stone:  I  have  a  case  here  where  a  man  was  tested 
forty  times  in  sixty-five  days,  and  when  you  get  things  like  that, 
I  think  somebody  has  gone  insane  on  the  idea  of  surprise  tests. 

I  sent  out  letters  to  the  chairmen  of  the  Louisville  &  Nash- 
ville, the  Coast  Line  and  the  Southern  Eailway,  the  three  big 
companies  in  the  South,  and  Mr.  Bissett,  Chairman  of  the  Louis- 
ville &  Nashville,  says : 

"I  have  yours  of  the  2nd  instant,  asking  for  information  re- 
garding the  use  of  surprise  tests  on  our  line.  Delay  in  reply 
caused  by  absence  from  the  city. 

"If  there  has  ever  been  any  trap  of  this  kind  emj)loyed  on 
our  line,  I  have  never  heard  of  it,  and  no  complaint  has  ever 
been  made. 

"Our  officials  are  careful  to  see  that  our  men  understand 
the  rules,  and  appreciate  the  importance  of  complying  with 
them,  and  leave  it  to  their  honesty  and  loyalty,  not  to  disregard 
danger  signals,  with  the  result  that  we  do  not  know  what  it  is 
to  have  an  accident  from  this  cause.  The  men  here,  and  they 
would  any  place,  appreciate  the  confidence  that  is  placed  in 
them,  and  endeavor  to  show  their  appreciation  by  complynig 
with  instructions,  thus  making  surprise  tests  worse  than  useless. 
We  have  no  traps  set  for  the  engineers  on  this  line  whatever, 
so  far  as  T  know. 

Yours  fraternally, 

(Signed)  T.  J.  Bissett 

General  Chairman,  B.  of  L.  E." 
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Here  is  Mr.  Whiddon's  letter. 

"Macon,  Georgia,  January  6,  1915, 
^ '  On  my  return  home  today,  I  find  yours  of  the  2nd  instant, 
asking  if  we  have  surprise  tests  on  the  Southern  Kailroad,  and 
if  so,  their  nature. 

"I  am  pleased  to  advise  you  that  we  do  not  have  surprise 
tests  on  the  Southern  Kailroad.  Several  j^ears  ago  there  was  a 
few  sprung  on  us  in  the  nature  of  irregular  semaphore  signals 
and  misplacing  train-markers.  We  have  never  had  switch  lights 
turned,  and  if  such  a  thing  was  done,  I  am  sure  the  engineers 
on  the  Southern  Railroad  would  seriously  object,  as  it  would 
be  seriously  hazardous  to  life  and  property. 
(Yours  fraternally, 

(Signed)  J.  I.  Wliiddon, 

General  Chairman,  B.  of  L.  E." 

One  from  Mr.  Howard  of  the  Coast  line. 

"Waycross  Georgia,  January  6th,  1915. 

"Answering  your  valued  favor  of  January  2nd,  which  has 
just  been  received,  will  say  that  it  gives  me  pleasure  to  advise 
you  that  while  the  Atlantic  Coast  Line  Railroad  is  one  of  the 
largest  in  the  country,  with  an  operation  second  to  none,  that  the 
officials  of  this  company,  though  they  have  the  interest  of  their 
employes  and  the  traveling  public  as  much  at  heart  as  the  officers 
of  any  other  system,  at  the  same  time  have  too  much  confidence 
in  their  men  to  waste  time  with  such  dangerous  frivolous  prac- 
tices as  surprise  tests,  such  as  changing  the  switch  targets,  etc. 
In  days  gone  by  a  few  minor  tests  were  possibly  made  on  this 
system,  such  as  removing  the  markers  from  cab  cars  to  see  if 
a  passing  train  would  notice  it,  but  this  practice  has  long  been 
dispensed  with  as  it  is  entirely  unnecessary.  Never  in  the 
history  of  the  road  has  this  company  practiced,  or  allowed  to 
be  practiced  any  surprise  tests,  or  any  other  kind  of  tests  which 
would  result  in  danger,  either  to  their  employes  or  to  the  trav- 
eling public. 

"Fraternally  j^ours, 

(Signed)    "F.  D.  HOWARD, 

General  Chairman,  B.  of  E." 

Now,  Mr.  Chairman,  just  one  more  thing  I  want  to  call 
your  attention  to.  In  that  same  article,  "Making  Travel  Safe," 
by  Mr.  Park,  they  have  a  picture  on  the  front  page  to  show 


3006 


that  the  engineer  is  so  impressed  with  the  semaphore  safety 
that  he  just  simply  got  off  his  engine  and  threw  his  arms  around 
the  signal  post  in  appreciation  of  his  fidelity.  I  am  satisfied  if 
I  had  been  the  engineer  on  train  15  coming  into  Wood  River  that 
night  and  had  got  that  surprise  test,  that  after  I  stopped  I  would 
have  jumped  oft"  and  throAvn  my  arms  around  somebody  who 
made  the  surprise  test  and  would  have  tried  to  love  him  to 
death.     I  feel  sure  I  would. 

Mr.  Park:  Mr.  Stone;  that  jjarticular  incident,  the  engi- 
neer who  was  objecting  to  the  surprise  test  at  the  time,  saw 
the  signal  to  stop  and  he  said,  ''There  is  another  surprise  test," 
but  he  stopped  his  engine  and  sent  the  brakeman  ahead,  and  they 
found  that  the  truss  rod  of  a  locomotive  had  caught  in  the 
switch  and  bent  it,  and  if  he  had  not  stopped  on  signal,  his  engine 
and  the  entire  train  would  have  been  wrecked. 

Mr.  Stone:     This  one  here? 

Mr.  Park:  Yes,  that  particular  incident,  he  was  very 
grateful  for  the  surprise  test. 

^\v.  Stone:  T  thouglit  it  had  been  brought  out  a  number  of 
time  in  cross-examination  that  to  run  through  a  switch  was  not 
dangerous. 

Mr.  Park:  This  was  a  facing  point  switch,  Avith  the  truss 
rod  facing  in  the  opposite  direction. 

Mr.  Stone:  He  would  have  gone  in  on  tlie  siding  in  perfect 
safety? 

Mr.  Park :     No,  the  switch  was  split. 

Mr.  Stone :     But  he  would  have  gone  in  on  the  siding. 

Mr.  Park :     No,  he  would  have  gone  into  the  ditch. 
'  Mr.  Stone :     Referring  to  page  9  of  this  article  we  find  the 
following  language  from  Mr.  Park: 

''The  engineer  proceeds  with  confidence,  for  he  is  well  aware 
that  at  any  point  along  the  line  where  he  enters  a  danger  zone, 
he  will  be  notified  by  an  imfailing  signal,  and  that  so  long  as  this 
does  not  flash  on  him  he  has  a  straight  way  into  the  station.  It 
may  be  the  way  will  lead  him  across  many  switches  and  crossings, 
and  through  puzzles  that  seem  inextricable ;  but  the  switches  have 
been  set  by  mechanism  and  not  by  man,  and  collision  is  impos- 
sible, for  once  the  operator  has  set  a  combination  of  switches, 
he  cannot  add  another  to  it  without  first  breaking  the  whole. 

Mr.  Park:     That  is  an  interlocking  plant. 
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Mr.  Stone :  We  have  been  led  to  believe  through  years,  and 
our  men  have  been  disciplined  time  and  again  because  they  said 
signals  could  not  fail.  Mr.  Park  evidently  is  imbued  with  the 
same  idea,  but  I  want  to  read  you  just  a  few  recent  failures  that 
sliow  that  that  is  not  correct. 

"The  first  automatic  block  east  of  Atkinson  on  west  Main 
shows  clear  when  crossover  are  open. 

(Signed)     H.  L.  Reed." 
"Rock  Island,  July  29,  1912  ( ?) 
"Automatic  block   signal   250  shows  clear  with  train  in 
block. 

(Signed)     H.  P.  Greenough.'' 
"Rock  Island,  Jan.  6,  1918. 
All  trains  west  Bureau. 

Automatic  signal  1720  stands  clear  with  train  in  block. 

(Signed)     H.  L.  Reed." 
"Rock  Island,  Jan.  8,  1913. 
All  trains  starting  Silvis,  Illinois. 

Signal  1720  stands  clear  with  train  in  block. 

(Signed)     H.  L.  Reed." 
"Rock  Island,  May  21,  1914. 
All  starting  Bureau. 

Automatic  signal  157  at  Vermont  Street,  Blue  Island,  shows 
caution  with  train  in  block.  Proceed  through  this  block  under 
control. 

(Signed)     G.  W.  Rourke,  Superintendent." 
"Rock  Island,  May  22,  1914. 
All  trains  starting  Chicago. 

Automatic  signal  157,  at  Vermont  Street,  Blue  Island,  shows 
caution  with  train  in  block.     Run  through  this  under  control. 

(Signed)     G.  W.  Rourke." 
"Rock  Island,  De.c.  13,  1914. 

All  trains  east  Bureau. 

Automatic  signal  526  shows  clear  with  train  in  block. 

(Signed)     A.  B.  R." 

I  simply  introduce  these,  Mr.  Chairman,  not  because  I  hap- 
pen to  have  any  particular  grudge  against  the  Rock  Island,  be- 
cause I  gave  them  twenty-three  years  of  the  best  part  of  my  life, 
and  I  would  feel  kindlv  toward  them  for  that  reason  if  for  no 


3008 

oilier,  but  I  simply  introduce  theiu  to  you  to  show  to  you  tluit 
the  automatic  signal  does  fail. 

I  think,  Mr.  Chairman,  we  have  completed  the  direct  testi- 
mony in  the  presentation  of  our  case.  If  I  might  be  allowed  for 
just  one  moment,  I  might  read,  not  in  a  spirit  of  sarcasm,  but 
I  want  to  show  you  how  some  people  have  an  idea  a  man  should 
bo  examined  for  his  efficiency  in  a  railroad,  and  this  is  not 
any  idle  dream  of  mine.  This  actually  happened,  and  we  took 
a  strike  vote  on  this  road  and  came  within  six  hours  of  a  strike. 
The  time  was  fixed  and  our  men  were  ready  to  strike. 

1  want  to  read  you  Question  No.  1.  This  is  the  start  off: 
"Before  w^e  begin  to  study  the  most  economical  methods  of 
firing  locomotives  we  must  learn  ivhat  fire  is,  and  what  goes  on 
in  this  wonderful  process  of  huniing.  Probably  most  people 
think  they  know  'what  a  fire  is';  and  yet,  if  questioned  closely, 
comparatively  few"  could  tell  more  than  that  a  fire  burns  fuel 
and  gives  off  heat.  But  hoiv  it  does  this  is  a  most  fascinating 
study,  and  of  utmost  importance  to  enginemen." 

' '  Question  ] .     What  is  fire  ? ' ' 

I  want  to  read  you  the  answer  that  he  is  supposed  to  wiite 
out  on  his  examination  blank: 

*'FIBE,  according  to  a  fable  handed  down  from  Anti<|uity, 
was  the  gift  that  the  gods  gave  to  Man  alone  of  all  earth's 
creatures,  so  that  he  might  become  the  powerful  ruler  of  the 
world.  The  fable  relates  that  man  was  the  creation  of  Prom- 
etheus (Providence),  who,  desiring  to  endow  as  well  as  create 
the  human  race,  stole  up  to  Heaven  with  a  bundle  of  birch-rods, 
and  kindling  them  at  the  sun,  thence  brought  down  fire  to  the 
earth  for  the  use  of  mankind.  Jupiter,  the  greatest  of  the 
fabled  gods,  permitted  the  gift  to  become  permanent." 

"Question  Xo.  2:  Wliat  did  Bar(m  Carondelet  discover  one 
hundred  years  ago?" 

We  would  naturally  sujipose,  knowing  the  country,  that  it 
was  water,  but  that  is  not  right.    This  is  the  answer : 

"A  hundred  years  ago  the  French  Governor  of  LouisiauM, 
Baron  Carondelet,  cut  a  canal  from  New  Orleans  to  Lake  Pont- 
chartrain,  at  that  time  a  hundred  miles  above  the  mouth  of  the 
Mississippi  River.  This  work,  said  a  writer  of  the  time,  'brought 
to  view  an  interior  bed  of  earth  formed  entire! v  of  black  mud 
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and  trunks  of  trees,  heaped  together  several  feet  dee]>,  whicli  liave 
not  yet  liad  time  to  rot  or  to  be  formed  into  coal'." 

"Question  No.  3.  Explain  how  you  would  burn  a  diamond." 
That  is  of  great  interest  to  a  man  who  has  shoveled  twenty-five 
tons  of  coal.  Of  course  he  has  experimented  in  burning  a  num))er 
of  diamonds.    Here  is  the  answer : 

"The  combustion  of  a  diamond,  as  described  by  the  great 
English  scientist,  Professor  John  Tyndall,  is  an  excellent  illustra- 
tion of  the  process  of  the  combustion  of  carbon  {AnUiracite  coal 
and  the  solid  part  of  the  bituminous  coal),  and  its  generation  of 
heat : 

"  'Everybody  now  knows  that  this  l)rilliant  gem  is  com})osed 
of  the  same  substance  as  common  charcoal,  graphite,  or  i)lum- 
l)ago.  A  diamond  is  pure  airhou,  and  carbon  burns  in  oxiffjen. 
Here  is  a  diamond  held  fast  in  a  loop  of  platinum  wire;  heating 
the  gem  to  redness  in  this  flame,  I  plunge  it  into  this  jar,  whicli 
contains  oxygen  gas. 

"  'See  how  it  brightens  on  entering  the  jar  of  oxygen,  and 
now  it  glows  like  a  little  star,  with  a  pure  white  light.  How  are  we 
to  figure  the  action  here  going  on  ?  Exactly  as  you  would  present 
to  your  minds  the  idea  of  meteors  showering  down  ui)on  the 
sun'  " 

That  is  what  happens  when  you  burn  a  diamond.  After  a 
man  had  shoveled  about  twenty-five  tons  of  coal  I  don't  sui)pose 
he  would  care  in  the  least  whether  a  diamond  burned  in  oxygen 
gas,  or  where  it  burned. 

Mr.  Nagel:     What  road  proposed  this? 

Mr.  Stone:  The  Tennessee  Central.  Tliat  concludes  the 
presentation  of  our  evidence. 

The  Chairman:     What  is  your  i)leasui'e,  Mr.  Sheean? 

Mr.  Sheean:  I  can  outline  the  order  of  our  ])roof  this 
evening  very  nicely. 

Mr.  Stone:  Mr.  Sheean,  I  wonder  if  T  might  read  one  more 
case  in  the  I'ecord. 

Mr,  Sheean:     Surely. 

Mr.  Stone:  ]  want  to  read  you  the  copy  of  a  recoid  from  a 
bulletin,  'j'liis  is  Kecoi-d  Bulletin  No.  'MVl,  page  2,  February, 
1913,  San  Antonio,  Southern  Pacific,  Notice  No.  12. 

The  record  of  a  brakeman  has  been  given  thirty  demerit 
marks  for  flagging  a  limited  train  when  there  was  no  occasion 
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for  saiiic,  lie  having"  been  called  in  sufficient  time — listen  par- 
ticnlarly  to  this,  not  to  reach  his  train — he  having  been  called 
in  sufficient  time  to  have  put  his  red  light  out  in  case  he  could 
not  have  gotten  in  before  the  limited  arrived,  and  prevented  it 
from  stopping.  In  the  future,  such  carelessness  on  the  part 
of  brakemen  will  be  dealt  with  more  severely. 

That  means  that  this  brakeman  was  censured  because  he 
flagged  the  limited.  He  was  back  to  flag  a  freight  train  of 
some  fifty  or  sixty  cars  that  stopped  on  the  main  line.  The 
engineer  had  whistled  the  flag  up  later  on,  and  he  was  called 
in,  but  before  he  arrived  at  liis  train  the  limited  came.  Had 
ho  put  his  red  light  out  so  as  to  let  the  limited  go  by,  and  it 
would  have  again  been  necessary  to  signal,  he  would  not  have 
had  any  red  light  to  signal  with;  and  I  believe  any  practical 
railroad  man  will  agree  that  he  was  sent  back  to  flag  every- 
tliing  before  he  got  back  onto  the  train. 

OPENING  STATP:MENT  by  JAMES  S.  SHEEAN,  ESQ., 

Counsel,  on  Behalf  of  the  Railways: 

In  outlining  as  briefly  as  I  can,  the  testimony  which  will  be 
introduced  on  behalf  of  the  railroads,  it  will  be  my  effort  to 
refrain  entirelv  from  argument,  but  I  want  to  sav  to  the  Board 
that  in  an  eifort  to  give  fairly  some  idea  of  the  scope  and  purpose 
of  some  of  the  exhibits  which  we  shall  introduce,  it  will  possibly 
be  necessary  in  stating  such,  scope,  to  approach  almost  the  line 
of  argument.  But,  in  so  far  as  it  is  ])ossible,  my  effort  will  be 
to  refrain  entii-ely  from  any  argument  at  this  time. 

At  the  outset,  I  think  it  should  be  made  clear  that  the  Con- 
ference Connuittee  of  Managers  recognize  fully  that  the  engi- 
neers and  firemen  ]jerform  important  and  responsible  duties. 
They  recognize  and  a]i]ireciate  that  every  man  connected  with 
the  operation  and  movement  of  trains  has  duties  and  responsi- 
bilities peculiar  to  and  inher(^nt  to  the  very  nature  of  the  busi- 
ness itself. 

They  heartily  concur  in  the  view  that  men  selected  for  these 
jiositions  should,  measure  u])  to  the  responsibilities  which  their 
duties  impose  u]ion  them;  and  that  their  scale  of  wages  should 
Ix*  commensurate  with  and  give  due  recognition  to  the  im- 
portance of  those  duties  and  responsibilities.  They  not  only 
concede  the  fact.  Imt  are  proud  as  tlie  men  have  a  right  to  be 
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that  it  is  a  fact,  that  the  man  at  the  throttle,  and  the  man  beside 
liim,  who  some  day  will  he  at  the  throttle,  has  measured  up  to 
the  res])onsibilities  ot'  the  ])osition  that  he  tills.  And,  so  far  as 
this  (^onnnittee  is  concerned,  they  liave  a|)i)roached  a  considera- 
tion of  the  questions  involved,  and  they  think  this  Board  should 
approach  a  consideration  of  the  questions  that  are  involved,  in 
the  belief  that  the  rates  and  rules  should  i)rovide  full,  fair  and 
adeiiuate  ('onii)ensation  for  responsible  duties  well  ])erfornied. 

And  so  far  as  the  exhibits  are  concerned  that  were  intro- 
duced here  today,  we  are  in  accord — this  Conunittee  is  in  entire 
accord  with  the  statements  made  in  the  exhibits  filed,  one  of 
which  I  shall  refer  to  biiefiy,  namely,  the  statement  of  Dr.  Ed- 
ward S.  Mead,  Professor  of  Economics,  rniversity  of  Pennsyl- 
vania, a])])earing  at  page  8  of  Exhibit  53 : 

"I  believe  that  organized  labor  in  the  railwav  industry 
represents  the  highest  level  of  efficiency  which  organized  labor 
has  anvwhere  obtained.  The  railroad  emplove  fullv  deserves 
his  title  of  the  'aristocrat  of  the  labor  world.'  His  is  not  merely 
an  aristocracy  of  high  wages,  but  an  aristocracy  of  conqjetence, 
discii)line,  tidelity  to  duty  and  good  citizenship." 

And  in  this  connection,  I  deem  it  a  great  personal  privilege 
to  have  ol>tained  my  viewpoint  from  association  with  a  Commit- 
tee made  up  of  members  who  have  come  up  through  the  i  anl-cs  cf 
railroading,  who  have  served  in  the  various  departni'^nts  of 
train  operation,  as  brakeman,  as  conductor,  as  telegraph  op- 
erator, as  station  agent,  as  train  dispatcher,  and  as  engineer; 
and  I  know  that  I  reflect  only  the  views  of  that  committee  when 
i  say  that  they  approached  the  consideration  of  the  questions 
here  presented  in  a  good-faith  effort  to  ascertain  Avhether,  by 
comparison  with  wages  in  other  crafts,  by  comparison  with  oth- 
ers having  like  responsibilities  and  duties  in  railroad  service,  or 
by  comparison  with  the  Avages  of  the  engineers  and  firemen,  their 
l)rethren  in  the  East  and  South,  there  was  legitimate  cause  for 
complaint  upon  the  part  of  the  Western  engineers  and  firemen. 

And  approached  in  this  frame  of  mind,  and  in  this  good- 
faith  effort,  and  in  the  belief  that  engineers  and  firemen  should 
bfj  fairly  and  adequately  compensated  for  every  mile  they  run, 
and  for  every  hour  they  work;  and  in  the  further  belief  that 
snch  fair  com])ensation  should  measure  up  to  the  compensatioji 
of  other  railroad  enq:)loyes,  and  to  the  pay  of  engineers  and  fire- 
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iiKMi  ill  (illici-  tcrritoi-ics,  the  conclusion  was  reaeluMl  that  eitlier 
by  comparison  with  ('niph)y('s  in  other  trades,  by  comparison 
witli  tlicir  brethren  of  other  districts,  tliere  was  no  good  ground 
for  com])hiint  upon  the  ])ai1  of  tlie  Western  engineers  and 
firemen. 

Now,  in  niakinu'  that  broad  general  statement,  I  appreciate 
tliat  the  question  may  be  asked  as  to  wliy  it  shouhl  be  that  cer- 
tain rules  found  in  a  majority  of  schedules,  may  not  be  made  of 
universal  territorial  a])plication;  and  I  wouhl  like — and  T  did 
not  want  to  make  any  argument,  l)ut  I  do  want  to  make  clear 
ihe  point  tliat  has  been  suggested  here  this  afternoon,  to  call 
attention  to  the  situation  tliat  Mr.  Carter  brought  out,  tliat  in 
1910,  by  a  concerted  movement  ujion  all  these  roads  in  the  AVest- 
ern  territory,  the  pay  of  firemen  was  fixed  upon  a  cylinder  basis; 
cylinder  dimensions  above  a  certain  size  took  a  certain  rate  of 
pay.  Now,  in  this  movement,  the  propositon  is  made  here  that : 
"A\'e  will  put  it  uj)on  a  weight  on  drivers  basis,  but  we  will  retain 
in  all  tliese  schedules  here  all  these  high  rates  that  come  from 
tlie  cylinder  basis,"  Avhicli  would  not  obtain  if  they  were  upon 
a  weight  on  drivers  basis. 

Consistently,  the  next  movement  would  be  to  place  it  upon 
a  tractive  etTort  basis,  taking  it  wherever  a  tractive  etfort  l)asis 
would  give  more  than  eitiier  of  the  other  two,  l)ut  retaining  all  of 
the  high  spots  given  l)y  another  basis  or  method  of  compensation. 
And,  conceivably,  it  may  l)e  and  often  is  the  case,  that  in  deter- 
mining what  is  })roduced  in  pay  i)er  mile,  per  hour,  or  i)er  day, 
upon  any  road,  an  examination,  not  merely  of  the  rates,  but  of  all 
th<>  I'ules  under  which  that  rate  is  applied,  brings  out  the  fact  that 
a  road  with  a  nominally  small  rate  at  the  end  of  the  day,  at  the 
end  of  the  hour,  at  the  end  of  the  week,  or  on  any  other  measure 
of  compensation,  i)roduces  mor-'  money  than  is  produced  upon 
the  apparently  higher  rate. 

I  did  not  want  to  make  the  argument  but  T  did  want  simply 
to  make  the  suggestion  here  and  now,  that  when  standardization 
is  proposed,  the  party  i)urportedly  otfering  standardization  nuist 
enable  standardization  to  be  made,  not  upon  a  basis  of  retaining 
the  high  points  given  by  some  other  method  of  computation  entire- 
ly inconsistent  with  the  one  now  in  vogue,  l)ut  in  order  to  stan- 
dardize, must  be  willing  to  ])ro('eed  along  the  line  of  wi]nng  out 
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the  liigli  puiiith;  incident  with  that  standardization,  as  well  as  tlie 
lower  points  that  are  incident  thereto. 

But  it  is  approaching  argument  to  assume,  even  to  state  the 
point  of  tlie  interwoven  relationship  of  rates  and  rules,  and  that, 
as  I  say,  I  do  not  propose  to  do  if  I  can  possibly  avoid  it. 

Now,  I  shall  iH'oceed  to  enumerate  as  briefly  as  I  can  the  way 
in  which  we  will  attemi)t  to  ])resent  our  proof. 

First,  we  will  oifer  an  analysis  of  the  railroad  schedules  of 
the  United  States,  in  which  have  been  asseml)led  for  ready  refer- 
ence the  various  })rovisions  which  relate  to  or  bear  upon  the  dif- 
ferent articles  in  the  recjuests  submitted.  This  exhil)it  is  not 
intended  to  jirove  anything  more  than  the  schedules  themselves 
would  prove.  But,  l)y  thus  assembling  under  the  different  articles 
of  the  proposals  which  are  before  the  Board,  the  Board  will  be 
able  to  see  at  a  glance  on  just  what  roads,  in  just  what  territory, 
and  on  what  percentage  of  the  mileage  of  that  territory  there  are 
rules  which  bear  relationship  to  these  different  rerpiests;  and  our 
deduction  therefrom  will  be  that  the  Board  will  be  able  to  see  at  a 
glance  how  very  extreme  and  how  very  radical  are  the  suggested 
departures  when  measured  by  the  practices  and  the  rates  which 
now  obtain  upon  the  different  roads  in  the  different  territories 
involved. 

Secondly,  we  shall  present  statements  showing  what  these 
demands  mean  in  money  to  the  roads  involved.  These  state- 
ments are  arrived  at  by  applying  the  employes'  proposals  to 
the  actual  operation  during  the  month  in  which  they  were 
presented ;  that  is,  by  taking  these  proposals,  and,  under  uni- 
form instructions  to  all  of  the  roads,  determining  what  would 
have  been  paid  to  the  employes  during  the  month  in  which  the 
demands  were  presented,  if,  in  lieu  of  existing  schedules,  the 
proposed  articles  had  been  in  force.  These  results  are  shown 
for  all  lines,  article  by  article,  and  each  class  of  service. 

This  exhibit  shows  that  during  the  month  for  which  it  is 
presented,  the  railroads  involved  paid  their  engineers  and  fire- 
men under  existing  schedules  for  that  one  month,  over  $7,200,- 
000  in  wages ;  and  that  if  the  proposals  had  been  in  effect  dur- 
ing that  month,  and  the  time  cards  of  the  men  had  been  carried 
out  on  the  basis  of  these  proposals,  the  railroads  would  have 
l)een  recpiired  to  pay  to  their  engineers  and  firemen  for  that  single 
month,  over  $11,000,000,  or  an  increase  of  about  $8,700,000  in 
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money  in  that  one  month,  or  approximately  an  increase  of  51 
per  cent  in  the  wai»e  payroll  ol  tliv  engineers  and  liremen. 

The  total  payroll  of  the  rnilroads  involved,  for  engineers 
and  liremen,  for  the  fiscal  year  ending  June  30,  11)13,  amounted 
to  over  $75,000,000,  so  that  if  the  same  rate  of  increase  a])plie(l 
through  the  year's  operations  as  in  the  month  of  October,  the 
proposals  would  mean  an  added  burden  to  the  comi)anies  in- 
volved of  nearly  $40,000,000. 

Next,  we  shall  present  statements  of  revenues,  expenses  and 
incomes  during  the  fiscal  years  of  1910,  1913  and  1914,  going- 
back  to  the  time  when  there  was  the  last  adjustment,  and  when, 
as  we  consider,  this  sliding  scabs  with  the  extra  wv4ght  on  driv- 
ers or  extra  size  of  cylinders,  automatically  gave  a  higher  rate 
to  the  engineei-s  and  firemen  when  it  was  installed  upon  the 
roads.  We  go  back  to  that  period  of  time  in  order  to  ascertain 
what  has  been  the  actual  0])eration  upon  the  ]jroductive  efficiency 
or  revenue  theory  during  this  period  of  time,  and  these  show  ;\ 
constantly  declining  net  revenue,  and  a  constant  increase  in 
taxes.  Although  over  8,000  more  miles  were  operated  in  west- 
ern territory  in  1914  than  in  1910,  nevertheless,  the  net  income 
from  operations  in  1914  was  $15,000,000  less  than  in  1910;  while 
in  1914,  the  net  operating  revenue  from  operations  was  nearly 
$40,000,000  less  than  in  1913. 

In  1914  there  was  declared  $22,000,000  less  in  .lividends  on 
the  roads  involved  than  in  the  year  1910,  and  in  1913,  there  was 
$14,000,000  less  than  in  1910.  ' 

In  1914  there  was  carried  to  the  surplus  of  the  roads  in- 
volved $24,000,000  less  than  in  1910,  and  in  1913  there  was  $12,- 
000,000  less  carried  to  surplus  than  in  1910. 

In  the  first  five  months  of  the  current  fiscal  year,  there  has 
been  a  drop  of  $29,000,000  in  gross  revenues  on  the  roads  in- 
volved. 

Our  next  exhibit  will  show  that  notwithstanding  this  situ- 
ation as  to  income,  the  roads  involved,  during  the  three  years 
ending  June  30,  1913,  have  spent  ovov  $000,000,000  in  extensions, 
additions  and  improvements  to  i>ro])erty,  and  out  of  the  sum 
thus  ex]iended,  over  $220,000,000.  or  ])ractically  one-third,  was 
expended  for  the  i)urpose  of  increasing  efficiency  and  safety 
and  to  ex})edite  train  movements. 

Our  next  exhil)it  will  summarize  various  legislative  enact- 
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lueDt.s  and  oideis  ul'  railway  commissions  which  alToct  railway 
operations,  all  necessitating-  expenditures  of  large  smns  of 
money,  and  will  also  show  i)roposed  legislation  in  many  Western 
states,  which,  if  enacted  into  law,  will  limit  economic  and  effi- 
cient operation  and  render  imjiossible  economies  which  should 
be  legitimately  brought  about  as  the  result  of  the  elimination  of 
grades  and  curves,  the  improvement  of  roadbed  and  the  pur- 
chase of  larger  and  better  i)Ower. 

In  that  connection  I  think  it  is  proper  that  the  Board  should 
be  advised  that  in  the  wage  movement  seeking  to  have  wages 
based  ui)on  the  i)roposition  of  100  per  cent  efficiency  and  tractive 
eftort,  that  at  tiie  same  time  that  a  M^age  scale  proposed  upon 
that  basis  is  suggested  or  urged,  it  is  also  proposed  and  urged 
in  legislative  circles  that  there  shall  be  a  legislative  limit  placed 
u]xui  the  length  and  size  of  the  trains  hauled,  no  matter  how 
level  y9ur   road   or  1iow  high   your   ])owe]'. 

Our  next  exhibit  was  prepared  to  ascertain  whether  there 
was  justification  for  the  claim  made  by  the  employees  that  large 
power  and  increased  tonnage  rating  have  retarded  the  move- 
ment of  traffic,  and  thereby  kept  the  men  longer  on  the  road  than 
in  ])revious  years.  The  Committee  caused  comparison  to  be 
made  in  all  classes  of  service  betwe.en  the  operations  in  the 
month  of  October,.  1910,  and  the. month  of  October,  1913;  and 
this  exhibit  shows  that  through  the  elimination  of  grades  and 
curves,  the  improvement  of  roadbed,  as  well  as  motive  power, 
the  employees  have  been  able,  with  the  larger  })ower,  and  there- 
fore with  higher  rates  of  pay,  to  haul  heavier  trains  at  the 
same  speed  as  in  previous  years.  In  October,  1910,  about  76 
per  cent  of  the  mileage  was  made  on  a  speed  greater  than  10 
miles  ])er  hour,  and  in  1913,  this  had  increased  to  over  77  per 
cent.  In  October,  1910,  the  average  length  of  time  on  the  road 
in  through  freight  service  was  9.41  hours  on  runs  averaging 
113.2  miles  in  length,  while  in  1913  the  average  length  of  runs 
was  112.6  miles,  and  average  time  in  making  the  run  in  through 
freight  service  was  9.31. 

Confirmatory  of  the  exhibit  introduced  by  the  men  that  the 
instances  of  employees  being  on  the  road  longer  than  16  hours 
are  of  rare  and  exceptional  occurrence  (averaging  once  in  every 
eighteen  months  per  employee),  an  exhibit  has  been  prepared 
that  shows,  for  the  year  ending  December  31,  1913,  only  .59  of 
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one  per  cent,  of  the  trains  run  exceeded  tlie  16-liour  limit,  and 
only  .6  of  one  per  cent,  of  the  total  trains  run  were  tied  up  on 
account  of  the  16-hour  law.  To  be  considered  in  connection  with 
the  unusual  and  exceptional  cases  of  long  hours  on  the  road, 
an  exhibit  has  been  prepared  to  show  the  payments  under  pres- 
ent schedules  to  engineers  and  firemen  for  which  no  actual  serv- 
ice, either  in  miles  or  hours,  was  rendered  by  the  men.  And  by 
this  exhibit  it  is  shown  that  for  tlie  fiscal  year  ended  June  30, 
1913,  these  payments,  on  the  roads  represented,  aggregated  over 
$1,000,000. 

An  exhibit  will  also  be  introduced  which  shows  a  comparison 
between  Eastern,  Southern  and  Western  districts  of  the  ele- 
ments deemed  by  Mr.  Lauck  important  in  determining  Avhat  he 
terms  the  productive  efficiency  of  engineers  and  firemen;  and 
from  this  comparison  it  is  shown  that  the  average  freight-train 
load  and  the  average  tractive  ])ower,  in  both  Eastern  and  South- 
ern districts  are  higher  than  in  the  "Western  district.  This,  not- 
withstanding the  fact  shown  by  comparison  of  schedules,  tliat 
rates  of  pay  and  compensatory  rules  are  generally  higher  in 
Western  district  than  in  any  other  part  of  the  United  States. 

An  exhibit  will  also  be  introduced  showing  that  Avith  the 
installation  of  heavier  power  there  has  been  a  constant  improve- 
ment in  the  matter  of  labor-saving  devices,  such  as  automatic 
stokers,  automatic  doors,  coal  pushers,  sloping  tanks,  power 
grate  shakers  and  automatic  ash  pans  operated  by  compressed 
air,  whicli  relieve  firemen  of  the  danger  of  going  beneath  the 
locomotive.  Under  settlements  made  in  1910,  which  cover  spe- 
cifically the  heavier  classes  of  power,  it  will  be  shown,  as  we  be- 
lieve, the  added  compensation  to  the  meu,  which  applied  when 
and  as  heavier  power  came  into  use  on  the  different  lines,  w^as 
more  than  commensurate  with  the  added  work  jjlaced  on  the 
engineers  and  firemen. 

Careful  investigation  was  made  as  to  the  iii;reased  cost 
of  living  in  the  Western  district  since  the  last  adjustment.  This 
will  be  introduced  in  the  form  of  an  exhibit  wliich  com])ares  the 
increased  cost  of  living  with  tlie  increased  com})ensation  which 
has  inured  to  engineers  and  fii-emen  because  of  the  higher  rates 
under  which  they  have  ojjerated  since  the  last  concerted  move- 
ment; and  this  comparison  shows  that  prices  in  Xlw  West  have 
not  advanced  so  fast  as  have  the  wages  of  engineers  and  firemen 
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Tinder  the  adjustments  of  1910,  wliicli  provide,  as  above  indi- 
cated, for  liiglier  rates  of  pay  when  and  as  heavier  power  is 
installed. 

In  this  same  connection,  comj^arison  will  be  made  of  the 
wages  of  engineers  and  firemen  with  employes  in  other  crafts, 
and  with  the  wages  of  other  railroad  employes. 

We  shall  also  lay  before  the  Board  the  actual  payroll  figures 
as  to  what  the  men  can  and  do  earn  in  each  class  of  service,  so 
as  to  give  the  Board,  as  best  we  can,  not  simply  statements  of 
hypothetical  men,  but  actual  earnings  of  actual  men — of  all  the 
men  for  the  entire  month  in  which  the  claims  were  presented,  as 
well  as  actual  payroll  figures  for  the  entire  fiscal  year  of  about 
5,000  typical  men  covering  each  class  of  service  on  every  sen- 
iority district  in  the  territory.  This  we  do  in  order  that  the 
Board  may  have  before  it  not  merely  what  his  present  employ- 
ment means  to  the  railroad  company  in  terms  of  cost,  but  what 
his  present  employment  means  to  the  individual  engineer  or 
ilreman  in  terms  of  compensation;  because,  throughout  these 
negotiations  the  Committee  for  whom  I  am  now  speaking  have 
at  no  time  lost  sight  of  the  fact  that  the  real  question  under 
existing  schedules  and  under  all  wage  schedules  is  what  does 
the  pay-car  bring  to  the  individual  man.  And  these  payroll 
figures  show  that  in  the  month  in  which  the  demands  were  pre- 
sented, engineers  in  regular  passenger  service  earned  from  an 
average  of  $185  to  a  maximum  of  $341,60  per  month;  and  in 
freight  service,  from  an  average  of  $170  to  a  maximum  of  $358.70 
per  month;  that  firemen  in  regular  passenger  service  earned 
from  an  average  of  $115.54  to  a  maximum  of  $209.89  per  month; 
and  in  freight  service  from  an  average  of  $110  to  a  maximum  of 
$221.05  per  month;  that  other  firemen  in  combination  freight 
and  passenger  service  earned  even  higher  than  this. 

Of  about  5,000  men,  whose  wages  for  the  entire  year  to 
June  30,  1914,  will  be  shown,  there  is  a  maximum  of  $3,725.20 
for  passenger  engineers,  $3,342.30  for  freight  engineers, 
$1,752.20  for  passenger  firemen,  and  $1,890.32  for  freight  fire- 
men. 

As  against  this  maximum,  the  Governors  of  seven  states 
receive  $3,000,  or  less,  per  year,  while  those  of  seven  other  states 
receive  $4,000,  or  only  slightly  above  the  engineer's  maximum 
earnings. 
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As  against  the  maxiiiiuni  oarnings  of  the  firemen,  Sunday's 
newspapers  state  that  at  the  final  session  of  the  Association  of 
American  Colleges,  held  in  the  Hotel  Sherman,  on  Saturday 
evening  last,  it  was  stated : 

''For  $1,500  a  year  a  college  can  get  a  fairly  good  professor 
— not  a  well  of  wisdom,  it  is  true — but  a  fairly  good  man." 

I  say  that  it  seems  to  me  that  the  showing  of  the  pay-roll 
is  the  important  thing  as  to  whether  or  not  the  money  produced 
measures  up  to  the  admitted  responsibility  of  the  men. 

But,  irrespective  of  the  entire  question  of  added  cost,  it  is 
the  intention  that  the  Chairman  of  the  Conference  Connnittee 
of  Managers  shall  take  up,  on  the  witness  stand,  article  by  arti- 
cle, the  requests  submitted,  and  explain  from  an  operating  stand- 
point the  practical  effect  of  splitting  the  working  day  into  num- 
erous arbitrary  divisions  and  for  purposes  of  compensation 
segregrating  each  of  these  items  so  as  to  produce  arbitrary  and 
punitive  pajmients  on  every  run ;  to  show  the  inequity  of  impos- 
ing punitive  pa^mients  in  matters  which  cannot  always  be  con- 
trolled in  transportation  service,  and  of  attempting  to  impose 
inflexible  rules  of  universal  ap])lication  to  conditions  which  must 
of  necessitv  varv  widelv  in  a  territory  so  vast  as  the  one  in- 
volved,  in  which,  by  the  Avay%  there  are  over  50,000  men  Avorking 
as  locomotive  engineers  and  firemen,  and  04,000  on  the  seniority 
lists,  Avho  would  be  directly  or  indirectly  affected  in  the  over 
148,000  miles  of  railroad,  main  line. 

But  I  realize  that  it  is  impossible  to  make  any  statement 
with  reference  to  any  of  the  articles  of  the  proposal  without 
subjecting  myself  properly  to  criticism  for  having  made  an 
argument  with  reference  thereto;  and  I  must  per  force  simply 
leave  this  part  of  our  proof  with  the  statement  that  it  is  the  in- 
tention that  the  Chairman  of  the  Committee  take  up,  article  by 
article,  the  requests  now  before  the  Board,  and  present,  as  the 
Committee  sees  them,  the  objections,  from  a  ]n'actical  oi)erating 
standpoint,  against  the  granting  of  the  articles  requested. 

And  in  conclusion  let  me  reiterate  what  I  stated  at  the  out- 
set, that  this  Committee  believes  that  both  engineers  and  firemen 
should  be  compensated  for  ever\'  minute  they  work.  The  Connnit- 
tee believes  that  when  men  are  paid  upon  an  hourly  basis  their 
time  should  begin  when  they  report  for  duty  and  should  end  when 
they  are  finally  released  from  all  duty;  but  the  Connnittee  like- 


3019 

wise  believes  that  there  is  no  justification  in  theory  or  in  practice 
for  the  arbitrary  splitting-  of  the  clay's  work  into  divisions  which 
pyramid  and  cniiiiihite  payments  for  a  single  service  continuously 
performed. 

Nor  should  the  Board  l)e  under  the  impression  that  assent 
is  given  to  the  suggestion  that  there  is  any  element  of  piece  work 
payment  in  the  wage  schedules  of  engineers  and  firemen.  The 
unit  of  output  of  regularly  assigned  men  in  road  service  is  the 
run  or  trips  covered  by  their  assignments.  These  units  of  output 
the  engineers  and  firemen  (unlike  the  piece  worker),  do  not  regu- 
late or  control,  either  as  to  number  or  as  to  time  of  production. 
These  units  of  production— the  run  or  trips  covered  by  the  assign- 
ment, are  all  that  bear  resemblance  to  the  ''piece"  of  the  piece 
worker.  And  for  this  unit,  conveniently  measured  for  purposes 
of  compensation  by  its  mileage,  payment  is  made  at  an  agreed 
mileage  rate.  But  more  fortunate  than  the  piece  worker,  when- 
ever this  unit  is  not  produced  within  the  limits  of  a  working  day, 
the  engineer  and  fireman  have  an  added  guarantee  both  of  a 
minimum  daily  wage  and  of  a  minimum  hourly  rate  for  every 
hour  he  is  on  duty,  whether  productive  or  non-productive  for  his 
employer. 

1  make  this  statement  in  conclusion,  in  order  that  there 
may  be  no  possible  misconception  of  the  attitude  of  the  Commit- 
tee, viz.,  that  the  so-called  piece  work  is  not  part,  but  all  of  a 
single  continuous  service;  that  all  the  work,  whether  prepara- 
tory or  incident  to  or  part  and  parcel  of  the  run  or  trips,  enters 
into  and  forms  part  of  the  only  unit  which  bears  any  resem- 
blance to  the  units  of  the  piece  worker;  and  that  when,  and 
only  when,  the  mileage  basis  of  pay  does  not  exceed  the  guar- 
anteed hourly  rate,  then  the  men  should  be  paid  at  such  hourly 
rate,  for  every  minute  between  the  time  they  report  for  duty 
until  they  are  finally  released. 

The  Chairman:  We  will  take  an  adjournment  until  ten 
0  'clock  tomorrow  morning. 

(Whereupon,  at  5  o'clock  P.  M.,  on  January  18,  1915,  an 
adjournment  was  taken  to  Tuesday,  January  19,  1915,  at  10 
o'clock  A.  M.) 
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IN  THE  MATTER  OF  THE 

ARBITRATION 

between  the 

WESTERN  RAILAVAYS 

and 

BROTHERHOOD  OP  LOCOMOTIVE 

ENGINEERS 

and 

BROTHERHOOD  OF  LOCOMOTIVE  FIRE 

MEN  AND  ENGINEMEN 

under  the  Act  approved  July  15,  1913,  by  agree- 
ment dated  August  3,  1914. 

Chicago,  Illinois,  January  19,  1915. 

Met  pursuant  to  adjournment  at  10 :00  o'clock  A.  M. 
Present :     Arbitrators  and  parties  as  before. 

Mr.  Slieean:  I  suggested  to  Mr.  Milstead  that  possibly 
three  of  these  instead  of  six  might  be  used. 

The  Chairman :     That  will  be  all  we  need. 

Mr.  Sheean :     Of  course  we  will  file  the  complete  number. 

The  Chairman:     Are  you  ready  to  proceed,  Mr.  Sheean? 

Mr.  Sheean :  The  first  witness  we  will  call  is  called  for  the 
purpose  only  of  explaining  the  method  and  manner  in  which  the 
analyses  of  the  schedules  have  been  made.  It  is  not  the  intent  or 
purpose  that  he  should  express  opinions,  but  simply  explain  the 
manner  in  which  have  been  assembled  under  the  different  articles 
of  the  proposal,  the  various  schedule  provisions  territorially. 

DAN  H.  BREMERMAN  was  called  as  a  witness  and  having 
been  duly  sworn,  testified  as  follows : 

DIRECT  EXAMINATION. 

Mr.  Sheean:     State  j^our  name,  please. 
Mr.  Bremerman :     Dan  H.  Bremerman. 
Mr.  Sheean:     And  you  are  employed  in  the  office  of  the 
operating  Vice-President  of  the  Burlington  Railroad! 
Mr.  Bremerman:     Yes. 
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The  Chairman:  Will  you  kindly  speak  loiuler !  We  cannot 
hear  you. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Mr.  Bremerman,  you  have  caused  to  be  as- 
sembled this  Exhibit  No.  1. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :     Which  we  now  offer. 

(The  document  so  offered  and  identified  was  received  in 
evidence  and  thereupon  marked  "Railroads'  Exhibit  No.  1,  Janu- 
ary 19,  1915.") 

Mr.  Sheean:  I  think  iierhaps  before  proceeding,  that  T 
would  better  read  into  the. record,  so  that  it  may  be  fully  under- 
stood, the  introductory  statement,  or  part  of  it. 

''The  statements  herein  are  generally  of  schedule  rates  or 
rules  only,  classified  so  far  as  practicable  along  the  lines  of  the 
proposals  to  be  arbitrated,  under  the  various  subjects,  to  be  as 
concise  and  as  readily  comparable  as  possible  between  roads  in  a 
territory  or  territories.  Exceptions,  as  will  be  noted,  have  been 
made  from  the  method  of  showing  only  schedule  provisions  in 
those  statements  of  subjects  on  which  the  schedule  ])rovisions  are 
not  in  sufficient  detail,  or  are  not  comprehensive,  or  subject  to 
varying  interpretations  of  language,  or,  as  in  the  statements  of 
rates,  where  explanation  of  the  schedule  rates  is  necessary  prop- 
erly to  show  their  relation  to  the  proposals.  The  basis  of  infor- 
mation comprising  such  exceptions  is  data  furnished  by  the 
railroads  and  in  that  respect  is  official.  Statements  of  schedule 
rates  and  rules  are  taken  from  current  agreements  of  the  rail- 
roads. 

"Information  shown  for  the  Eastern  and  Southeastern  terri- 
tories is  from  data  furnished  bv  the  Bureau  of  Information  of 
the  Eastern  Railways,  New  York,  which  was  compiled  from  the 
compilations  or  information  supplied  by  the  roads  shown  in 
those  territories. 

"In  compilations  such  as  this,  which  undertake  to  analyze 
and  classify  varying  conditions  and  requirements  on  as  many 
roads  and  covering  as  large  a  territory  as  herein  treated,  diffi- 
culties are  encountered.  When  it  is  considered  that  differences 
of  opinion  are  constantly  arising  as  to  the  interpretation  and 
application  of  the  rates  and  rules  on  the  various  roads  and  prac- 
tices are  from  time  to  time  established  which  are  not  conveyed 
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by  the  rules  or  may  limit  or  extend  their  application,  no  assur- 
ance can  be  given  that  an  independent  analysis  of  the  various 
schedules,  such  as  herein,  will  be  entirely  free  from  the  same 
disabilities.  These  statements  are  offered  as  having  been  pre- 
pared and  subjected  to  careful  check  and  revision  under  the 
direction  of  the  Conference  Committee  of  Managers,  by  men 
experienced  in  the  handling  of  schedule  matters.  Reference  was 
made  to  individual  roads  in  instances  where  schedule  language 
was  not  entirely  clear,  but  sufficient  time  was  not  available  to 
permit  submission  of  the  entire  e:§:hibit  to  all  of  the  various  roads 
for  check  and  confirmation  prior  to  presentation  to  the  Board 
of  Arbitration. 

''The  purpose  of  these  statements  is  to  supplement  the  ex- 
hibits of  the  schedules  themselves  and  to  furnish  to  the  Board  of 
Arbitration  an  analysis  of  portions  of  them  which  will  enable 
the  Board  more  easily  to  relate  them  to  the  proposals  to  be  arbi- 
trated. 

"In  prefacing  these  explanations  the  Conference  Committee 
of  Managers  maintain  the  reliability  and  correctness  of  the  state- 
ments herein  for  the  uses  for  which  they  are  furnished,  but  out- 
line the  manner  of  their  preparation  in  order  that  their  basis  and 
construction  may  not  be  misunderstood. ' ' 

We  now  ask  leave  to  file  the  various  schedules  to  which 
reference  is  made  in  the  exhibit  itself,  in  the  same  way  that  cer- 
tain other  matters  have  been  filed,  not  as  an  exhibit,  but  so  as  to 
be  accessible  for  ready  check  and  reference. 

Mr.  Bremerman,  turning  to  page  2  of  your  exhibit,  will  you 
explain,  if  you  please,  the  basis  of  the  compilation  made  on  page 
2  and  the  purpose  of  the  information  there  shown? 

Mr.  Bremerman :  Pages  2,  3  and  4  show  the  average  miles 
operated  in  1914,  and  the  relative  percentages.  Elsewhere  in 
the  book  we  have  used  the  mileage  percentages,  to  weight  the 
various  methods  of  pajmient,  and  these  pages  are  put  in  in 
advance  to  explain  the  basis  of  that  weighting. 

Mr.  Sheean:  Of  course,  Mr.  Bremerman,  in  thus  showing 
the  mileage  operated,  that  will  not  necessarily  reflect  the  per- 
centage of  men  affected  by  the  different  rules? 

Mr.  Bremerman:     No. 

Mr.  Sheean :    And  on  terminal  companies  of  short  mileage 
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you  have  carried  out  simply  the  mileage  of  the  roads  and  the 
proportion  of  the  total  mileage  which  those  roads  showf 

Mr.  Bremerman:  Yes,  relatively  small  in  terminal  com- 
panies. 

Mr.  Sheean:     xVlthough   those   terminal   companies  might 
have  proportionately  a  larger  number  of  men,  based  on  the  per 
mileage,  than  roads  having  longer  miles  ? 
Mr.  Bremerman :     Perhaps,  yes,  sir. 

Mr.  Sheean:  If,  gentlemen,  as  we  go  along,  as  to  any  of 
these  you  would  care  to  ask  questions,  I  should  be  very  glad  to 
have  you,  as  we  proceed. 

Mr.  Stone :    We  will  wait  until  you  get  through. 
Mr.  Sheean :     Yes.    Either  way. 

And  the  mileage  thus  shown,  Mr.  Bremenuan,  is  taken  from 
what  source? 

Mr.  Bremerman :  Taken  from  the  reports  to  the  Interstate 
Commerce  Commission,  the  average  operated  mileage.  It  shows 
also  the  roads  that  are  considered  in  the  book,  of  course. 

Mr.  Sheean :  Turning  to  page  5  of  the  exhibit,  Mr.  Bremer- 
man, will  you  explain  first  the  summary  and  also  the  detail  and 
the  method  of  compilation  and  assembling  that  information? 

Mr.  Bremerman :  The  book  generally,  as  would  be  sho^vn 
by  the  index,  follows  the  proposals  as  made.  That  is  they  are 
taken  practically  seriatim,  and  the  arrangement  of  the  book 
first  is  to  show  a  summary  under  one  phase  or  feature  of  the 
proposals.  Following  that,  the  detail  for  the  engineers  and  fire- 
men in  the  Western  territory,  as  shown  on  pages  6  and  7,  for 
instance. 

Following  that,  the  Eastern  territory,  and  following  that  the 
Southeastern. 

The  summaries  were  made  to  present  in  as  concise  a  form 
as  possible  the  results  of  the  details,  to  separate  the  details  and 
permit  a  glance  at  the  three  territories,  without  reference  to 
individual  roads. 

On  page  5  the  summary  reports  the  proposal  for  basis  of  a 
day's  work  in  jiassenger  service,  as  100  miles  or  less,  five  hours 
or  less,  etc.,  under  present  schedule  rules  as  shown  in  the  three 
territories. 

Do  you  care  to  go  into  the  details  of  what  is  shown,  Mr. 
Sheean? 
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Mr.  Sheean:  Just  after  explaining  a  little  more  in  detail 
the  more  detailed  information  that  is  shown  by  the  subsequent 
pages  of  this  part  of  the  exhibit. 

Following  your  page  5  which  shows  the  summary,  if  you  will 
explain  the  method  or  manner  by  which  you  can  ascertain  or 
.arrive  at  the  roads  which  have  the  particular  rules  shown  on  the 
first  page  or  on  page  5  of  the  exhibit, 

Mr.  Bremerman:  Well,  page  6,  if  you  will  turn  to  that, 
shows  the  details  as  regards  engineers  in  passenger  service,  that 
is  the  basis  of  the  day's  work,  in  columns  numbered  1  to  11, 
divided  as  between  the  regular  service  and  irregular  service. 

The  column  headings  show  ''10  hours  or  less,  100  miles  or 
less" ;  and  "9  hours  or  less,  100  miles  or  less,"  and  so  forth;  and 
show  thereunder  the  article  numbers  of  the  schedule  which  corre- 
sponds with  the  column  heading. 

The  column  "Name  of  Eoad,"  is  what  we  call  a  standard 
stub ;  that  is,  the  roads  appear  in  the  same  order  on  every  sheet ; 
and,  the  frames  are  merely  to  guide  the  eye.  For  no  other 
purpose. 

The  mileage  percentages  are  shown  at  the  bottom  of  the 
columns  with  notes  that  qualify  where  they  are  found  in  the 
schedule. 

Mr.  Burgess :  Mr,  Sheean,  pardon  me  just  a  moment,  but 
won't  you  have  the  witness  explain  what  this  column  means  so 
we  can  follow  you,  under  the  heading  "Per  cent  to  Total 
Mileage. ' ' 

Mr.  Sheean :  Yes,  Mr.  Bremerman,  if  you  will,  just  explain 
a  little  more  fully  the  question  that  Mr.  Burgess  just  asked. 

Mr.  Bremerman:  I  understand,  Mr.  Burgess,  you  would 
like  to  know,  for  instance,  where  in  the  first  column  the  46.336 
is  from? 

Mr.  Burgess:    Yes. 

Mr.  Bremerman:  You  will  find  that  at  the  bottom  of 
column  1  on  page  6. 

Mr.  Byram :    You  had  better  explain  what  that  is. 

Mr.  Burgess :    Yes,  what  does  it  mean? 

Mr.  Bremerman:  That  is  the  per  cent  of  total  mileage; 
that  is  the  mileage  of  the  roads  shown  in  that  column,  equals  46.3 
per  cent  of  the  total  mileage  treated  herein.  ;^^ 


302G 

Mr.  Sheean:  That  is,  tlio  total  mileage  of  the  Western 
territory  as  shown  on  page  2  of  the  Exhibit? 

Mr.  JBremerman :     Yes. 

Mr.  Sheean:  If  you  will  turn  back  again  to  page  2,  Mr. 
Burgess,  as  I  understand  it,  Mr.  Bremernian,  on  the  roads  in 
Western  territory  represented  in  this  movement,  you  show  a 
total  mileage  of  139,411.13  miles. 

Mr.  Bromerman:     Yes,  sir. 

Mr.  Sheean:  That  number  of  miles,  therefore,  is  100  per 
cent  of  all  the  mileage  re])resented  in  this  movement. 

Mr.  Burgess:  Now  then,  are  we  to  understand,  turning  to 
page  5  again,  where  it  reads,  "10  hours  or  less,  100  miles  or 
less,"  that  that  indicates  this  is  46.336  per  cent  miles  that  do  pay 
the  10  hours  or  less,  100  miles  or  less? 

Mr.  Sheean:     In  passenger  service,  yes. 

Mr.  Burgess:     I  see. 

Mr.  Bremerman :     That  is  43  per  cent  of  the  139,000. 

Mr.  Burgess:     Sir? 

Mr.  Bremerman :     That  is  43  per  cent  of  the  139,000  miles. 

Mr.  Burgess:     Yes. 

Mr.  Sheean :     46  per  cent  of  Western  territory  mileage. 

Mr.  Bremerman :    46  per  cent,  I  should  say,  yes. 

Mr.  Burgess :     It  is  clear  now. 

Mr.  Sheean :  Now,  just  amplifying  that  a  little,  Mr.  Brem- 
erman, at  page  3  you  show  the  mileage  of  railroads  in  Eastern 
territory,  with  which  comparison  is  made. 

Mr.  Bremerman :     Yes,  sir ;  of  46,682  miles. 

Mr.  Sheean :  So  that  in  that  territory  the  46,682  miles  is 
treated  as  100  per  cent  of  Eastern  territory? 

Mr.  Bremerman :    Yes,  taking  territory  by  territory. 

Mr.  Sheean :  In  other  words,  at  page  3  it  is  not  necessarily 
all  of  the  miles  of  Eastern  territory,  but  it  is  all  the  miles  of  the 
railroads  in  Eastern  territory  shown  on  page  3,  which  is  the 
greater  part  of  all  the  miles  in  Eastern  territory,  namely,  46,682 
miles? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  At  page  4  the  Southeastern  Railroads,  with 
which  comparison  is  made,  are  enumerated  and  aggregate  a 
total  mileage  of  32,677  miles,  and  that  32,667  miles  for  the  pur- 
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pose  of  this  exhibit  is  treated  as  100  per  cent  of  the  mileage  of 
Southeastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Turning  to  page  5,  Mr.  Bremerman,  and  the 
first  item  shown  in  the  upper  left-hand  corner  of  page  5,  regular 
passenger  service,  10  hours  or  less,  100  miles  or  less,  46.336  per 
cent  of  the  total  mileage,  the  detail  of  that,  as  I  understand  it, 
is  shown  in  the  first  column  on  page  6. 

Mr.  Bremerman :     Yes,  sir,  that  is  correct. 

Mr.  Sheean:  From  wliich  voii  can  ascertain  the  roads  in 
Western  territory  Avhicli  have  that  schedule  provision? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  on  page  6  in  the  first  column  reference  is 
given  to  the  article  of  the  schedule  of  the  railroad  which  thus 
defines  the  miles  and  hours  of  the  day  in  passenger  service.  Is 
that  correct? 

Mr.  Bremerman:     That  is  correct,  yes,  sir. 

The  Chairman:  In  other  words,  that  refers  to  the  roads, 
and  all  articles  and  sections  are  enumerated  in  that  column? 

Mr.  Sheean :  Precisely.  So,  carrying  it  across  the  page  you 
will  find  that  each  of  the  roads  under  some  one  of  these  divisions 
makes  provision  for  the  day  in  passenger  service,  the  basis  of  the 
day  being  sho^^^l  in  the  various  columns  numbered  from  1  to  11. 

On  page  6,  Mr.  Bremerman,  will  you  just  explain,  if  you 
please,  the  various  divisions  which  you  find  in  Western  territory 
for  the  basis  of  the  day  in  passenger  service  ? 

The  Chairman:     Page  what? 

Mr.  Sheean:     Page  6. 

Mr.  Bremerman:  As  to  engineers,  they  are  shown  in  col- 
umns 1  to  6,  enumerated  as  follows : 

10  hours  or  less,  100  miles  or  less ;  9  hours  or  less — 

Mr.  Sheean :  Just  a  moment,  Mr.  Bremerman ;  of  that,  what 
percentage  of  the  miles  in  Western  territory  has  that  provision 
made  the  so-called  10-hour  day  in  passenger  service  ? 

Mr.  Bremerman :  46,  giving  it  in  round  numbers,  46  per  cent 
of  the  Western  mileage  is  treated  as  10  hours  or  less,  100  miles 
or  less  as  the  basis  of  a  day's  work  of  an  engineer  in  passenger 
service. 

3  per  cent,  9  hours  or  less,  100  miles  or  less. 

7  per  cent,  8  hours  or  less,  100  miles  or  less. 
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13Vo  per  cent,  5  hours  or  loss,  100  miles  or  less. 
23.8  per  cent,  100  miles  or  less. 
.05  per  cent,  10  hours  or  less. 

Mr.  Sheean:    That  .05  per  cent  is  limited  to  one  railroad! 

Mr.  Bremeraian :     The  Baltimore  &  Ohio  Chicago  Terminal. 

Mr.  Sheean :     What  differences  in  Western  territory  do  you 

find  as  to  the  basis  of  the  day's  work  in  irregular  passenger 


service? 


Mr.  Bremerman :  Columns  7  to  11  cover  irregular  passenger 
sersHce  only  where  the  schedules  specifically  mention  irregular 
passenger  service,  and  that  accounts  for  the  mileage  shown  at 
the  bottom  of  columns  7  to  11,  inclusive,  being  so  far  from  100. 
That  is — do  you  wish  me  to  enumerate  them,  Mr.  Sheean? 

Mr.  Sheean:     Yes,  as  to  the  total  of  this  one. 

Mr.  Bremerman:  3.7  per  cent  pay  on  10  hours  or  less,  100 
mUes  or  less. 

1.7  per  cent,  8  hours  or  less,  100  miles  or  less. 
4.6  per  cent,  8  hours  or  less,  160  miles  or  less. 

2.8  per  cent,  5  hours  or  less,  100  miles  or  less. 
15.8  per  cent,  100  mdes  or  less. 

Mr.  Byram :  May  I  ask  where  the  regular  service  and  the 
irregular  service  dift'er;  or,  rather,  where  it  is  not  given,  the 
irregular  service  and  regular  ser^dce  are  the  same,  is  that  right? 

Mr.  Bremerman:  Not  necessarily.  If  it  is  not  mentioned 
in  the  schedule,  it  does  not  appear  here,  Mr.  Byram.  There 
is  no  provision  in  the  schedule. 

Mr.  Byram:  Where  there  is  no  pro\4sion  for  a  different 
basis  for  irregular  service,  is  it  fair  to  assume  that  the  regular 
service  and  irregular  service  are  paid  on  the  same  basis  on  that 
road? 

Mr.  Bremerman :     I  would  not  want  to  say  that,  no,  sir. 

Mr.  Sheean:  Here  von  have  set  out  all  the  cases  in  which 
there  is  a  differentiation  shown  in  the  schedules  themselves 
between  regular  and  irregular? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  Turning  back  to  page  5,  Mr.  Bremerman,  is 
there  summarized,  on  page  5,  aU  of  the  information  which  is 
given  in  detail  for  the  different  roads  in  the  pages  following  5f 

Mr,  Bremerman:    Yes. 
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Mr.  Sheean :  In  the  same  manner  that  you  have  already  ex- 
plained as  to  the  engineers  in  "Western  territory? 

Mr.  Bremerman:    Yes.    May  I  make  an  explanation? 

Mr.  Burgess:  May  I  ask  just  one  question  so  I  can  fol- 
low you?  The  differences  set  out  in  the  rules  than  are  all  com- 
piled  in  this  exhibit  on  a  percentage  basis,  is  that  right? 

Mr.  Bremerman:     Yes,  mileage  percentage. 

Mr.  Burgess:    Mileage  percentage  basis? 

Mr.  Bremerman:     Yes,  sir. 

The  Chairman:  Now,  you  may  make  the  explanation  that 
you  said  you  wanted  to. 

Mr.  Bremerman:  Eef erring  to  page  5,  in  the  upper  left 
hand  corner  you  will  find  percentages  there  that  are  not  shown 
in  the  footings,  for  instance,  on  page  6.  That  is  due  to  foot- 
notes and  other  qualifying  memoranda  that  you  will  find  on  the 
detailed  sheets.  "We  have  endeavored  to  check  out  to  100  in 
each  case,  just  for  the  purpose  of  accuracy. 

Mr.  Shea:  I  notice  you  have  divided  regnilar  passenger 
service  with  irregular  passenger  service.  Is  there  a  consider- 
able amount  of  passenger  service  on  the  "Western  roads  that  is 
irregular  passenger  service? 

Mr.  Bremerman:  I  could  not  say,  Mr.  Shea,  except  as 
would  be  shown  in  the  schedule  provisions. 

Mr.  Shea:  I  know  the  schedules  would  show,  but  would 
you  be  able  to  show  the  actual  per  cent,  or  approximately,  of 
passenger  service  that  is  irregular  service? 

Mr.  Bremerman:  It  could  be  shown,  but  I  have  no  data  as 
to  that. 

Mr.  Sheean:  Turn  back  to  page  5,  Mr.  Bremerman.  You 
have  given  from  page  6  the  detail  of  the  information  which  is 
shown  in  the  upper  left  hand  column  as  to  engineers? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  "Where,  as  to  firemen,  is  the  detail  given 
which  is  shown  on  the  lower  part  of  the  left  hand  column  on 
page  5? 

Mr.  Bremerman:  On  page  7.  Page  7  follows  practically 
the  same  column  arrangement  as  page  6,  and  the  same  explana- 
tion as  to  page  6  would  apply  to  page  7. 

Mr.  Sheean:  So  tliat  also  on  page  7,  by  reference  to  the 
roads  shown  at  the  left  of  page  7,  you  can  in  each  case  ascertain 
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on  what  roads  obtain  the  schedule  provisions  shown  under  the 
various  columns  shown  across  the  page? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  And  the  like  explanation  obtains  as  to  en- 
gineers and  firemen  in  Western  territory  generally,  in  other 
exhibits  when  you  eome  to  them  later  on? 

Mr,  Bremerman:     The  general  arrangement  is  the  same. 

Mr.  Sheean:  As  to  firemen  in  Western  territory,  as  shown 
on  page  5,  on  the  percentage  of  total  mileage,  what  do  jou  find 
as  to  the  present  basis  of  the  day's  work  in  passenger  service? 

Mr.  Bremerman:  In  regular  passenger  service,  58  per  cent 
on  the  basis  of  10  hours  or  less,  100  miles  or  less. 

3  per  cent,  9  hours  or  less,  100  miles  or  less. 

7  per  cent,  8  hours  or  less,  100  miles  or  less. 

11  per  cent,  5  hours  or  less,  100  miles  or  less. 

13  per  cent,  100  miles  or  less. 

.05  per  cent,  10  hours  or  less,  and  varying  bases  thereafter 
aggregating  perhaps  5  per  cent  of  the  total. 

Mr.  Sheean:  Under  irregular  passenger  service,  what  spe- 
cific provisions  in  Western  schedules  do  you  find? 

Mr.  Bremerman :  10  per  cent  of  the  total  mileage,  10  hours 
or  less,  100  miles  or  less. 

1.7  per  cent,  8  hours  or  less,  100  miles  or  less. 

About  7  per  cent,  5  hours  or  less,  100  miles  or  less. 

9.3  per  cent,  100  miles  or  less. 

And,  about  70  per  cent,  no  provision  in  schedule  for  irregu- 
lar passenger  service. 

Mr.  Sheean:  Now,  as  to  the  comparison  of  Eastern  ter- 
ritory, which  is  shown  in  the  middle  column  on  page  5,  where 
is  the  detail  of  that  information  shown? 

Mr.  Bremerman:  On  page  8,  for  the  entire  middle  column 
of  page  5. 

Mr.  Sheean:  And  the  information  shown  in  detail  on  page 
8  was  obtained  from  what  source? 

Mr.  Bremerman:  The  Bureau  of  Information  of  the  East- 
em  Railways. 

Mr.  Sheean:  On  page  8,  there  are  enumerated  the  various 
railroads  which  have  the  various  schedules  in  their  provisions 
shown  under  these  columns? 

Mr.  Bremerman :    Yes.    There  is  an  explanation  there,  Mr, 
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Sheean,  in  column  1,  which  shows  ''Runs  of  over  80  miles  in  one 
direction,  100  miles  or  less,  5  hours  or  less,"  and  so  forth,  as  the 
basis  of  a  day.  The  5  hours  or  less  is  the  computation  of  the 
speed  basis.  This  column  heading-  is  otherwise,  practically  the 
language  of  the  Eastern  Award  to  Engineers,  but  the  Award 
does  not  say  ''5  hours  or  less."  This  is  the  speed  basis  compu- 
tation establishing  the  length  of  the  day. 

Mr.  Sheean :  But  in  the  Award  itself,  there  is  no  5  hours 
or  less  provision? 

Mr.  Bremerman:     In  the  Engineers'  Award? 

Mr.  Sheean :     In  the  Engineers '  Award. 

Mr.  Bremerman:     No. 

Mr.  Sheean :  Now,  the  detail  as  to  the  firemen  in  Eastern 
territory  is  shown  at  page  91 

Mr.  Bremerman :     No,  page  8. 

Mr.  Sheean:  Firemen?  Oh,  yes,  page  8,  below  the  show- 
ing as  to  the  engineers. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :     The  detail  as  to  local  passenger  service — 

Mr.  Bremerman :     Is  shown  on  page  9. 

Mr.  Sheean:     Both  as  to  engineers  and  firemen"? 

Mr.  Bremerman :     Engineers  and  firemen  in  the  East. 

Mr.  Sheean :  Will  you,  if  you  please,  Mr.  Bremerman,  give 
the  various  bases  of  the  day's  work  in  the  Eastern  territory,  as 
you  have  divided  it  at  page  8  ? 

Mr.  Bremerman:  Some  78  per  cent  in  through  passenger 
service  runs  of  over  80  miles  in  one  direction,  100  miles  or  less, 
5  hours  or  less.  Overtime  computed  20  miles  per  hour,  continu- 
ous time,  minute  basis.  If  relieved  at  turning  point,  minimum 
of  one  day  allowed  for  trip  in  each  direction.  This  combines  the 
day's  work  and  overtime  on  this  page;  I  have  read  both  of  them 
there. 

Mr.  Sheean:     Now,  the  second  column,  Mr.  Bremerman? 

Mr.  Bremerman:  Approximately  17  per  cent  pay  on  the 
basis  of  100  miles  or  less. 

2.6  per  cent  pay  on  the  basis  of  100  miles  or  less,  additional. 

No,  through  passenger  service,  about  li/^  per  cent. 

Mr.  Sheean :  Are  the  same  bases  used  in  your  showing  as 
to  firemen  in  Eastern  territory"? 
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Mr.  Bremerman :  Practically,  with  some  few  exceptions,  of 
course.    Do  you  want  those  readf 

Mr.  Sheean :     Yes,  if  you  will  give  those  as  to  firemen. 

Mr.  Bremerman :  As  to  firemen  in  through  passenger  serv- 
ice, as  shown  on  page  8,  runs  of  over  80  miles  in  one  direction, 
100  miles  or  less,  5  hours  or  less.    Total  of  85  per  cent. 

100  miles  or  less,  as  sho^\Ti  in  columns  2  and  3,  about  12  per 
cent.  A  little  over  one  per  cent  on  the  passenger  service.  Ap- 
proximately one  per  cent.  100  miles  or  less,  5  hours  or  less,  in 
addition  to  those  shown  in  column  1. 

Mr.  Sheean:  Now,  what  differences  are  shown  as  to  local 
passenger  service  in  Eastern  territory? 

Mr.  Bremerman:  Page  9,  engineers'  column  1.  Runs  of 
80  miles  or  less  in  one  direction,  100  miles  or  less,  basis  of  a 
day. 

Column  2.    100  miles  or  less,  practically  .1  of  one  per  cent 

Column  3.    100  miles  or  less,  practically  10  per  cent. 

In  fact,  all  of  them  are  100  miles  or  less. 

Mr.  Sheean:  But  different  bases  for  the  computation  of 
overtime  1 

Mr.  Bremerman :  Of  overtime,  yes,  sir.  That  accounts  for 
their  separation  there. 

Mr.  Sheean:  And  the  detail  of  the  separation  as  to  fire- 
men is  also  shown  on  the  bottom  or  the  lower  half  of  page  9  in 
Eastern  territory? 

Mr.  Bremerman :    Yes. 

Mr.  Sheean:  Now,  as  to  Southeastern  territory,  in  what 
manner  was  that  information  assembled? 

Mr.  Bremerman:  It  was  taken  from  the  schedules,  as  I 
understand,  furnished  by  the  Bureau  of  Railway  Information, 
but  was  not  put  in  exactly  the  same  form,  so  that  it  would  be 
difficult  to  call  it  off  as  you  ask  here,  without  referring  back 
to  the  summary  on  page  5. 

Mr.  Sheean:  Well,  the  detailed  information  as  shown  on 
page  10  was  obtained  by  you  from  whom ? 

Mr.  Bremerman :  The  Bureau  of  Information  of  the  East- 
ern Railways. 

Mr.  Sheean:    With  headquarters  where? 

Mr.  Bremerman:    At  New  York. 

Mr.  Sheean:    Well,  then,  referring  back  to  the  summary 
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as  shown  on  page  5,  just  what  provisions  do  you  find  in  the 
Southeastern  territory  as  to  the  basis  of  a  day's  work  in  pas- 
senger service? 

Mr.  Bremerman:  For  engineers  48  per  cent  of  the  total 
Southeastern  mileage  are  paid  $5  a  day  as  a  minimum,  and 
when  mileage  at  mileage  rates  exceeds,  paid  on  mileage  basis. 
AVitli  some  exceptions  as  are  noted  in  the  smaller  table.  Twen- 
ty-seven per  cent  are  paid  a  minimum  of  $5.15  per  day.  And 
smaller  percentages  on  various  bases  following  that. 

Mr.  Sheean:  Now,  as  to  the  firemen,  what  are  the  differ- 
ences in  Southeastern  territory? 

Mr.  Bremerman:  15  per  cent,  a  minimum  of  $2.75,  and 
when  mileage  exceeds,  paid  on  mileage  basis. 

3  per  cent,  a  minimum  of  $3. 

About  2  per  cent,  minimum  of  $3.10,  paid  on  mileage  basis. 

211/0  per  cent,  a  minimum  of  $3.10  when  unable  to  make 
$3.10  at  mileage  rates  within  12  hours. 

Part  of  one  per  cent,  $3.20.     Varying  bases  otherwise. 

Mr.  Sheean :  Now,  the  detail  as  to  the  engineers  and  fire- 
men shown  in  the  last  column  on  page  5,  appears  on  what  page 
of  the  exhibit? 

Mr.  Bremerman:     Pages  10  and  11. 

Mr.  Sheean:  And  on  pages  10  and  11  there  are  set  forth 
the  roads  in  Southeastern  territory  and  the  schedule  provisions 
from  which  the  summary  is  made  which  appears  at  page  5? 

Mr.  Bremerman :  Yes.  As  to  the  firemen  in  the  Southeast, 
on  page  5  you  will  note  that  no  schedules  were  available  for 
practically  38  per  cent.  That  is  due  to  the  fact  that  there  are 
none. 

Mr.  Sheean:  And  the  differences  between  the  white  fire- 
men and  the  colored  firemen,  so  far  as  they  appear  in  the  sched- 
ules, are  also  shown  in  that  summary? 

Mr.  Bremerman:  Yes.  In  the  qualifying  notes  in  fine 
type  between  the  lines. 

Mr.  Sheean :     On  the  lower  part  of  page  5  ? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  And  that  information  as  to  the  roads  on 
which  that  difference  is  made  would  appear  on  pages  10  and  11. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :     Are  there  any  questions  about  this  passenger 
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service  as  we  go  along!  I  won't  bind  you  as  cutting  you  off 
on  cross  examination  in  any  way,  but  if  there  is  anything  you 
would  like  to  have  brought  out  as  we  go  along,  I  hope  you  won't 
hesitate  to  ask  the  question. 

Page  12  of  your  exhibit,  Mr.  Bremerman,  shows  what? 

Mr.  Bremerman:  It  relates  the  present  schedule  rules  in 
the  three  territories  to  that  part  of  proposed  Article  1  which 
calls  for  100  miles  or  less,  10  hours  or  less,  in  all  other  service 
except  passenger  and  switching. 

Mr.  Sheean:  That  is,  at  page  12,  under  the  heading  "Basis 
of  a  Day's  Work,"  you  have  set  out  part  of  proposed  Article  1, 
which  pertains  to  all  service  other  than  passenger  and  switch- 
ing? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  And  you  have  set  it  out  in  the  language  of 
the  proposal,  have  you? 

Mr.  Bremerman:  This  is  the  language  of  the  proposal  at 
the  head  of  the  page.  I  will  qualify  that,  Mr.  Sheean.  It  is  not 
''all  other  service  except  passenger  and  switching"  that  we  show 
on  page  12.  It  is  through  and  local  freight,  but  it  is  related,  to 
the  proposal  for  all  other  service  except  passenger  and  switch- 
ing. 

Mr.  Sheean:  That  is,  at  the  heading  you  have  set  out  the 
part  of  the  proposal — 

Mr.  Bremerman:  Which  applies  to  what  we  show  below. 
That  is,  through  and  local  freight. 

Mr.  Sheean:  Now,  the  detail  and  manner  of  showing  the 
percentages  and  the  roads  on  which  these  various  provisions 
obtain,  is  just  the  same  as  to  this  part  of  proposed  Article  1  as 
with  reference  to  the  part  of  Article  1  which  pertains  to  pas- 
senger service? 

Mr.  Bremerman:  Yes,  sir,  exactly  the  same  in  its  construc- 
tion and  arrangement. 

Mr.  Sheean:  And  in  Western  territory  what  are  the  pro- 
visions which  you  find  with  reference  to  through  and  local 
freight  as  to  the  basis  of  a  day's  work? 

Mr.  Bremerman :  84  per  cent,  10  hours  or  less,  100  miles  or 
less,  in  both. 

3  per  cent,  9  hours  or  less,  100  miles  or  less,  in  both. 

4  per  cent,  8  hours  or  less,  100  miles  or  less,  in  both. 
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1,8  per  cent,  8  1/3  hours  or  less,  100  miles  or  less,  in  both. 

Mr.  Sheean:  Now,  just  to  make  clear,  Mr.  Bremerman. 
In  case  it  is  desired  to  ascertain  the  road  or  roads  on  which  there 
was  a  provision  of  9  hours  or  less,  100  miles  or  less,  through  and 
local,  the  third  item  on  the  upper  left  hand  column  on  page  12, 
you  would  turn  to  page — 

Mr.  Bremerman:     13. 

Mr.  Sheean:  13.  And  in  the  second  column,  showing  that 
total  of  3.08  per  cent. 

Mr.  Bremerman:  It  shows  that  the  road  that  pays  that 
is  the  Canadian  Northern. 

Mr.  Sheean:  So,  if  you  wish  to  ascertain  the  road  or  roads 
on  which  the  100  miles  or  less,  8  hours  or  less,  constitutes  the 
basis  of  a  day,  by  following  this  percentage  of  4.53  to  page  13. 

Mr.  Bremerman:  That  would  be  the  third  note  at  the  bot- 
tom of  page  13,  and  refers  to  the  Southern  Pacific,  Pacific  Sys- 
tem. 

Mr.  Sheean:  The  third  note  at  the  bottom  of  page  13, 
which  reads  ''In  freight  service  100  miles  or  less,  but  8  hours  or 
less,  or  10  hours  or  less,  according  to  special  provisions. ' ' 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  And  tliat  percentage  thus  shown  there  would 
enable  you  to  ascertain  the  particular  road  on  which  such 
schedule  provision  obtained? 

Mr.  Bremerman:  Yes.  Where  it  may  not  show  at  the  bot- 
tom of  the  column,  it  may  appear  in  a  footnote ;  where  some  spe- 
cial provision  on  a  particular  road  would  not  fit  any  columned 
heads,  we  put  it  in  as  a  footnote,  rather  than  put  a  special  column 
for  one  particular  railroad, 

Mr.  Burgess:  May  I  ask  a  question.  Taking  that  particu- 
lar point,  how  are  we  going  to  find  out  by  reading  there  that 
that  is  the  Southern  Pacific?  You  said  it  was,  but  in  case  we 
want  to — 

Mr.  Bremerman :  You  can  usually  relate  it  at  once  bv  the 
percentage  that  is  shown. 

Mr.  Sheean:  The  footnote,  Mr.  Burgess,  carried  down 
"a."  That  is  footnote  "a."  And  by  looking  along  the  left 
margin  as  to  where  "a"  is  carried  down,  you  find  "Southern 
Pacific  Co, — Pacific  System. 
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Mr.  Burgess:  1  liiul  that  percentage  there.  Now,  where 
do  I  find  the  Southern  Pacific? 

Mr.  Bremermau:     There  (indicating). 

Mr.  Burgess:     Oh,  I  have  to  come  over  the  page. 

Mr.  Bremerman:  To  tlie  stub.  It  is  a  standard  stub.  It 
is  in  exactly  the  same  order  all  the  way  through  the  book. 

Mr.  Burgess:  And  that  applies  to  all  the  railroads  set 
forth  in  this  exhibit? 

Mr.  Bremerman:     Yes. 

Mr.  Slieean:  Tlie  particular  case  just  called  attention  to 
is  covered  by  a  footnote.  As  to  the  one  before  that,  Mr.  Burgess, 
if  you  will  turn  to  column  2,  if  you  want  to  ascertain  the  per  cent. 

Mr.  Burgess:     On  what  page! 

Mr.  Sheeau:  On  page  13.  That  is,  it  is  shown  on  page  12, 
by  running  down  '^9  hours  or  less,  100  miles  or  less,  through  and 
local,"  the  third  item  there  is  the  3.08  per  cent.  Now,  if  you 
wish  to  ascertain  what  road  or  roads  that  obtained  on,  by  turning 
to  page  13  you  see  in  the  second  column  there  the  total  of  3.08 
per  cent.  Running  over  that  column,  you  find  that  that  is  a 
single  road,  the  Canadian  Northern,  which  is  in  length  3.08  per 
cent  of  the  total  mileage  represented. 

Mr.  Burgess  :  I  begin  on  page  12.  Then  I  go  over  to  page 
13,  and  I  see  3.082.  Then  I  go  up  the  column  and  see  "Art.  1," 
and  I  come  across  and  find  that  is  the  Canadian  Northern? 

Mr.  Sheean :  Yes.  That  is,  page  12  is  a  summary  of  what 
is  shown  at  page  13 ;  all  of  the  detail  is  shown  at  page  13,  as  I 
understand  it,  and  page  12  is  simply  a  summary  of  all  of  the 
roads,  reducing  it  to  the  entire  100  per  cent  basis. 

Mr.  Phillips:  Might  I  ask  the  witness  a  question,  Mr. 
Sheean  ? 

Mr.  Sheean:     Surely. 

Mr.  Phillips :  I  don't  want  to  interrupt,  but  just  for  infor- 
mation. 

Mr.  Sheean:     It  won't  interrupt  at  all. 

Mr.  Phillips :  Are  we  to  understand  by  the  explanation  that 
has  just  been  given  of  the  footnote  ''a"  on  page  13,  with  refer- 
ence to  the  Southern  Pacific,  that  no  8  hour  day  is  shown  on  the 
Southern  Pacific  except  under  special  provisions? 

Mr.  Bremerman:  No,  they  vary  between  8  hours  and  10 
hours. 

Mr.  Phillips:     On  all  divisions? 
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Mr.  Bremornian:  According-  to  tlio  special  provisions  in 
the  schedules. 

Mr.  Phillips:  Do  you  know  whether  they  vary  on  all  di- 
visions! Do  yon  know  whether  the  10  hour  feature  applies  on 
all  divisions! 

Mr.  Bremerman:     Whether  it  does? 

Mr.  Phillips:     Yes. 

Mr.  Bremerman :  No.  That  is,  1  mean  it  does  not  ai)ply, 
as  I  understand  by  reading  the  schedule. 

Mr.  Phillips:  You  don't  know  whether  or  not  four-fifths 
at  least  of  the  Southern  Pacific  mileage  is  strictly  on  an  eight 
hour  day! 

Mr.  Bremerman:     I  do  not. 

Mr.  Shea  :     AVhat  does  this  4  per  cent  represent? 

Mr.  Bremerman:  The  total  mileage  of  the  Southern 
Pacific. 

Mr.  Shea :  And  on  what  basis,  on  an  8  hour  basis  or  a  10 
hour  basis  ? 

Mr.  Bremerman :  Both,  according  to  the  special  provisions. 
It  was  not  practicable  to  copy  the  entire  provisions  of  that 
Southern  Pacific  schedule  into  this  book.  We  tried  to  condense 
it.  If  there  is  any  question  as  to  the  specific  provisions  in  the 
Southern  Pacific,  reference  would  have  to  be  made  to  the 
schedule. 

Mr.  Sheean:  And  the  Southern  Pacific  schedule  itself  is 
filed  with  and  in  connection  with  this  exhibit? 

Mr.  Bremerman:  Yes,  sir,  it  is  there,  if  you  care  to  read 
it  at  length. 

Mr.  Shea:  I  wanted  to  find  out  what  that  4  per  /cent  rep- 
resented. 

Mr.  Sheean:  The  4.53  per  cent  represents  the  percentage 
of  the  mileage  of  the  Southern  Pacific  to  the  total  mileage  in  the 
movement.  That  is,  the  Southern  Pacific  has  mileage  which  is 
4.53  per  cent  of  the  total  mileage  represented  in  the  movement. 

Mr.  Shea :     Is  it  on  an  8  hour  day  or  a  10  hour  daj^  ? 

Mr.  Sheean :  No,  that  is  the  entire  mileage  of  the  Southern 
Pacific  System;  part  of  their  mileage  is  upon  tlie  8  hour  day 
and  part  upon  the  10  hour  day;  and  as  Mr.  Bremerman  has 
explained,  as  I  understood  him,  he  has  made  no  effort  to  ascer- 
tain or  point  out  what  the  relative  per.centage  between  8  and  10 
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hour  days  on  that  system  is.  The  detail  of  that  is  shown  in  the 
schedule;  not  the  detail  as  to  the  mileage,  but  it  shows  the  par- 
ticular parts  of  the  system  on  which  an  8  hour  day  obtains. 

Mr.  Bremerman :  Between  mountain  and  valley  as  I  recol- 
lect the  schedule  now. 

Mr.  Slieean:  But  the  schedule  itself  would  not  show  the 
actual  mileage  of  the  different  parts? 

Mr.  Bremerman:     No. 

Mr.  Sheean:  In  addition  to  that,  in  "Western  territory, 
there  is  shown  on  page  13,  some  part  of  the  mileage  in  which 
the  basis  of  the  day's  work  is  100  miles  or  less,  8  1/3  hours  or 
less.    What  road  is  that? 

Mr.  Bremerman:  That  is  the  Denver  &  Rio  Grande,  and 
applies  to  the. Utah  lines  only,  part  of  that  system.  The  Colo- 
rado lines  are  on  a  diU'erent  basis. 

Mr.  Sheean:  That  is  shown  by  the  footnote,  is  it  there,  on 
page  12,  as  to  the  part  of  that  system  to  which  it  applies? 

Mr.  Bremerman:  Yes;  the  first  footnote  in  the  middle 
column,  although  I  find  by  reference  to  page  12,  that  that  has 
not  been  carried  over  as  the  footnote  has  it,  that  is,  that  the 
8 1/3  hours  or  less,  100  miles  or  less,  applies  only  to  the  Utah 
lines. 

Mr.  Sheean:  Any  of  the  detail  as  to  these  varying  provi- 
sions, insofar  as  it  can  be  summarized,  is  shown  on  these  pages; 
and  the  schedules  from  which  that  summary  is  made,  accom- 
pany the  summary? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  Mr.  Bremerman,  in  the  Eastern  terri- 
tory, practically  all  of  the  mileage,  both  as  to  freight  and  pas- 
senger, is  shown  to  be  on  the  basis  of  100  miles  or  less,  10  hours 
or  less? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  What  is  the  road  or  roads  which  have  the  11 
hour  provision  in  Eastern  territory? 

Mr.  Park:    What  page  is  that,  Mr.  Sheean? 
Mr.  Bremerman:     That  is  shown  on  page  15. 
Mr.  Sheean:    Yes,  it  is  shown  on  page  15. 
Mr.  Bremerman:     In  column  3,  the  Monongahela,  and  the 
New  York,  Philadelphia  &  Norfolk. 
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Mr.  Slieean:  That  is  less  than  1  per  cent  of  the  total  mile- 
age? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Turning  back  again  to  page  12,  outside  of 
that  provision  of  the  11  hours  or  less  on  those  roads,  as  to  en- 
gineers in  through  freight,  practically  all  of  the  mileage  is  on 
the  basis  of  100  miles  or  less,  10  hours  or  less,  in  Eastern  ter- 
ritory? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Burgess:  Mr.  Sheean,  pardon  me  again,  but  Mr.  Shea 
and  I  are  confused  with  regard  to  the  witness'  answer  relative 
to  the  Southern  Pacific,  as  shown  opposite  Notation  A.  I  under- 
stood you  to  say  that  4.53  per  cent  was  the  percentage  of  the 
total  mileage  in  the  movement,  is  that  right! 

Mr.  Sheean:  The  percentage  which  the  Southern  Pacific 
mileage  bore  to  the  total  mileage  in  the  movement? 

Mr.  Burgess  :     That  is  right. 

Mr.  Sheean:  Let  me  see,  Mr.  Burgess,  if  we  cannot  clear 
that  up  now  by  turning  to  page  2.  This  is  the  same  standard 
form  that  is  used  as  to  the  railroads  represented.  Running 
down  the  list  of  roads,  when  you  come  to  Southern  Pacific  Com- 
pany, Pacific  System,  shown  in  column  1,  6,318.61  miles,  in  the 
next  column  that  6,318.61  is  4.53  per  cent  of  the  total  mileage 
in  Western  territory. 

The  Chairman :  I  understand  you  give  the  total  mileage  of 
all  roads  in  the  movement,  and  then  you  take  the  proportional 
share  of  the  mileage  of  each  railroad? 

Mr.  Sheean :  Yes.  That,  in  each  case,  is  shown  on  page  2, 
so  that  the  percentage  on  page  2  of  each  of  the  roads,  and  the 
relative  importance  on  a  mileage  basis  which  it  bears,  is  shown 
on  page  2. 

Mr.  Park:  How  does  the  mileage  of  the  Western  roads 
compare  with  the  Eastern  roads,  and  Southeastern? 

Mr.  Sheean:  The  mileage  of  the  West  in  the  movement 
is  sho^^^l  on  page  2,  a  total  of  139,411.13  miles,  represented  in 
this  movement.  The  railroads  in  the  Eastern  territory  are 
shown  at  page  3,  a  total  mileage  of  46,682,  and  the  mileage  in 
Southeastern  territory  is  32,677,  shown  at  page  4. 

Mr.  Park:     This  mileage  here  of  the  roads  here  repre- 
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sent^d  is  nearly  twice  as  much  as  that  of  both  the  Eastern  and 
Southeastern. 

Mr.  Sheean:     AVell — 

Mr,  Byram:     80  compared  with  140  in  round  fissures. 

Mr.  Sheean :  Practically,  yes,  and  yet  in  the  comparison  of 
percentages,  the  Western  territory  is  treated  as  100  per  cent, 
the  Southeastern  as  100  per  cent,  the  Eastern  as  100  per  cent. 

Mr.  Byram:  So,  wdien  you  compare  100  per  cent  of  the 
"Western  mileage  with  100  per  cent  of  the  Southeastern,  you  are 
comparing  140,000  miles  with  32,000? 

Mr.  Sheean :  Precisely.  Yet  in  making  comparison  at  page 
5,  or  any  of  the  other  pages  as  to  where  the  rule  obtains,  the 
Western  territory  is  compared  with  itself  only  on  a  percentage 
basis,  and  there  is  no  effort  to  attempt  to  give  to  the  Western 
territory  any  greater  jDredominance  because  of  its  greater  mile- 
age. It  is  simply  showing  that,  in  Western  territory,  a  certain 
percentage,  on  the  basis  of  mileage,  of  the  roads  have  certain 
rules,  and  in  the  East  a  certain  percentage  of  that  Eastern  ter- 
ritory have  certain  rules. 

Mr.  Byram :  Although,  when  you  compare  the  mileage  of 
the  Eastern  roads  having  that  rule  with  the  Western  roads,  you 
would  be  comparing  140,000  miles  with  46,000  miles  ? 

Mr.  Sheean :  Exactly,  and  the  committee  has  adopted  this 
mileage  basis,  not  as  necessarily  being  the  only  basis,  but  a 
revenue  train  mile  basis  shifting  and  changing  from  year  to 
year  would  be  almost  impossible  of  comparison,  as  we  thought, 
on  any  basis  of  fairness ;  and  it  might  be  that  even  with  the 
railroads  having  a  less  number  of  miles,  Mr.  Byram,  in  the 
Eastern  territory,  that  just  as  many  men  might  be  affected, 
because  of  the  greater  density  of  traffic  there,  as  would  be  af- 
fected in  Western  territory.  Therefore,  we  have  attempted  to 
make  comparison  simply  intra-territorial  in  each  case.  A  i-educ- 
tion  to  any  basis  of  miles  run  varying  from  year  to  year  we 
thought  would  hardly  be  a  proper  basis  of  comparison,  but  as  to 
mileage,  the  deduction  that  you  make  is  shown  on  pages  2,  3  and 
4,  as  to  the  relative  importance  on  a  mileage  basis. 

On  page  12,  Mr.  Bremerman,  what  do  you  find  in  the  South- 
eastern territory  as  to  the  basis  of  the  day's  Avork? 

Mr.  Bremerman :    Engineers,  54  per  cent  are  on  a  basis  of 
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100  miles  or  less,  8  hours  or  less.    Forty-one  per  cent,  100  miles 
or  less,  9  hours  or  less. 

Mr.  Burgess:    What  page  is  that? 
•  Mr.  Sheean :     Page  12. 

Mr.  Bremerman :  2  per  cent,  100  miles  or  less,  6  2/3  hours 
or  less,  and  .6  per  cent,  100  miles  or  less;  .3  per  cent,  8  or  9 
hours  or  less,  according  to  specified  districts, 

Mr.  Sheean:  As  to  local  freight,  what  differences  obtain 
in  the  South! 

Mr.  Bremerman :  As  to  engineers,  85  per  cent,  100  miles 
or  less,  10  hours  or  less. 

7  per  cent,  100  miles  or  less,  9  hours  or  less. 

2  per  cent,  100  miles  or  less,  8  1/3  hours  or  less. 

Mr.  Stone:     What  page  are  you  on? 

Mr.  Bremerman:     Page  12. 

Mr.  Stone :  Will  you  kindly  have  him  talk  a  little  louder, 
Mr.  Sheean! 

Mr.  Sheean :  Yes.  Just  keep  your  voice  up,  Mr.  Bremer- 
man. As  to  firemen  in  the  Southeastern  territory,  what  is  the 
general  spread  there! 

Mr.  Bremerman:  42  per  cent,  100  miles  or  less,  9  hours 
or  less. 

20  per  cent,  100  miles  or  less,  8  hours  or  less. 

.3  per  cent,  varying  bases. 

No  schedules,  practically  40  per  cent. 

Mr.  Sheean:  In  that  connection,  Mr.  Bremerman,  as  I 
understand  it,  the  mere  fact  that  no  schedule  provision  obtains 
there,  does  not  cause  you  to  reduce  the  basis  of  your  comparison. 

Mr.  Bremerman:     No,  it  is  kept  at  the  same  percentage. 

Mr.  Sheean:  At  the  same  basis  of  total  mileage,  and  you 
simply  show  no  schedule  provision  where  no  schedule  provision 
is  found ! 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  That  completes  the  second  part  of  proposed 
Article  1,  unless  there  are  some  questions  some  member  of  the 
Board  or  counsel  desire  to  ask  concerning  it. 

The  next  matter  that  you  treat,  Mr.  Bremerman,  begins  at 
page  19.  Will  you  tell  us,  please,  just  what  part  of  railroad 
operation  is  compared! 

Mr.  Bremerman:     The  basis  of  a  day  in  work  and  wreck 
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service,  as  related  to  the  proposal  for  the  basis  of  a  day  in  all 
other  service,  except  passenger  and  switching  service. 

Mr.  Sheean :  And  the  same  method  as  to  details  of  differ- 
ent roads  is  shown  here  as  was  shown  on  the  preceding  part  of 
the  exhibit. 

Mr.  Bremerman:     The  same  method  of  compilation. 

Mr.  Sheean :  Of  the  total  mileage  in  Western  territorj'  as 
to  engineers,  what  part  is  on  the  basis  of  100  miles  or  less,  10 
honrs  or  less? 

Mr.  Bremerman :  Practically  82  per  cent,  with  some  minor 
notations  shown  in  smaller  type  in  here. 

Mr.  Sheean:     Jnst  give  the  rest  of  the  provision. 

Mr.  Bremerman:  3  per  cent,  100  miles  or  less,  9  hours  or 
less. 

13  per  cent  10  hours  or  less. 

1  per  cent,  12  hours  or  less. 

No  provision — 

Mr.  Byram :  What  is  the  difference  between  10  hours  and 
10  hours  or  less,  according  to  this?  What  is  the  difference  in 
the  meaning  of  100  miles  or  less,  10  hours  or  less,  82  per  cent 
on  this  table,  and  just  10  hours  or  less,  which  is  13  per  cent? 

Mr.  Bremerman :  10  hours  or  less  are  on  strictly  an  hourly 
basis,  irrespective  of  mileage,  except  where  they  are  qualified  by 
these  notes  that  follow. 

Mr.  Byram:  They  are  practically  the  same,  except  that 
mileage  does  not  enter  into  the  last. 

Mr.  Bremerman :  Except  on  practically  2.5  per  cent.  There 
are  some  mileage  qualifications  there, 

Mr.  Sheean :     As  to  firemen  in  Western  territory. 

Mr.  Bremerman :  78  per  cent  100  miles  or  less,  10  hours  or 
less,  with  minor  qualifications  shown. 

3  per  cent,  100  miles  or  less,  9  hours  or  less. 

15.6  per  cent,  10  hours  or  less,  with  a  few  qualifications. 

1  per  cent,  12  hours  or  less,  and  other  items  to  finish  out 
the  100. 

Mr.  Sheean :  As  to  Eastern  territory,  all  of  the  schedules 
which  have  specific  provision  as  to  work  and  wreck  service  are 
on  a  10  hour  or  less,  100  miles  or  less  basis? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :     As  to  both  engineers  and  firemen  ? 
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Mr.  Bremerman:     Yes,  sir. 

Mr.  Slieean:  In  the  Southeastern  territory,  various 
spreads  are  shown,  or  various  provisions  are  shown  on  the  last 
column  of  page  19? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  all  of  this  detail,  if  it  were  desired  as  to 
Southeastern  territory,  can  be  found  in  the  same  manner  at  page 
what  of  the  exhibit? 

Mr.  Bremerman:     23  and  24. 

Mr.  Sheean:  Where  the  roads  are  enumerated,  and  the 
schedule  provisions  shown? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  If  there  are  no  questions  about  the  work  and 
wreck  service,  I  will  pass  to  the  next  part  of  the  exhibit.  That 
information  which  is  shown  in  summary  form  at  page  19  runs 
from  page  19  to  page  25,  does  it,  Mr.  Bremerman? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     At  page  25  what  information  is  assembled? 

Mr.  Bremerman :  It  relates  to  present  schedule  provisions 
as  to  pusher  and  helper  service,  to  that  part  of  proposed  Article 
1  fixing  the  basis  of  a  day,  and  that  part  of  proposed  Article  2 
calling  for  through  freight  rates,  according  to  class  of  engine  in 
pusher  and  helper  service. 

Mr.  Sheean:.  Now,  you  have  taken  the  first  two  words  of 
the  part  of  the  proposed  Article  2  which  you  set  out,  namely, 
the  pusher  and  helper  service,  and  have  treated,  or  have  assem- 
bled as  to  pusher  and  helper  service,  the  information  contained 
in  the  schedules  of  the  various  territories? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Tell  us,  Mr.  Bremerman,  what,  in  Western 
territory,  are  the  various  provisions  as  to  the  basis  of  the  day's 
work  in  pusher  and  helper  service  ? 

Mr.  Bremerman:  For  engineers,  60  per  cent,  10  hours  or 
less,  100  miles  or  less. 

27  per  cent,  10  hours  or  less. 

.6  of  one  per  cent,  12  hours  or  less. 

No  provision  in  schedules  for  pusher  and  helper  service,  11 
per  cent. 

As  to  firemen,  62  per  cent  on  the  basis  of  10  hours  or  less,  100 
miles  or  less. 
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19  per  cent,  10  hours  or  less. 

.6  of  one  per  cent,  12  hours  or  less. 

No  provision  in  schedule  for  pusher  and  helper  service,  16 
per  cent. 

Mr.  Sheean:  Now,  in  the  part  of  proposed  Article  2,  which 
you  have  set  out  here,  there  is  provision  tliat  this  class  of  service 
will  be  ])aid  throus>h  frei.a:ht  rates  according-  to  the  class  of  en- 
gine. What  information  have  you  assembled  witli  reference  to 
the  rates  in  Western  territory,  on  this  .class  of  jnisher  and  helper 
service  1 

Mr.  Bremerman:  It  is  shown  in  the  second  sub-heading, 
under  engineers  and  firemen. 

As  to  engineers,  33  per  cent  are  paid  through  freight  rates, 
regardless  of  miles  or  hours. 

7  per  cent  through  freight  rates  when  more  than  100  miles 
made  in  a  day;  otherwise  special  rates  apply. 

Special  rates  for  helper  and  pusher  service,  46.9  per  cent. 

No  provision  in  schedules  and  so  forth,  balance  out  the  100 
per  cent. 

Mr.  Sheean:  Now,  in  case  any  one  wished  to  ascertain 
what  were  these  various  special  rates  for  helper  and  pusher 
service,  46.96  ])er  cent,  in  what  way  would  that  information  be 
available,  Mr.  Bremerman f 

Mr.  Bremerman:  It  would  be  found  on  page  28,  as  to  en- 
gineers, in  column  6.  It  shows  a  total  of  54.732.  That  is  re- 
duced to  46.960  in  the  summary  on  page  25,  as  I  see  it  now,  by 
showing  7.772  as  being  paid  through  freight  rates  when  more 
than  100  miles  are  made  in  a  day;  otherwise  special  rates  apply. 

The  Chairman:  Are  we  to  understand,  that  beginning  here 
in  the  left  hand  corner,  that  27  per  cent  of  the  mileage  is  already 
operated  in  accordance  with  the  demands  of  the  proposal  con- 
tained in  Article  2? 

Mr.  Sheean:  60  per  cent  is  operated  on  the  basis  of  10 
hours  or  less,  100  miles  or  less. 

The  Chairman:     Yes. 

Mr.  Sheean:  But  the  second  part  of  proposed  Article  2, 
which  says  ''Will  be  paid  through  freight  rate  according  to  the 
class  of  engine,  shows  that  only  32  per  ,cent  is  operated  upon 
that  basis;  while  47  per  cent,  practically,  is  operated  on  the  basis 
of  special  rates,  and  those  special  rates,  as  I  imderstand  Mr. 
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Bremerman,  will  be  shown  at — or  not  the  special  rates  will  be 
shown,  but  at  page  28,  column  6,  is  shown  the  roads  whose 
schedules  have  special  provisions. 

Mr.  Burgess :  You  are  speaking  now,  Mr.  Sheean,  of  West- 
em  territory  alone  ? 

Mr.  Sheean :  Of  Western  territory  alone.  The  100  per  cent 
of  Western,  is  only  Western  territory. 

Now,  Mr,  Bremerman,  as  I  understand  you,  column  6,  at 
page  28 — 

The  Chairman:  Are  there  any  roads  in  this  Arbitration 
whose  schedules  are  in  accord  with  the  demands,  or  the  articles 
proposed  by  the  engineers  and  firemen? 

Mr.  Byram:     Of  this  particular  article! 

The  Chairman :     Yes,  of  this  particular  article. 

Mr.  Sheean:  Of  this  i^articular  article  there  are  59  per 
cent  as  to  the  basis  of  the  day  shown  in  Article  1;  and  there  are 
32  per  cent,  or  practically  33  per  cent,  that  do  apply  to  pusher 
and  helper  service. 

The  Chairman:  Now,  would  it  greatly  inconvenience  you 
to  have  the  witness  enumerate  those  roads  at  this  point,  so  that 
I  may  have  them  in  mind  ? 

Mr.  Sheean:  No.  Will  you  indicate,  Mr.  Bremerman,  what 
are  the  roads  where  through  freight  rates  apply  regardless  of 
miles  or  hours,  as  shown  to  aggregate  32.9  per  cent? 

Mr.  Bremerman:  On  page  28,  column  4,  as  to  engineers;  on 
page  29,  column  4,  as  to  firemen. 

Mr.  Sheean:  Now,  will  you  enumerate,  or  read  into  the 
record,  the  roads  on  which  the  provision  obtains  that  in  pusher 
and  helper  service  the  rate  paid  shall  be  the  through  freight 
rate? 

Mr,  Byram:     Regardless  of  miles  or  hours. 

Mr.  Sheean:     Regardless  of  miles  or  hours. 

Mr.  Bremerman :  The  Santa  Fe,  Prescott  &  Phoenix  Lines ; 
the  Gulf,  Colorado  &  Santa  Fe,  and  subsidiary  lines  shown ;  the 
Duluth,  Winnipeg  &  Pacific;  the  North  Western  System;  the 
Chicago  Great  Western;  Chicago,  Milwaukee  &  St.  Paul,  Eastern 
Lines,  and  Puget  Sound  Lines,  including  Tacoma  Eastern;  the 
Rock  Island ;  Colorado  &  Southern ;  Denver  &  Rio  Grande ;  Min- 
neapolis ;  St.  Paul  &  Sault  Ste.  Marie ;  the  San  Pedro ;  Southern 
Pacific,  Pacific  System,  and  the  Western  Pacific. 
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Mr.  Slieean:  Now,  will  you  enumerate,  while  we  are  at 
this,  the  roads  upon  which  special  rates  for  helper  and  pusher 
service  apply  ? 

Mr.  Bremerman:  Santa  Fe,  Eastern  and  Western  Lines; 
Santa  Fe,  Coast  Lines;  Canadian  Pacific;  Chicago  &  Alton; 
Burlington;  the  Omaha  Line;  El  Paso  &  Southwestern;  Great 
Northern ;  the  Illinois  Central ;  Y.  &  M.  V. ;  Kansas  City,  Clin- 
ton &  Springfield;  Kansas  City  Southern;  Missouri  Pacific; 
Northern  Pacific;  Oregon-Washington  Railroad  &  Navigation 
Company;  Oregon  Short  Line;  St.  Louis  &  San  Francisco;  St. 
Louis,  San  Francisco  &  Texas ;  Fort  Worth  &  Rio  Grande ;  G.  H. 
&  S.  A. ;  M.  L.  &  T. ;  Spokane,  Portland  &  Seattle ;  Oregon  Tnink ; 
T.  &  B.  V. ;  Union  Pacific ;  and  the  Wabash. 

Mr.  Sheean :  Now,  will  you  explain,  Mr.  Bremerman,  just 
what  you  mean  by  special  rates  for  pusher  and  helper  service? 

Mr.  Bremerman:  They  are  rates  other  than  through 
freight  rates. 

Mr.  Sheean:  And  so  varied  that  you  could  not  attempt 
to  classify  or  enumerate  them  under  any  general  heading? 

Mr.  Bremerman :  We  did  not  attempt  to  classify  them  un- 
der any  other  general  heading.  In  columns  10  to  13  of  page  28, 
we  attempt  to  show  the  difference  between  these  special  rates 
and  the  through  freight  rates. 

The  Chairman:  Can  we  ascertain  that  infonnation  as  to 
any  particular  road,  by  the  schedule? 

Mr.  Bremerman :     Can  we? 

The  Chairman :  I  say,  can  the  Board  ascertain  that  infor- 
mation by  an  inspection  of  the  schedule  as  to  any  particular 
road? 

Mr.  Bremerman :  Yes,  sir ;  or,  I  beg  your  pardon,  in  some 
instances  we  are  unable  to  show  it,  as  would  be  sliowTi,  I  think,  by 
the  summary  here,  12  per  cent  of  the  engineers  with  differentials 
indefinite  account  monthly  rates,  different  basis  of  a  day,  dis- 
trict rates,  and  so  forth.  In  some  cases,  the  classification  of 
engines  in  pusher  and  helper  service  might  not  be  the  same  as 
in  through  freight,  and  without  more  knowledge  as  to  the  clas- 
sification of  engines,  you  cannot  relate  these  special  rates  to  the 
through  freight  rates.    They  vary. 

The  Chairman :  You  would  have  to  segregate  them  to  as- 
certain that! 
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Mr.  Bremerman :  You  cannot  always  get  what  rate  would 
be  paid  under  the  same  conditions  in  pusher  and  helper  service 
as  would  be  paid  on  the  same  engine  in  through  freight  service, 
from  the  schedules  alone. 

Mr.  Sheean:    Not  from  the  schedules  alone? 

Mr.  Bremerman :     No,  sir ;  and  that  is  all  we  have. 

Mr.  Sheean:  But  in  the  item  of  special  rates  for  helper 
and  pusher  service,  all  that  you  have  thrown  under  that  heading, 
as  to  that  you  give  reference  to  the  particular  article  in  the 
schedule  of  that  road? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean :  In  which  the  schedule  information  as  to  the 
particular  special  rate  on  that  road  is  set  out? 

Mr.  Bremerman :  The  point  there  was  as  to  whether  they 
paid  through  freight  rates  or  something  else.  That  is  as  far 
as  we  attempted 'to  go. 

Mr.  Sheean:  Now,  will  you  just  explain  the  columns  to 
which  you  referred,  in  which  you  say  an  effort  was  made  to 
show  the  differentials  as  between  special  helper  rates  and 
through  freight  rates  ? 

Mr.  Bremerman:     The  first  one  would  be — 

Mr.  Sheean:     This  is  on  what  page? 

Mr.  Bremerman :  Page  28,  column  11.  The  first  one  would 
be  the  Canadian  Pacific.  We  have  shown  it  as  being  a  special 
rate.  The  same  article  shows  that  the  rate  is  90  cents  less  than 
the  through  freight  rate. 

In  column  10,  the  Burlington,  we  have  sho\^^l  that  road  as 
having  special  rates.  The  same  article  in  that  schedule  would 
show  that  this  special  rate  is  40  cents  less  than  the  through 
freight  rate.     The  Great  Northern  is  40  cents  less. 

Mr.  Shea:  Is  that  40  cents  less  than  the  highest,  or  the 
lowest  through  freight  rate? 

Mr.  Bremerman:  The  same  class  of  engine,  the  same  size 
of  engine. 

Mr.  Shea:  Do  they  make  distinctions  in  that  class  of  en- 
gine in  pusher  and  helper  service? 

The  Chairman:    I  can't  hear  your  question. 
Mr.  Shea:     Do  they  make  distinctions  in  that  class  of  en- 
gine in  pusher  and  helper  service,  where  the  special  rates  apply? 
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Mr.  Bremerraan:  My  recollection  of  the  schedule  is  that 
they  do. 

Mr.  Shea :  Take  a  road  wliere  they  are  on  a  monthly  basis ; 
1  notice  you  have  here  in  the  footnote  that  some  of  those  roads 
pay  their  engineers  and  firemen  in  pusher  and  helper  service  on 
the  monthly  basis. 

Mr.  Bremerman:  But  you  cannot  show  that  distinction 
there. 

Mr.  Shea:  Do  they  make  a  differential  in  the  rates  of  pay 
when  thev  are  on  a  monthlv  basis,  when  a  different  class  of 
engine  is  used! 

Mr.  Bremerman  :  I  couldn't  say  as  to  that.  I  think  I  called 
attention  to  that  in  our  summary  back  here,  of  differentials  in- 
definite account  monthly  rates,  different  basis  of  a  day,  district 
rates,  and  so  forth.  That  is  some  13  per  cent  of  the  total  mileage 
that  we  were  unable  to  fig-ure  out  an  exact  differential  for,  and 
therefore  covered  it  by  the  general  statement  there. 

Mr.  Sheean:  And  wherever  there  was  simply  a  monthly 
rate  of  i3ay  you  did  not  attempt  to  reduce  that  to  dollars  and 
cents  in  the  differential! 

Mr.  Bremerman :     No,  we  could  not. 

Mr.  Sheean:  What  other  road  or  roads  are  shown  on  this 
page  28  as  paying  a  differential  of  40  cents  less  than  the  through 
freight  rate? 

Mr.  Bremerman:  The  Spokane,  Portland  &  Seattle,  Ore- 
gon Trunk,  and  the  Union  Pacific.  Those  roads  that  I  have 
enumerated  are  those  that  have  the  flat  single  rate  differential. 

In  columns  12  and  13,  we  have  attempted  to  show  the  maxi- 
mum and  minimum  differentials  as  between  through  and  local. 
They  are  figured  only  where  we  can  connect  them  up  to  some 
engine. 

Mr.  Sheean:  Well,  that  detail  shown  at  page  28  is  sum- 
marized at  page  25,  and  at  what  part  of  page  25  ? 

Mr.  Bremerman:  The  fourth  sub-head  in  each  case  as  to 
the  engineers  and  firemen  in  the  Western  territory,  which  is 
entitled  ''Differential  between  Special  Helper  and  Through 
Freight  Rates." 

Mr.  Sheean :  Speaking  of  engineers,  will  you  give  us  just 
in  a  general  way  what  that  differential  is  in  the  Western  terri- 
tory? 
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Mr.  Bremerman:  15  per  cent  pay  40  cents  less;  4.8  per 
cent  pay  90  cents  less;  and  following  that  we  show  minima  and 
maxima  less,  varying  from  1  to  314  or  5  per  cent,  for  some  ten 
or  fifteen  items.  Then  occurs  the  33  per  cent  which  would  show 
no  differential  account  through  freight  rates  being  applied. 
Then  no  provision  in  schedules,  12  per  cent;  and  differentials 
indefinite,  12  per  cent. 

Mr.  Sheean:  The  same  basis  of  comparison,  on  the  same 
basis  that  you  have  outlined  on  these  other  parts  of  the  exhibit, 
is  carried  out  as  to  the  Eastern  and  Southeastern  territories? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  In  the  East,  the  basis  of  the  day's  work,  and 
the  through  freight  rate  as  to  engineers  is  applicable  on  ])rac- 
tically  all  of  the  railroads  in  the  Eastern  territory"? 

Mr.  Bremerman:  It  is  a  universal  rule,  practically  in 
accord  with  the  proposals. 

Mr.  Sheean:  Is  there  anything  more,  Mr.  Bremerman, 
about  this  part  of  the  pusher  and  helper  service,  to  which  you 
wish  to  direct  attention! 

Mr.  Bremerman :  Of  course,  the  differential  in  the  Eastern 
territory,  does  not  exist,  because  they  pay  the  through  freight 
rate  practically  universally ;  but  it  does  exist  in  the  Southeast,  as 
exhibited  by  the  second  sub-head  in  the  third  column  as  to 
engineers. 

Through  freight  rates  apply  to  28  per  cent  of  the  mileage, 
and  then  they  have  special  rates  for  371/2  per  cent.  The  differen- 
tials are  shown  in  the  last  sub-head,  and  the  same  as  to  the 
firemen. 

Mr.  Sheean:  Just  give  us  in  a  general  way,  what  those 
differentials  are  in  the  Southeastern  territory. 

Mr.  Bremerman:  1-12  per  cent  paid  40  cents  less;  6  per 
cent  have  a  differential  ranging  from  nothing  to  15  cents  less ; 
7  per  cent,  nothing  to  25  cents ;  and  21  per  cent,  pay  nothing  to 
25  cents  more  than  the  through  freight  rate.  The  through  freight 
rate  applies  to  28  per  cent ;  no  rate  shown  for  34  per  cent. 

Mr.  Sheean:  I  wish  you  would  just  make  clear,  Mr.  Brem- 
erman, what  you  mean  by  minimum  nothing  and  maximum  15 
cents  for  instance. 

Mr.  Bremerman :  In  checking  up  the  rates  for  the  different 
sizes  of  engines,  on  one  side,  irrespective  of  its  size,  we  would 
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find  that  exactly  the  same  rate  is  paid  in  the  pusher  and  helper 
service  as  in  through  freight;  but  in  another  they  would  vary, 
and  we  would  pick  the  high  and  the  low,  that  is,  from  nothing 
to  the  greatest  spread  we  found  between  the  same  engines. 

Mr.  Sheean:  And  in  some  cases  you  found  a  different 
minimum  on  the  same  engine  between  through  freight  and 
pusher  and  helper  service,  and  in  other  cases  a  different  maxi- 
mum? 

Mr.  Bremerman :    Not  on  the  same  engine. 

Mr.  Sheean:  Well,  just  explain  that  again,  please.  I  am 
afraid  I  did  not  catch  this  minimum  and  maximum. 

Mr.  Bremerman:  In  reaching  the  differential,  we  must 
take  the  same  engine.  On  some  we  would  find  in  this  first  item 
of  minimum,  nothing;  maximum,  15  cents.  We  would  find  one 
engine  that  paid  exactly  the  same  rate  in  pusher  a.nd  helper  as 
it  did  in  through  freight;  and,  another  size  engine  that  paid  15 
cents  less.  We  perhaps  may  have  found  others  in  there  between 
nothing  and  15,  but  the  statement,  minimum  nothing  and  maxi- 
mum 15,  gives  you  the  range  of  the  differential,  the  outside 
points. 

Mr.  Burgess:  AVliat  railroad,  Mr.  Bremerman,  in  the 
Southeast  territory,  pays  a  rate  of  40  cents  less?  I  was  trying 
to  find  that? 

Mr.  Bremerman:  It  is  the  Virginian,  according  to  the  mile- 
age.   Do  you  want  the  page  reference? 

Mr.  Burgess:    Yes,  what  page  would  show  that  rule? 

Mr.  Bremerman:    Page  34. 

Mr.  Burgess:     Is  that  40  cents? 

Mr.  Bremerman:  Wait  a  minute,  that  is  not  on  page  34;  it 
is  on  page  35. 

Mr.  Burgess:     Page  35? 

Mr.  Bremerman:     Yes. 

Mr.  Burgess:     The  Virginian? 

Mr.  Bremerman:  Yes,  it  is  $5.10  on  those  sizes,  and  if  you 
will  refer  to  page  94, 1  haven't  reached  that  yet,  but  if  you  will 
refer  to  the  through  freight  on  page  94,  the  Virginian  is  shown 
at  $5.50,  the  same  size  engine. 

Mr.  Burgess:     That  is,  he  would  receive  $5.10? 

Mr.  Bremerman:  He  would  receive  $5.10  on  pushers  and 
helpers  and  $5.50  on  through  freight. 
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Mr.  Sheean:     On  engines  of  the  same  size? 

Mr.  Bremerman:  On  engines  of  the  same  size.  It  brings 
about  that  40  cent  differential. 

Mr.  Sheean:  Now,  will  you  explain  a  little  more  fully,  Mr. 
Bremerman,  the  detail  as  to  the  schedule  rates  of  pay  in  helper 
and  pusher  service,  following  your  summary  on  page  25  ? 

Mr.  Bremerman:  On  page  30,  and  following,  are  found  a 
statement  of  the  number  of  engines  normally  in  service,  and 
rates,  classified  as  to  weights  on  drivers.  That,  brought  back  in 
summary  form  to  page  26,  shows,  irrespective  of  the  loads,  the 
rates  that  are  paid  in  pusher  and  helper  service,  compared  with 
the  figures,  shown  in  black  face  at  the  head  of  the  columns,  that 
are  requested. 

Mr.  Sheean:  Now,  at  page  30  I  wish  you  would  explain 
just  the  manner  in  which  you  obtained  that  information  as  to  the 
number  of  engines  normally  in  service,  and  where  those  numbers 
and  rates  are  shown. 

Mr.  Bremerman :  The  first  one  would  be  found  in  column  4 
on  page  30.  Three  engines  normally  are  in  service,  taking  a 
3.40  rate  in  helper  and  pusher  service  for  engineers. 

Mr.  Sheean :  Now,  where  do  you  get  the  information  as  to 
the  number  of  engines  normally  in  service  in  helper  and  pusher 
service  ? 

Mr.  Bremerman:  Taken  from  reports  of  the  individual 
roads  furnished  the  Conference  Committee. 

Mr.  Sheean:  And  the  information  as  to  the  number  of  en- 
gines normally  in  service  was  simply  furnished  by  the  roads, 
severally,  as  shown  on  this  sheet? 

Mr.  Bremerman:     That  is  true. 

Mr.  Sheean:  Then,  in  what  manner  were  the  rates  of  pay 
as  shown  in  these  columns  on  this,  reduced  to  the  weight  on 
driver  basis  ?    How  was  that  made  up  ? 

Mr.  Bremerman:  That  was  reported  also  by  the  individual 
roads.  At  the  time  they  reported  the  number  of  engines,  they 
reported  the  rates  classified  on  the  weight  on  drivers  basis. 

Mr.  Sheean:  That  is,  the  engines  were  classified  on  the 
weight  on  drivers  basis,  and  then  there  was  shown  what  rates 
were  actually  paid  on  those  engines  at  this  time? 

Mr.  Bremerman:    Yes. 
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Mr.  Sheean:  In  Avliat  nianiuT  was  the  information  ob- 
tained as  to  pusher  and  lielper  service  in  the  other  territories? 

Mr.  Bromerman:  In  practically  the  same  manner,  except 
that  it  came  throu2:h  the  Bureau  of  Information  in  New  York. 

Mr.  Sheean :  Now,  the  information  set  forth  in  detail  at 
page  30  and  following  pages  is  sununarized  where? 

Mr.  BremeiTnan:     Is  summarized  on  page  26. 

Mr.  Sheean :  And  will  you  give  us,  if  you  please,  a  sum- 
mary as  to  these  various  rates  in  different  territories  in  a  gen- 
eral way?    These  rates  in  pusher  and  helper  service. 

Mr.  Bremerman :  Under  the  proposal  for  $5.00  on  engines 
less  than — 

Mr.  Sheean:  Oh,  by  the  way,  that  proposal,  I  think,  has 
not  as  yet  been  explained.  Will  you  just  explain  wliat  is  meant 
by  that  third  column  on  page  26? 

Mr.  Bremerman:  The  heading  of  figures  in  black  faced 
type  immediately  under  the  heading,  is  that  what  you  refer  to, 
Mr.   Sheean? 

Mr.  Sheean:     Yes. 

Mr.  Bremerman :  Those  are  the  through  freight  rates  pro- 
posed, according  to  the  classification  of  weight  on  drivers. 

Mr.  Sheean:  That  is  the  heading,  "Engines  "Weighing  on 
Drivers — Pounds.  Less  than  80,000,  $5.00,"  shows  the  classifica- 
tion proposed,  and  the  $5.00  there  shown  is  the  rate  proposed. 

Mr.  Bremerman :     Yes,  in  Valley  territory. 

Mr.  Sheean :  And  your  footnote,  starred,  shows  that  ''Pro- 
posed Rates  in  AVestern  'Valley'  Districts  (add  10  per  cent 
where  grade  is  1.8  per  cent  or  over)"  carries  out  the  informa- 
tion that  all  of  these  rates  spread  across  the  page  are  the  pro- 
posed valley  rates. 

Mr.  Bremerman :     Yes. 

Mr.  Sheean :  To  which  10  per  cent  should  be  added  in  all 
cases  where  any  of  these  pushers  and  helpers  are  now  actually 
operating  in  the  mountains. 

Mr.  Bremerman :     Yes. 

Mr.  Sheean:  Now,  what  are  the  number  of  engines  in 
pusher  and  helper  service  now  which  would  fall  under  this  clas- 
sification of  less  than  80,000,  and  what  are  the  rates  which  are 
paid  on  different  roads? 

Mr.  Bremerman :     The  engineer  on  one  engine  is  paid  $4.15; 
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on  one  $4.20;  on  one  $4.40;  on  seven  $4.60;  on  ten  $4.75;  on 
ten  $4.80 ;  on  one  $4.95. 

Mr.  Slieean:     And  in  Eastern  territory,  what  is  it? 
Mr.  Bremerman :     One  engine,  $4.75. 
Mr.  Slieean:     Southern  territory? 
Mr.  Bremerman:     Five  engines,  $5.40. 
Mr.  Sheean:     Now,  take  the  second  column  showing  the 
weights  from  80,000  to  99,999.    What  numbers  are  there  in  the 
different  territories! 

Mr.  Bremerman:  Five  engines  take  the  $4.40  rate.  Two 
engines  take  the  $4.50  rate.  Three  engines  the  $4.75  rate;  one 
engine  the  $4.95  rate  and  six  engines  the  $5.00  rate. 

Mr.  Sheean:  Now,  assuming,  Mr.  Bremerman,  that  we 
wanted  to  find  where  those  six  engines  now  paying  the  $5.00  rate 
were — I  mean  on  what  road  they  were  operated  and  paid  that 
rate  of  $5.00 — where  would  we  get  that  information  from  from 
your  exhibit! 

Mr.  Bremerman :  You  would  turn  to  the  detailed  slieet 
on  page  30,  running  down  column  2,  which  is  the  column  headed 
''80,000  to  99,999." 

The  Chairman:  What  is  there  here  to  indicate  that  we 
should  do  that! 

Mr.  Bremerman:  Nothing,  except  the  general  idea  that 
the  detail  sheets,  Mr.  Chairman,  follow  the  summaries. 

Mr.  Sheean :  The  same  column,  headed  ' '  80,000  to  99,999, ' ' 
shown  by  roads. 

Mr.  Bremerman :  On  the  summaries  we  eliminate  the  names 
of  the  roads,  so  as  to  give  a  better  glance  at  it,  of  the  situa- 
tion as  a  whole  was  the  idea.  But  we  do  furnish — following  the 
notes,  following  down  column  2,  you  run  across  the  rate  of  $5.00 
with  the  six  engines  of  the  companv,  showing  it  belongs  to  the 
C.  M.  &  St.  P. 

Mr.  Burgess :     The  Chicago,  Milwaukee  &  St.  Paul  ? 

Mr.  Bremerman:     Yes,  sir.  Eastern  Lines.  . 

Mr.  Burgess:     They  do  pay  the  $5.00  rate  now. 

Mr.  Bremerman :     Yes. 

The  Chairman:     What  column f     The  first  column f 

Mr.  Bremerman:     The  second  column. 

Mr.  Sheean :  The  second  column,  ' '  80,000  to  99,999. ' '  The 
detail  as  to  just  where  those  pushers  and  helpers  may  be,  is 
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on  what  part  of  the  line?  The  company  is  now  shown  here. 
You  have  simply  that  general  information? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  what  is  the  rate  in  the  Eastern  terri- 
tory at  the  present  time  on  all  the  engines  of  80,000  to  99,999, 
where  they  have  a  uniform  basis  of  10  hours  or  less? 

Mr.  Bremerman:  Four  engines  in  pusher  and  helper  serv- 
ice in  that  territory  on  that  range  of  w^eight  take  the  $4.75  rate. 

Mr.  Sheean:  Now,  the  tliird  column  in  pusher  and  helper 
service  from  100,000  to  139,999  pounds  on  drivers,  where  the 
rate  requested  is  $5.40,  what  is  sllo^vn  as  to  the  number  of  en- 
gines in  Western  territory  that  would  fall  under  that  classifica- 
tion, and  their  rates? 

Mr.  Bremerman :  Seven  would  take  the  4.15  rate ;  six,  4.40 ; 
three  4.60;  three  4.65;  six  4.70;  twenty-three  4.75;  three  4.90; 
two  4.95 ;  two  5.00 ;  ten  5.05 ;  two  5.10,  one  in  mountain  territory 
5.10;  one  5.15;  fifteen  5.20;  eleven  in  mountain  territory  5.33; 
one  5.40;  one  117. 

Mr.  Sheean:     And  that  117  is  a  monthly  rate! 

Mr.  Bremerman:  Yes,  it  is  put  at  the  last,  and  does  not 
indicate  there  are  other  arrangements  in  their  relative  value,  but 
the  monthly  rates  are  put  at  the  last,  out  of  order. 

Mr.  Sheean:  In  Eastern  territory  how  many  engines  are 
in  pusher  and  hel]^er  service  of  this  weight  on  drivers,  and  what 
do  they  pay? 

Mr.  Bremerman :  One  takes  a  rate  of  4.70;  103  take  a  rate 
of  4.75,  six  take  a  rate  of  4.85. 

Mr.  Sheean :  No  engines  of  those  dimensions  are  shown  in 
pusher  and  heljjer  service  in  Southeastern  territory? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  In  pusher  and  helper  service,  on  the  next 
work  proposed,  for  which  a  rate  of  5.60  is  suggested,  what  is  the 
number  of  engines  in  Western  territory  that  would  fall  under 
that  rate,  and  the  present  rate  they  are  paid? 

Mr.  Bremerman:  Five  pay  a  4.40  rate;  two  in  mountain 
territory  4.40 ;  two  4.65 ;  two  4.75 ;  three  4.90 ;  thirteen  5.00 ;  two 
5.05;  nine  mountain,  5.05;  two  5.15;  five  mountain  5.15;  seven 
5.20 ;  four  5.30 ;  one  mountain  5.30 ;  two  mountain  5.35 ;  one  5.40 ; 
two  5.45;  seven  5.54;  thirty-six  mountain  5.57. 
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Mr.  Slieean :  In  Eastern  territory  what  are  the  rates  paid 
now  on  engines  of  those  dimensions? 

Mr.  Bremerman:  Seventy-nine  take  a  rate  of  4.75;  one 
hundred  and  thirty-eight  take  a  rate  of  4.80;  fifty  4.85;  three 
take  a  rate  of  5.00. 

Mr.  Sheean :  In  Southeastern  territory,  how  many  engines 
are  there  of  that  class,  and  what  are  their  rates'? 

Mr.  Bremerman:  Two  take  a  rate  of  4.60  or  5.00,  six  on 
an  eleven  hour  day  take  a  rate  of  5.10 ;  seven  take  a  rate  of  5.40. 

Mr.  Sheean:     What  is  that  note  as  to  the  5.10? 

Mr.  Bremerman :     Eleven  hour  day. 

Mr.  Sheean:  The  next  rate  that  is  proposed  would  affect 
the  engines  in  the  territory  in  what  way,  and  the  rates  now  exist- 
ing in  the  territory  in  what  wayf 

Mr.  Bremerman:  Shown  in  column  5,  proposal  to  pay 
5.80 ;  nine  engines  now  pay  4.40 ;  one  4.75 ;  eleven  4.90 ;  forty-two 
5.00 ;  five  5.05 ;  twenty-five  5.15 ;  two  in  mountain  territory  5.15 ; 
three  5.30;  ten  in  mountain  territory  5.30;  three  in  mountain 
territory  5.35 ;  twelve  5.40 ;  fifteen  5.54 ;  one  hundred  and  seven- 
teen in  mountain  territory  5.57 ;  one  in  mountain  territory  157. 

Mr.  Sheean:  In  the  Eastern  territory  what  is  the 
situation  ? 

Mr.  Bremerman:  Seventy-two  take  a  rate  of  4.75;  four  a 
rate  of  4.80 ;  one  hundred  and  seventy-six  4.85 ;  twenty-seven  4.95. 

Mr.  Sheean:     And  in  the  Southeastern  territory? 

Mr.  Bremerman :     Four  take  a  rate  of  4.60  and  5.00. 

Mr.  Sheean :  Without  taking  up  each  one  of  these  columns, 
Mr.  Bremerman,  there  is  shown,  for  all  of  the  territories,  a 
comparison  of  the  present  rates  with  the  proposed  rates  here. 

Mr.  Bremerman :     Based  on  the  engines  in  service. 

Mr.  Sheean :  Let  us  come  over  to  where  the  Mallets  seem 
to  be  used,  in  both  territories,  column  11  there,  where  the  rate 
is  now  proposed  of  8.00  to  engineers  in  valley  territory,  or  8.80 
in  mountain  territory.  What  is  now  paid,  the  number  of  engines 
involved,  what  is  now  paid  in  the  West,  and  what  is  now  paid  in 
the  East  and  South? 

Mr.  Bremerman:  Six  pay  5.75;  three  5.90;  four  6.00;  two 
in  mountain  territory  6.15;  sixteen  in  mountain  territory  6.30; 
fifteen  6.40 ;  ten  6.54 ;  fifteen  mountain  6.57 ;  two  mountain  187. 

Mr.  Sheean :     What  is  the  number  of  engines,  and  what  are 
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they  paying  in  the  East  on  engines  of  that  rate  at  the  present 
time  ? 

Mr.  Bremerman:  In  the  East,  two  5.40;  seven  5.50;  one 
5.85;  four  for  which  a  notation  is  made  that  the  rate  is  not  yet 
made. 

Mr.  Sheean :  In  the  South,  on  a  Mallet  engine  of  that  type, 
what  is  it? 

Mr.  Bremerman:  One  takes  a  rate  of  6.25  and  fourtoon  a 
rate  of  6.50,  with  the  notation  that  it  is  an  11  hour  day. 

Mr.  Sheean :     At  page  27,  Mr.  Bremner — 

Mr.  Burgess :     Aren't  there  some  other  Mallets  there! 

Mr.  Sheean:  Yes,  if  you  want  them  read,  in  the  last 
column,  four  hundred  thousand  and  over. 

What  are  the  present  rates  paid  in  the  West,  the  number  of 
engines  affected,  and  what  is  paid  in  the  East? 

Mr.  Bremerman:  One  engine  pays  6.05;  five  in  mountain 
territory  6.30 ;  four  in  mountain  territory  6.57.  That  is  in  the 
West. 

In  the  East  three  take  a  rate  of  4.85;  five  5.40;  twelve  6.00; 
ten  6.50;  one  7.00. 

In  the  Southeast,  seven  pay  a  rate  of  7.00,  with  the  notation 
that  it  is  an  eleven  hour  day. 

Mr.  Burgess:  With  the  other  notation  that  there  is  an 
hour  out  for  meals,  dinnertime. 

Mr.  Sheean:  Where  are  those  seven  large  Mallets,  Mr. 
Bremerman,  in  the  Eastern  territory,  that  take  the  7.00  rate? 

Mr.  Bremerman:  That  is  the  Virginian  that  is  showing 
that  l^articular  rate  in  the  Southeast. 

Mr.  Sheean:     In  the  Southeast? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     And  in  the  East  there  is  one? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     That  is  in  the  Southeast? 

Mr.  Bremerman:  The  Southeast,  the  Virginian,  that  is  a 
seven  dollar  rate. 

Mr.  Sheean:  This  comparison  in  all  cases  is  made  with  the 
proposed  valley  rates  and  on  a  class  of  engines  under  the  pro- 
posal here,  that  would  have  10  per  cent  added  to  the  8.25  shown 
at  the  top  of  the  column  here. 

Mr.  Bremerman:     I  so  understand  the  proposition. 
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Mr.  Sheean:    Page  27,  Mr.  Bremerman,  shows  what? 

Mr.  Bremerman:  Shows  the  same  information  that  we 
have  just  discussed,  except  this  is  for  the  firemen  instead  of  the 
engineers. 

Mr,  Sheean:  And  the  rates  as  to  the  territories  are  shown 
in  columns  in  the  same  manner? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  I  don't  want  to  take  all  of  the  columns,  Mr. 
Burgess,  on  this.  I  Avill  take  some  just  to  give  a  general  idea 
of  the  manner  of  the  comparisons.  Mr.  Bremerman,  where  they 
are  shown  in  all  three  territories  in  large  numbers — 

Mr.  Bremerman:     Column  4. 

Mr.  Sheean :     In  colmiin  4. 

Mr.  Bremerman:     Perhaps  that  is  the  largest  column. 

Mr.  Sheean:  That  is  a  weight  of  140,000  to  169,000  pounds 
on  drivers,  where  the  proposed  rate  for  firemen  is  3.65,  in  pusher 
and  helper  service.  Just  give  us  the  number  of  engines  in  west- 
ern territory  which  would  be  affected  by  this  rate,  and  what  they 
are  now  paying. 

Mr.  Bremerman:  Two  are  paid  2.70,  three  2.75;  two  oil 
burners  2.94;  two  oil  burners  in  mountain  service,  2.97;  one  3.00; 
five  mountain  3.05;  one  3.10;  two  oil  3.10;  two  3.15;  seven  3.20; 
five  3.25;  thirty-six  oil  burners  in  mountain  service  3.25;  thirty- 
three  3.30;  seven  in  mountain  3.30;  six  3.35;  one  mountain  3.40; 
three  3.45;  two  3.50;  two  in  mountain  service  3.55;  seven  3.60; 
two  in  mountain  service  3.75 ;  one  3.85. 

Mr.  Sheean:  In  the  East,  how  many  engines  fall  under 
that  classification,  or  would  fall  under  the  same  weight  on 
drivers,  and  what  rates  are  paid? 

Mr.  Bremerman:  One  takes  a  rate  of  3.00;  two  hundred 
and  twenty-five  take  a  rate  of  3.10;  ten  take  a  rate  of  3.25;  three 
of  3.75,  with  a  notation  that  this  is  a  basic  rate  taken  from  trip 
basis. 

Mr.  Sheean:  In  the  Southeastern  territory,  how  many  en- 
gines in  pusher  and  helper  service  ? 

Mr.  Bremerman:  Six  are  shown  as  taking  3.25,  with  the 
notation,  eleven  hour  day. 

Mr.  Sheean:  In  the  same  way  in  which  the  comparison  was 
made  as  to  rates  of  engineers  for  the  different  territories,  com- 
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parison  is  made  on  this  sheet  as  to  firemen,  and  the  various 
classifications  and  the  proposed  rates. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  the  information  as  to  jiarticular  roads 
can  be  obtained  from  the  detail  sheets  shown  where? 

Mr.  Bremerman:  On  page  31  as  to  firemen,  30  as  to  en- 
gineers in  the  West,  32  and  33  for  the  Eastern  territory,  35  for 
the  Southeast. 

Mr.  Sheean:  Now,  the  notations  whi,ch  you  have  made, 
Mr.  Bremerman,  on  some  of  these  pages,  are  taken  from  the 
schedules  Avhere  there  is  some  exception  or  modification  to  the 
particular  column  in  which  they  may  be  placed  I 

Mr.  Bremerman:     As  to  pages  28  and  29? 

Mr.  Sheean:    As  to  pages  28  and  29,  yes. 

Mr,  Bremerman:     Yes,  sir. 

Mr.  Sheean:  At  page  31  I  note  that  you  have  carried  out 
a  different  rate  at  places  betAveen  coal  and  oil? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Is  that  obtained  from  the  schedule  provi- 
sions ? 

Mr.  Bremerman:  This  classification  was  taken  from  re- 
ports given  by  railroads.  The  rates  undoubtedly  are  based  on 
schedule  provisions. 

Mr.  Sheean:  And  in  reporting  the  number  of  engines  nor- 
mally in  service,  and  the  rates  which  they  take  under  present 
schedules,  you  have  not  attempted  to  go  back  of  the  reports 
of  the  several  roads  in  that  respect,  as  to  the  rates  specified? 

Mr.  Bremerman:  No,  not  as  to  these  sheets.  28  and  29 
are  from  the  schedules. 

Mr.  Sheean:  Yes,  but  as  to  the  number  of  engines  nor- 
mally in  use,  classified  as  to  weights  on  drivers,  and  the  rates 
which  they  take,  you  have  accepted  the  reports  of  the  different 
roads. 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  In  this  tabulation,  and  also  as  to  any  differ- 
ential between  coal  and  oil  burners? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  As  to  the  pusher  and  helper  service,  Mr. 
Bremerman,  was  there  anything  further  that  you  wished  to 
explain,  or  to  call  attention  to? 
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Mr.  Bremerman:     I  have  nothing  further,  Mr.  Sheean. 

Mr.  Sheean :  Is  there  anything  about  the  pusher  and  helper 
service  before  we  pass  it,  Mr.  Burgess? 

Mr.  Burgess :     No. 

Mr.  Sheean :  At  page  36,  Mr.  Bremerman,  proposed  Article 
2,  rates  of  pay,  you  have  made  a  comparison  there  of  that  part 
of  this  proposed  Article  2,  as  to  pusher,  helper,  mine  runs,  work, 
wreck,  belt  line,  transfer,  and  all  other  unclassified  service. 
That  is  the  same  part  of  Article  2  that  was  previously  quoted, 
and  the  application  as  I  understand  it,  or  the  comparison,  is 
made  with  work  service,  from  page  36  on. 

Mr.  Bremerman:  Yes,  sir.  This  compares  rates  in  work 
service,  temporary  and  regular,  with  through  freight  rates. 

Mr.  Sheean:  The  request  of  Article  2  is  that  work  serv- 
ice will  be  paid  through  freight  rate,  according  to  the  class  of 
engine. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  Now,  the  detail  following  this  summary  which 
is  shoA\Ti  at  page  36 — 

Mr.  Bremerman :  Is  found  on  pages  38  and  39,  wreck  and 
work  train  service  is  mostly  in  the  columns  or  the  body  of  the 
sheet,  and  the  wrecking  and  temporary  will  be  found  on  the  foot- 
note at  the  bottom;  that  is,  in  general.  There  may  be  excep- 
tions in  some  cases. 

Mr.  Sheean :  I  note  here,  on  page  36,  is  the  comparison  as 
to  the  engineers,  and  37  as  to  the  firemen. 

Mr.  Bremerman:     Yes,  sir,  in  the  summaries. 

Mr.  Sheean:  In  the  summaries,  yes,  and  the  summary  as 
to  engineers  is  followed  by  the  summary  as  to  firemen  before 
you  take  up  the  detail  of  either  1 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  And  in  Western  territory,  what  is  the  situa- 
tion mth  reference  to  the  rates  applicable  to  work  service? 

Mr.  Bremerman :     As  to  engineers  ? 

Mr.  Sheean:     As  to  engineers,  yes. 

Mr.  Bremerman :  23  per  cent  receive  through  freight  rates, 
and  77  per  cent  special  rates,  defining  special  rates  as  we  did 
in  the  helper  and  pusher  service.  We  follow  that  with  some 
qualifying  statements  there  of  provisions  of  through  freight 
rates  applying. 
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Mr.  Sheean:     In  what  cases. 

Mr.  Bremerman:     In  cases  of  special  rates, 

Mr,  Sliooan :  Just  give  us  some  general  idea  of  what  those 
provisions  are,  or  how  they  vary  in  different  schedules? 

Mr,  Bremerman:  Well,  of  the  77  per  cent  that  are  paid 
special  rates,  12  per  cent  would  pay  as  through  freiglit  rates 
when  lOU  miles  or  more  per  day  is  made;  11  per  cent  when  not 
required  to  load  or  unload  train  in  hauling  service;  14  per  cent, 
mileage  made  before  and  after  working  hours  only;  2  per  cent 
when  assigned  and  worked  less  than  7  consecutive  days ;  12  per 
cent  when  regularly  assigned  road  men  are  used;  22  per  cent 
when  paid  through  freight  rate  when  revenue  cars  are  handled 
in  conjunction  with  work  trains;  10  per  cent  when  work  train  is 
run  over  an  entire  district,  and  so  on. 

Ml'.  Sheean :  Now,  is  there  also  sho^^^l  here  the  differential 
as  between  special  work  train  rates,  and  through  freight  rates 
which  obtain  in  Western  territory? 

Mr.  Bremerman:  In  the  fourth  sub-heading  on  page  36, 
which  is  engineers  in  the  Western  territory. 

Mr.  Sheean:  Give  us  a  general  idea  of  what  those  differ- 
entials are  in  Western  territory  at  the  present  time? 

Mr.  Bremerman.:  33  per  cent,  40  cents  less;  .7  per  cent, 
50  cents  less :  about  .2  per  cent,  80  cents  less,  and  through  freight 
rates,  are  applied  in  22  per  cent,  13  per  cent,  the  differential 
•  is  indefinite,  and  the  balance  may  be  said  to  lie  in  those  items 
of  minimum  and  maximum  less,  ranging  from  nothing  to  85 
and  90  cents,  and  a  dollar. 

Mr.  Sheean:  What  provision  do  you  find  in  the  AVestern 
schedules,  as  to  temporary  work  service? 

Mr.  Bremerman:  There  is  no  provision  in  the  schedule 
covering  temporary  work  train  service  on  74  per  cent  of  the 
mileage.  Temporary  work  train  service  paid  freight  rates, 
mileage,  to  and  from  work,  and  by  the  hour  at  work,  10  per  cent, 
when  in  work  train  service  one  day  only.  ^Hien  in  work  train 
service  two  days  or  less,  miles  and  hours,  .796.  When  in  work 
train  service  three  days  or  less,  miles  and  hours,  1.341.  When 
in  work  train  service  five  days  or  less,  miles  and  hours,  7.835. 
Three  and  a  half  percent  are  paid  work  train  rates,  miles  to  and 
from  work  and  by  the  hour  at  work. 
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Mr.  Sheean:  Now,  in  the  Eastern  territory,  what  do  yon 
find  generally  as  to  work  and  wrecking  service  ? 

Mr.  Bremernian:  Some  76  per  cent  pay  through  freight 
rates;  .844  per  cent,  10  cents  less  than  through  freight  rates; 
about  7  per  cent  15  cents  higher  than  through  freight  rates ;  8.7 
per  cent  25  cents  higher  per  day  in  certain  service;  otherwise 
through  freight  rates  apply;  4.8  per  cent,  25  cents  higher  per 
day  than  through  freight  rates,  2.5  per  cent,  no  rates  shown  for 
the  two  services. 

Mr.  Sheean :  In  the  Southeast  what  is  the  situation  gener- 
ally as  to  work  and  wrecking  service  in  com])arison  with  through 
freight? 

Mr.  Bremerman:  49  per  cent,  practically  50  per  cent,  15 
cents  less  than  through  freight;  V/^i  40  cents  less.  Through 
freight  rates  apply  absolutely  to  .939;  through  freight  rates 
apply  except  specified  runs  on  monthly  basis  to  3.7  per  cent. 
Then  there  are  some  items  given  of  the  reductions  between 
minimum  and  maximum  differential  less  than  through  freight. 
4  per  cent  are  not  comparable. 

Mr.  Sheean :     And  as  to  rates,  what  is  the  situation! 

Mr.  Bremerman :  As  to  overtime  rates,  52  per  cent  paid 
50  cents  per  hour,  24  per  cent  60  cents ;  a  higher  rate  for  Mallets, 
on  11/2  per  cent  of  that  24  per  cent;  21/2  per  cent  45  cents;  16 
per  cent  50  and  52i/^  cents  per  hour. 

Mr.  Sheean:  As  to  firemen,  Mr.  Bremerman,  what  is  the 
general  situation  territorially  there? 

Mr.  Burgess :  Counsel  do  not  hear  you,  Mr.  Bremerman. 
You  will  have  to  speak  louder. 

Mr.  Bremerman:     I  will  talk  to  you,  then. 

Mr.  Stone:  No,  talk  to  the  Board.  We  can  read  it  if  we 
cannot  hear  it. 

Mr.  Bremerman :  I  want  yon  to  hear  it.  I  thought  I  was 
talking  quite  loud. 

As  to  firemen  in  Western  territory,  24  per  cent  receive 
through  freight  rates  in  wreck  and  work  train  service.  Special 
rates  apply  on  74  per  cent  of  the  mileage.  We  show,  as  we  did 
in  the  case  of  the  engineers,  other  provisions  of  through  freight 
rates  applying,  where  special  rates  do  apply  under  certain  con- 
ditions. 

Mr.  Sheean:     In  a  general  way  what  spread  is  there  in  the 
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differential  and  the  rate  as  between  that  work  train  rate  and  the 
through  freight  rate  ? 

Mr.  Bremerman :     It  is  diflScult  to  state  in  a  short  wav. 

Mr.  Sheean :    Just  give  it — 

Mr.  Bremennan :  13  per  cent,  about  45  cents  less  than  the 
through  freight ;  1  or  2  per  cent  paid  17.25  less.  21  per  cent  paid 
through  freight  rates.  714  per  cent  the  difference  is  indefinite, 
and  the  balance  of  the  hundred  is  taken  up  in  the  manner  shown 
between  the  minimum  and  maximum  differential  less  than  the 
through  freight. 

Mr.  Sheean:  Now,  in  wreck  service,  in  a  general  way,  what 
is  the  situation  as  shown  in  the  West? 

Mr.  Bremeriuan:  52  per  cent  have  no  provisions  in  sche- 
dules specially  for  wrecking  service.  Of  the  balance,  13  per 
cent  pay  through  freight  rates  for  mileage  to  and  from  wreck, 
and  by  the  hour  for  work  at  wreck. 

Mr.  Sheean:  Do  you  find  in  any  of  the  Eastern  or  South- 
eastern schedules  provisions  whereby  there  is  to  be  payment  of 
the  miles  to  and  from  work  on  work  train  service,  or  to  and  from 
the  wreck  in  wrecking  service,  plus  the  hours  while  there? 

Mr.  Bremerman:  What  we  have  here  is  that  through 
freight  rates  apply. 

Mr.  Sheean:     Through  freight  rates  apply? 

Mr.  Bremerman:  I  would  not  want  to  say  as  to  that,  Mr. 
Sheean. 

Mr.  Sheean:  In  the  East,  generally,  as  to  firemen,  the 
situation  is  the  same  as  to  engineers  that  work  at  wrecking 
service;  they  take  the  same  rates  that  are  paid  on  through 
freight  service? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  in  the  Southeast,  is  there  any  special 
difference  as  to  the  spread  on  engineers  or  spread  of  firemen  that 
you  enumerated,  or  anything  particularly  that  you  wish  to  direct 
attention  to  in  that  connection? 

Mr.  Bremerman:  There  are  some  slight  differences,  but 
nothing  important  that  I  can  see  that  you  would  care  to  put  into 
the  record. 

Mr.  Sheean:  Now,  the  details  of  these  summaries  shown 
at  pages  36  and  37,  are  shown  in  the  same  manner  as  in  your 
other  exhibits  on  pages  38  to — ? 
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Mr.  Bremerman:    43. 

Mr.  Sheean:  And  the  detail  of  the  rates  applicable  in  work 
and  wreck  service  is  shown  at  page  40? 

Mr.  Bremerman:  Yes.  And  our  .comparison  was  made  as 
between  those  rates  and  similar  rates  shown  under  the  through 
freight  heading. 

Mr.  Sheean:    Yesf 

Mr.  Bremerman:  Our  differentials  were  arrived  at  in  that 
manner. 

Mr.  Sheean:  Now,  the  comparison  is  not  made,  is  it,  Mr. 
Bremerman,  at  this  point  as  to  whether  or  not  the  payment  of 
the  through  freight  rate  in  Eastern  territory  in  this  work  train 
service  brings  the  money  rates  thus  applicable  above  or  below 
the  actual  rates  paid  in  Western  territory? 

Mr.  Bremerman:     I  did  not  quite  get  your  question. 

Mr.  Sheean:  Strike  that  out.  Is  there,  in  connection  with 
this  part  of  the  exhibit,  any  detail  shown  by  which  you  can 
determine  whether  the  rate  applicable  in  the  East  is  higher  or 
lower  in  money  than  the  rate  applicable  in  the  West? 

Mr.  Bremerman :     At  present  ? 

Mr.  Sheean:    Yes. 

Mr.  Bremerman:  There  is  no  such  summary  for  the  work 
and  wreck  service. 

Mr.  Sheean:  That  is,  that  comparison  if  made  or  desired 
to  be  made,  will  appear  only  in  connection  with  the  comparison 
of  the  through  freight  rates  which  is  made  in  a  subsequent  part 
of  the  exhibit? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  So  that  whether  in  fa,ct  the  paying  in  work 
and  wreck  train  service  in  the  East  by  paying  the  through 
freight  rate  applicable,  was  paying  more  or  less  money  than 
the  payment  here  with  the  differential  in  the  West,  can  be  deter- 
mined only  by  comparison  with  the  through  freight  rates  when 
we  later  come  to  them  ? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  That  is  a  differential.  It  is  conceivable  that 
a  differential  of  17  cents  less  than  the  through  freight  rate  in 
one  territory  might  be  more  in  actual  money  than  paying  the 
full  freight  rate  in  another  territory? 

Mr.  Bremerman:    It  might  be,  yes,  sir. 
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Mr,  Sheean:     That  detail  was  not  carried  out  here  t 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  Now,  is  that  all  in  connection  with  this  part 
of  the  exhibit  to  which  you  wish  to  direct  attention? 

Mr.  Bremerman:     That  is  all  I  have. 

Mr.  Nagel:  It  is  true,  is  it  not,  that  upon  one  or  more  of 
the  roads  in  the  Wevstern  territory  there  are  now  in  force  some 
or  all  of  the  demands  mentioned  in  Articles  1  and  2? 

Mr.  Bremerman:     Yes. 

Mr.  Nagel:  Is  there  anv  road  in  the  Western  territory  that 
now  has  in  force  all  of  the  demands  of  Articles  1  and  2? 

Mr.  Bremerman:     Well,  I  would  not  be  able  to  say  offhand. 

Mr.  Nagel:     Substantially? 

Mr.  Bremerman:  I  would  say  yes,  you  would  find  one  or 
two,  as  I  recollect  them. 

Mr.  Nagel:  Are  there  any  roads  that  haye  in  force  all  the 
demands  of  Articles  1  and  2  in  the  Southeastern  territory? 

Mr.  Bremerman:     No. 

Mr.  Nagel:     In  the  Eastern? 

Mr.  Bremerman:     Yes. 

Mr.  Nagel:     More  than  one  road? 

Mr.  Bremerman :     In  the  East? 

Mr.  Nagel:     Yes. 

Mr.  Bremerman:  Well,  as  to  the  basis  of  day's  work,  I 
would  say  yes. 

Mr.  Nagel :  Of  course,  I  am  trying  to  get  at  the  substan- 
tial result,  having  in  mind  the  result  to  the  engineers  and  fire- 
men. 

Mr.  Bremerman :  Well,  Avlien  you  speak,  Mr.  Nagel,  of  1 
and  2,  as  I  recollect  them  here,  they  include  overtime  basis. 

Mr.  Nagel:    Yes. 

Mr.  Bremerman:  And  that  we  have  really  not  reached 
yet,  and  I  could  hardly  say  yes  to  your  question,  including  all 
that,  but  as  to  the  basis  of  the  day. 

Mr.  Nagel :  As  to  the  part  that  has  so  far  been  considered, 
there  are  roads? 

Mr.  Bremerman :    Yes. 

Mr.  Nagel :     That  have  them  all  in  force  ? 

Mr.  Bremerman:    In  the  East. 
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Mr.  Slieean:  That  is,  you  have  treated  yet,  of  Article  2, 
only  the  pusher  and  helper  and  the  work  and  wreck  service? 

Mr.  Bremerman:     On  the  basis  of  a  day,  also. 

Mr.  Sheean:  On  the  basis  of  a  day.  But  I  mean  in  this 
part  of  Article  2  you  have  not  taken  over  the  other  parts  of 
Article  2  as  yet  for  comparison. 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  Now,  the  next  part  of  your  exhibit  starts 
where  ? 

Mr.  Bremerman:     Page  43  is  the  summary. 

Mr.  Sheean :     And  that  goes  back  again  to  Article  1  ? 

Mr.  Bremerman:  Yes,  and  Article  2,  also.  I  see  that  is 
not  there. 

Mr.  Sheean:  But  the  comparison  is  here  made  of  what 
particular  features  of  Articles  1  and  2? 

Mr.  Bremerman :  Other  unclassified  service,  referring  spe- 
cifically to  circus  train  service,  and  as  the  basis  of  day's  work 
and  compensation  are  bound  up  together,  we  considered  both 
together  here. 

Mr.  Sheean:  Now,  that  is  covered  in  the  schedules  of  some 
roads  specifically  1? 

Mr.  Bremerman :  All  except  practically  43  per  cent  of  the 
engineers'  schedules  in  the  West. 

Mr.  Sheean:  And  under  this  proposal  of  all  other  unclas- 
sified service,  taking  a  through  freight  rate,  just  what  is  shown 
in  the  Western  territory  to  be  the  situation  at  the  present  time? 

Mr.  Bremerman :  Well,  the  difference  comes  largely  on  the 
basis  on  which  through  freight  rates  are  paid.  For  instance, 
2  per  cent  pay  through  freight  rates,  with  200  miles  for  each 
move,  and  no  overtime.  9  per  cent  pay  through  freight  rates 
for  15  hours,  or  150  miles  for  each  move,  including  loading  and 
unloading  circus.  10  per  cent  pay  freight  rates  actual  time  or 
miles,  with  a  minimum  of  100  miles  for  each  move.  21  per  cent 
pay  through  freight  rates  for  16  hours,  or  160  miles  if  stopped 
to  exhibit;  including  loading  and  unloading  circus.  4  per  cent 
pay  local  freight  rates,  minimum  4  hours  switching;  overtime  at 
terminal  delay  rates  after  4  hours  switching.  5  per  cent  pay 
freight  and  overtime  rates  per  hour  all  time  on  duty  laying  at 
points  where  no  switch  engine  on  duty.  Minimum  16  in  24, 
hours.  » 
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Mr.  Sheean:  "Well,  now,  the  comparison  on  this  part  of 
this  Article  2  of  the  request  is  carried  out  in  the  same  way 
as  your  other  exhibits,  is  it,  Mr.  Bremerman"? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean :  And  following  the  sunmiary  at  page  43,  you 
show  the  details  by  roads  and,  by  reference  to  the  scliedules  of 
the  different  roads,  where  the  different  rules  appear? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  Is  there  any  special  comment  upon  that,  be- 
yond the  statement  of  the  summary  as  shown  at  page  43? 

Mr.  Bremerman :  No,  sir,  except  that  the  East  and  South- 
east are  covered  at  page  46,  showing  the  rules  themselves  rather 
than  in  column  form. 

Mr.  Sheean:  As  to  the  West,  you  have  attempted  to  clas- 
sify them  by  columns? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  And  in  the  East  and  Southeast  the  sum- 
maries furnished  there  simply  show  the  roads  and  schedule 
provisions  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  we  come  to  page  47,  Mr.  Bremerman, 
wliich  refers  to  the  part  of  Article  1  reading,  "All  overtime  will 
be  computed  on  the  minute  basis."  Will  you  just  give  us  the 
comparison  that  is  there  made? 

Mr.  Bremerman :  For  the  Western  territory  it  shows  that 
42  per  cent  of  the  mileage  paid  overtime  on  what  is  known  as  the 
minute  basis;  and  practically  13  per  cent  would  pay  on  what 
might  be  grouped  as  the  15  minute  basis ;  probably  45  per  cent 
or  more  paid  on  wliat  might  be  called  the  30  minute  basis. 

Mr.  Sheean :  I  wish  you  would  just  explain  what  is  meant 
by  these  different  bases,  the  15  minute  basis  and  30  minute  basis, 
— and  if  there  is  any  disagreement  about  his  definition  of  it,  I 
wish  you  gentlemen  would  clear  it  up  right  here. 

Mr.  Bremerman :  It  is  just  a  short  way  of  expressing  the 
several  ways  that  are  shown  here.  Here  is  ''Less  than  15  min- 
utes not  counted."  Others  pay  in  periods  of  15  minutes;  some 
do  not  pay  less  than  15  minutes,  but  count  15  minutes  as  a  half 
an  hour,  and  so  forth.  Other  roads  pay  the  time  to  the  nearest 
quarter  hour. 

The  Chairman :    What  do  you  mean  when  you  say  pay  on 
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the  20  minute  basis ;  that  is,  any  service  rendered  is  to  be  paid 
for  on  that  basis,  even  though  the  time  consumed  does  not  aggre- 
gate 20  minutes? 

Mr.  Bremerman :  Perhaps  I  gave  too  broad  a  definition  of 
it.  It  varies  somewhat,  Mr.  Chairman.  For  instance,  under  30 
minutes  on  some  roads  you  will  find  that  30  minutes  or  less  shall 
not  be  counted ;  others  say  that  30  minutes  or  over  will  count  one 
hour. 

The  Chairman:  In  that  instance,  then,  they  pay  on  a  30 
minute  basis,  do  they  not? 

Mr.  Bremerman:  Yes.  There  is  a  variation  of  a  minute 
or  so  there.  It  is  just  a  short  way  of  expressing  it,  but  there  are 
some  variations. 

Mr.  Sheean :  I  note  that  it  shows  here  that  ' '  less  than  30 
minutes  not  counted ;  30  minutes  or  over  counted  one  hour ;  after 
first  hour  actual  minutes."  For  the  purpose  of  convenience  or 
for  some  other  reason  they  have  agreed  on  certain  bases,  and 
below  a  certain  amount  they  disregard  the  time,  and  if  it  reaches 
a  certain  amount,  in  some  cases,  they  get  more  than  the  actual 
amount.    That  is  largely  for  the  purposes  of  easy  computation? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  The  15  minute  basis  might  be,  say,  that  it  was 
to  be  this :  less  than  15  minutes  not  counted,  but  16  minutes  or 
over  counted  a  half  hour? 

Mr.  Bremerman:  Yes,  or  you  might  state  it  in  another 
way ;  that  it  would  be  computed  to  the  nearest  15  minutes.  The 
effect  would  be  practically  the  same. 

Mr.  Sheean :  Now,  in  the  West,  what  is  the  situation  as  to 
firemen ;  substantially  the  same  in  regard  to  these  variations  ? 

Mr.  Bremerman :  Substantially  the  same  as  the  engineers, 
yes. 

Mr.  Sheean:  For  instance,  I  note  here,  "Computed  near- 
est quarter  hour;  5  minutes  pays  nothing;  10  minutes  pays  15 
minutes ;  15  minutes  pays  15  minutes ;  20  minutes  pays  15  min- 
utes, etc."    That  covers  6.534  per  cent  of  the  mileage. 

The  Chairman :  What  do  you  mean  by  20  minutes  paying 
15  minutes  ? 

Mr.  Sheean :  It  is  computed  to  the  nearest  quarter  hour  in 
each  case;  20  minutes  would  pay  15  minutes  because  it  was 
nearer  the  15  minute  quarter. 
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The  Chairman:     Yes. 

Mr.  Sheean:  I  note  that  that  6.53  per  cent  of  the  total 
mileage,  that  same  provision  appears  in  the  engineers'  schedule, 
and  the  same  percentage  of  mileage  appears  in  the  firemen's 
schedule. 

Mr.  Bremerman:     That  means  it  is  the  same  rule. 

Mr.  Sheean:  The  same  rule  on  the  same  roads;  and  those 
particular  roads  can  be  ascertained  here  by  reference  to  the 
details  in  the  same  way  as  you  have  explained  with  the  other 
parts  of  your  exhibit? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  what  is  the  situation  in  the  East  as  to 
the  method  of  comi)uting  overtime? 

Mr.  Bremerman:  Well,  as  to  both  it  varies  somewhat.  I 
think  it  can  be  said  in  a  general  way  that  they  pay  on  the  minute 
basis,  except  w^here  the  30  minute  or  other  basis  has  been  pre- 
ferred and  held. 

Mr.  Sheean:  In  about  what  percentage  is  the  30  minute 
basis  applied? 

Mr.  Bremerman:  In  through  passenger  service  it  is  about 
11  per  .cent,  30  minute  basis;  the  same  in  the  local;  and  about 
10  per  cent  in  through  and  local  freight  service.  Other  road 
service  about  10  per  cent. 

Mr.  Sheean:  That  is  substantially  the  same  as  to  the  fire- 
men in  Eastern  territory  ? 

Mr.  Bremerman:     Substantially  so,  yes,  sir. 

Mr.  Sheean:  Now,  as  to  the  Southeast,  about  what  is  the 
situation  there? 

Mr.  Bremerman:  Well,  in  the  different  services  you  find 
more  of  the  30  minute  bases.  For  instance,  practically  89  per 
cent  in  passenger  service  on  the  30  minute  basis. 

Mr.  Sheean:     Not  89,  but  83  per  cent,  isn't  it? 

Mr.  Bremerman:  The  two  there,  Mr.  Sheean;  one  is  the 
30  minute  basis  and  the  other  ])ays  over  31  minutes.  I  have  just 
bunched  them  together  to  state  them  shortly. 

Through  freight  service,  minute  basis,  33  per  cent,  about; 
and  the  balance  on  the  30  minute  basis. 

Local  freight  about  the  same. 

Work  train  service,  10  per  cent  on  a  minute  basis;  balance^ 
30  minutes. 
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Mr.  Sheean:  And  as  to  iiiemen  iu  the  Southeast,  is  the 
grouping  the  same  in  eacli  in  a  general  way  ? 

Mr.  Bremerman:  It  would  be  except  for  the  complication 
that  38  per  cent  have  no  schedules,  and  it  destroys  the  com- 
parison a  little  bit. 

Mr.  Sheean:  The  various  methods  or  modes  of  computa- 
tion, whether  5  minutes,  10  minutes,  15  minutes,  or  half  an  hour, 
are  shown  here  in  the  summary,  and  the  detail  of  it  can  be  ob- 
tained on  subsequent  sheets? 

Mr.  Bremerman:  Yes,  I  would  say  that  ordinarily  the  fire- 
men's method  follows  the  engineers  where  they  both  have  sche- 
dules on  a  road. 

The  Chairman:     We  will  take  a  recess  until  2:30. 

(Whereupon,  at  12:30  o'clock  P.  M.,  a  recess  was  taken 
until  2:30  o'clock  P.M.) 

Aftp:k  Recess. 

DAN  H.  BREMERMAN  was  recalled  for  further  examina- 
tion and  having  been  previously  sworn,  testified  as  follows : 

Mr.  Sheean:  Mr.  Bremerman,  you  called  my  attention  to 
some  typographical  error  in  one  of  the  rates  set  out  in  this 
exhibit. 

Mr.  Bremerman :  On  page  30,  in  Column  4,  the  first  item, 
three  engines  at  the  rate  of  3.40,  should  be  4.40. 

Mr.  Sheean:  That  is  opposite  the  Atchison,  Topeka  & 
Santa  Fe! 

Mr.  Bremerman:  Yes,  sir.  It  also  shows  two  other  en- 
gines at  4.40.  It  appears  correctly  in  the  summary  on  page  26 
in  column  4. 

Mr.  Sheean:  We  had  gotten  to  page  48, 1  think,  Mr.  Brem- 
erman, in  which  the  provision  of  Article  1,  reading:  ^^ Overtime 
in  passenger  service  will  be  computed  and  paid  for  on  a  basis  of 
twenty  miles  per  hour,  at  rate  for  each  class  of  engine  used." 

Will  you  give  us,  please,  the  situation  in  the  territories  as 
to  the  basis  of  computation  of  overtime  in  passenger  service? 

Mr.  Bremerman:  For  engineers  in  Western  territory,  51 
per  cent  computed  and  paid  on  basis  of  ten  miles  per  hour. 

3  per  cent  computed  and  paid  on  basis  of  11 1/9  miles  per 
hour. 
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.7  per  cent  computed  and  paid  on  basis  of  121/2; 

.7  per  cent  on  basis  of  15  miles  per  hour ; 

.8  per  cent  on  basis  of  15  miles  per  hour,  and  paid  on  basis 
of  10  miles  per  liour. 

.2  per  cent  computed  on  basis  of  18  miles  per  hour  and  paid 
on  basis  of  10  miles  per  hour. 

2.3  per  cent  computed  on  basis  of  20  miles  per  hour. 

11.3  per  cent  computed  on  ))asis  of  20  miles  per  hour,  and 
paid  at  10  miles  per  hour. 

.7  per  cent  computed  at  20  miles  per  hour  and  paid  I214,. 
miles  per  hour. 

.9  per  cent  computed  20  miles  per  hour  and  paid  flat  rate. 

.6  per  cent  computed  22  miles  per  hour  and  paid  flat  rate. 

4.7  per  cent  computed  on  schedule  of  train,  and  })aid  on  basis 
of  10  miles  per  hour. 

11  per  cent  computed  on  schedule  of  train,  and  paid  on 
basis  of  1214  miles  per  hour. 

4.7  per  cent  computed  on  schedule  of  train  and  paid  flat  rate. 

Delays  over  two  hours  at  any  point  paid  flat  rate,  6Y2  per 
cent. 

Mr.  Sheean:  What  is  the  situation  as  to  firemen  in  the 
Western  territory?  Is  there  any  substantial  difference  between 
engineers  and  firemen? 

Mr.  Bremerman:  There  are  variations,  but  substantially 
they  are  the  same. 

Mr.  Sheean :  Now,  there  is  shown  under  the  head  of  Engi- 
neers Computed  and  Paid  on  Basis  of  20  miles  per  hour,  2.39 
per  cent,  which  basis  is  the  basis  of  the  request. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  What  road  or  roads  comi)utes  and  pays  in 
passenger  service  in  that  manner  in  the  Western  territory  to 
engineers  ? 

Mr.  Bremerman:  That  will  be  found  on  page  49,  column 
4,  the  Kansas  City  Southern  main  line  and  the  Wabash  Railroad. 

Mr.  Sheean:  The  note  as  to  the  Wabash  Railroad  shows 
what? 

Mr.  Bremerman:  Is  on  *' Branch  and  Specified  Runs,  not 
paid  on  a  mileage  basis ;  overtime  will  be  allowed  pro  rata  after 
10  hours." 

Mr.  Sheean:     Now,  in  Eastern  territory  do  you  find  any 


3071 

road  or  roads  which  computes  and  pays  overtime  in  passenger 
service  on  the  basis  of  20  miles  per  hour? 

Mr.  Bromerman:  For  engineers  in  the  Eastern  territory, 
the  computation  or  speed  basis  is  20  miles  per  hour  in  96  per 
cent  of  the  mileage. 

Mr.  Sheean :  But,  in  that  96  per  cent  of  the  mileage,  how 
many  pay,  under  their  schedule,  upon  the  basis  of  20  miles  per 
hour? 

Mr.  Bremerman:  The  rate  is  a  flat  one  of  50  cents  per 
hour  for  92.60  per  cent,  and  50  cents  per  hour,  except  branch 
runs  42,50,  on  practically  5  per  cent.  Pro  rata  (which  is  prac- 
tically 20  miles  per  hour)  is  one  per  cent,  and  that  is  in  through 
passenger  service. 

Mr.  Sheean:  On  what  road  or  roads  in  the  Eastern  ter- 
ritory, is  the  payment  of  overtime  pro  rata  on  the  basis  of  20 
miles  per  hour? 

Mr.  Bremerman :  On  page  8,  for  engineers  in  through  pas- 
senger service  (which  page  combines  bases  of  day  and  over- 
time), it  is  the  Rutland  shown  in  the  note  under  the  heading 
**  Engineers. " 

Mr.  Sheean :  And  the  Rutland  Railroad  in  mileage  is  1.003 
per  cent  of  the  mileage  of  Eastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  I  wish  you  would  explain,  Mr.  Bremer- 
man, what  is  meant  by  the  computation  on  the  basis  of  20  miles 
per  hour  and  paid  on  a  basis  of  10  miles  per  hour? 

Mr.  Bremerman:  The  computation  as  here  used  is  the 
speed  basis ;  that  is,  in  running  100  miles,  say  at  a  speed  basis 
of  20  miles  per  hour,  overtime  would  commence  after  5  hours. 
The  rate,  or  how  it  is  paid,  is  different.  It  is  paid  in  the  case 
of  the  Rutland  at  20  miles  per  hour.  For  every  hour  overtime 
accrues,  20  miles  are  allowed,  or  the  equivalent  of  20  miles.  It 
is  one  method  of  explaining  the  value  of  an  hour 's  work  in  miles 
to  say  that  overtime  is  allowed  at  the  rate  of  20  miles  per  hour. 

Mr.  Sheean :  Now,  in  the  computation  on  one  basis  and  pay- 
ment on  another,  I  wish  you  would,  if  you  please,  explain  just 
how  that  is  done.  Take  that  one  example  shown  on  Western 
territory,  computed  on  the  basis  of  20  miles  per  hour  and  paid 
on  the  basis  of  10  miles  per  hour. 

Mr.  Bremerman :     On  a  100-mile  run  made  in  6  hours,  over- 
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time  would  accrue  after  5  hours.  In  other  words,  one  hour's 
overtime,  for  which  the  equivalent  of  10  miles  in  pay  would  be 
allowed.  It  is  computed  on  the  basis  of  20  miles  per  hour,  but 
paid  for  at  10  miles  per  hour. 

Mr.  Sheean:  Now,  the  variations  as  to  method  of  compu- 
tation and  method  of  payment  in  the  Western  territory,  both  as 
to  engineers  and  firemen,  are  shown  in  the  first  column  on  page 
48.    That  is  correct,  is  it? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  the  middle  column  shows  what  varia- 
tions there  are  in  the  Eastern  territory  as  to  engineers  and 
firemen  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  in  the  Eastern  territory,  as  to  engi- 
neers, 92.67  of  all  overtime  that  accrues  is  paid  for  at  the  rate  of 
50  cents  per  hour? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  In  firemen,  95.34  per  cent  of  the  overtime 
that  accrues  in  passenger  service  is  paid  for  at  the  rate  of  3Q 
cents  per  hour? 

Mr.  Bremerman :    In  local  passenger  service. 

Mr.  Sheean:    In  local  passenger  service? 

Mr.  Bremerman:     The  through  is  95.34. 

Mr.  Sheean :  In  which,  also,  whether  in  freight  or  passen- 
ger service,  the  overtime  that  accrues  is  at  a  flat  rate  of  30 
cents  per  hour? 

Mr.  Bremerman:     This  covers  passenger  only. 

Mr.  Sheean:    Did  I  say  freight? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Well,  I  meant  to  say  in  passenger  service, 
whether  main  or  branch,  over  95  per  cent  of  the  overtime  that 
accrues  is  paid  at  the  flat  rate  of  30  cents  per  hour? 

Mr.  Bremerman:     That  is  95  per  cent  of  the  mileage. 

Mr.  Sheean :  Yes,  95  per  cent  of  the  mileage.  Now,  what 
is  the  situation  in  the  Southeastern  territory  as  to  the  computa- 
tion and  payment  of  overtime  in  passenger  service? 

Mr.  Bremerman:  As  to  engineers,  72  per  cent  compute  on 
the  basis  of  20  miles  per  hour; 

8  per  cent,  25  miles  per  hour; 
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and  20  per  cent  is  based  on  the  schedule  of  the  train,  with 
qualifications  for  each. 

Mr.  Sheean:  What  do  you  find  as  to  the  rates  of  payment 
when  overtime  is  thus  computed,  in  the  Southeast? 

Mr.  Bremerman:  46  per  cent  pays  60  cents  per  hour;  with 
an  exception; 

48  per  cent  pays  65  cents  per  hour ;  and 

.3  of  one  per  cent  pays  70  cents  per  hour; 

5.8  per  cent  pays  75  cents  per  hour. 

Mr.  Sheean:  What,  if  any,  exceptions  are  sliown  as  tp  the 
rates  on  branch  lines  in  the  computation  of  overtime? 

Mr.  Bremerman:  Of  those  that  compute  on  the  basis  of  20 
miles  per  hour,  7  per  cent  have  another  provision  in  certain  ter- 
ritory taking  care  of  overtime  after  the  schedule  of  train. 

3  per  cent  pay  through  runs  on  20  miles  per  hour,  and  branch 
runs  after  12  miles  per  hour. 

17  per  cent,  branch  runs  after  specified  time  is  exceeded. 

Of  the  roads  computing  on  25  miles  per  hour,  2  per  cent 
except  branch  line  service  after  12.  hours; 

6  per  cent  except  specified  runs. 

Of  those  that  relate  the  overtime  computation  to  the  sche- 
dule of  the  train,  4  per  cent  except  on  specified  runs; 

15  per  cent  except  extra  passenger  trains,  20  miles  per  hour; 

.4  of  one  per  cent  pay  after  6  hours  except  specified  runs. 

Mr.  Sheean:  Now,  as  to  the  firemen  in  the  Southeast,  what 
is  the  situation  as  to  the  computation  of  overtime,  and  also  as 
to  the  rates  whi,ch  apply  to  overtime  in  passenger  service? 

Mr.  Bremerman:  37  per  cent  compute  on  the  basis  of  20 
miles  per  hour. 

6  per  cent  on  the  basis  of  25  miles  per  hour. 

19  per  cent  relate  the  overtime  to  the  schedule  of  the  train; 
and  38  per  cent  we  have  no  schedules  available  for. 

Mr.  Sheean:  And  the  rates  which  are  made  applicable  to 
the  overtime  thus  ascertained  are  what? 

Mr.  Bremerman :     The  rates  vary  from  30  to  40  cents ; 

8  per  cent,  30  cents; 

1%  per  cent,  32  cents  per  hour; 

7.2  per  cent,  33  cents  per  hour; 

6.2  per  cent,  34  cents  per  hour ; 

23.5  per  cent,  35  cents  per  hour; 
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15.1  per  cent,  36  cents  per  hour; 

A  of  one  per  cent,  40  cents  per  hour,  and 

38  per  cent  for  which  we  have  no  schedules. 

Mr.  Sheean:  Before  passing  from  this  summary,  Mr. 
Bremerman,  will  you  also  explain  just  what  is  meant  by  the 
computation  and  payment  of  overtime,  pro  rata? 

Mr.  Bremerman:  The  payment  of  overtime  pro  rata  is  its 
payment  on  the  same  basis  at  which  it  is  computed  ordinarily. 
That  is,  when  overtime  accrues,  say  after  five  hours,  the  over- 
time rate,  pro  rata,  would  be  one-fiftli  of  the  daily  rate. 

Mr.  Sheean:  And  that  carried  out  to  various  fractions  of 
the  hour,  dependent  upon  these  other  provisions  to  which  you 
have  referred  as  to  computing  certain  fractions  of  an  hour? 

Mr.  Bremerman:     In  connection  with  the  minute  basis? 

Mr.  Sheean:     Yes. 

Mr.  Bremerman:  But  as  a  thirtv  minutes,  or  a  fifteen  min- 
utes,  or  a  minute  basis. 

Mr.  Sheean:  The  detail  of  what  is  shown  on  the  summary 
at  page  48,  appears  on  what  following  pages? 

Mr.  Bremeiman :  For  the  West  it  appears  on  pages  49,  50, 
51  and  52 ;  but  for  the  East  and  Southeast,  reference  is  made  on 
the  bottom  of  page  48,  to  pages  8  to  11. 

Mr.  Sheean:  I  think  you  explained  this  morning  that  on 
pages  8  to  11,  the  information  furnished  as  to  the  East  and  South- 
east, combined  both  the  basis  of  the  day's  work  and  the  overtime. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  So  that,  under  the  heading  of  ''Basis  of 
Day's  Work  and  Overtime,"  the  information  as  to  overtime  in 
the  East  and  South  is  also  shown  as  pages  8  to  11? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  Turning  now  to  page  53,  the  part  of  Article 
1  which  applies  to  overtime  in  through  and  local  freight  service, 
will  you  explain,  if  you  please,  just  what  the  situation  is  in  the 
various  territories  as  to  the  present  basis  of  computing  any  pay- 
ing overtime  in  through  and  local  freight? 

Mr.  Bremerman:  The  engineers  in  Western  territory,  84 
per  cent  of  the  mileage  computed  and  paid  on  the  basis  of  10 
miles  per  hour. 

1.7  paid  for  time  delayed  1  hour  beyond  schedules  in  excess 
of  10  hours,  at  pro  rata  rates. 
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1.7,  time  in  excess  of  schedule  plus  29  minutes,  paid  rate  of 
55  cents  joer  hour,  all  engines  except  Mallet,  60  cents. 

3  per  cent  computed  and  paid  on  basis  of  11  1/9  miles  per 
hour. 

1.8,  dividing  the  road,  the  D.  &  R.  G.,  that  is,  between  Utah 
and  Colorado  lines.  In  Utah  the  basis  is  12  miles  per  hour;  in 
Colorado  30  minutes  in  excess  of  schedule  51  cents  per  hour. 

.7  per  cent  computed  and  paid  on  basis  of  12i/^  miles  per 
hour. 

5  per  cent  in  local  service  computed  on  basis  of  10  miles  per 
hour,  paid  55  cents  per  hour. 

Through  freight  on  basis  of  12i/o  miles  per  hour,  paid  50 
cents  per  hour. 

Mr.  Sheean:  As  to  the  firemen,  is  there  a  somewhat  simi- 
lar situation  as  to  the  roads  on  which  overtime  in  through  and 
local  freight  is  computed  and  paid  ? 

Mr.  Bremerman :  There  are  some  variations  but,  generally 
speaking,  they  follow  along  about  the  same. 

Mr.  Sheean :  In  the  Eastern  territory,  as  to  both  engineers 
and  firemen,  in  through  freight,  99.9  per  cent  apparently  are  both 
computed  and  paid  for  on  the  basis  of  10  miles  per  hour? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  As  to  local  freight,  95  per  cent  of  the  engi-. 
neers  and  over  99,9  per  cent  of  the  firemen  are  both  computed 
and  paid  on  the  basis  of  10  miles  per  hour  in  Eastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Do  you  find  for  through  and  local  freight 
service  any  schedule  in  any  part  of  the  country  in  which  the 
overtime  is  computed  and  paid  for  in  the  manner  embodied  in 
this  part  of  Article  1  of  the  request? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  What  is  the  situation  in  the  Southeastern 
territory  as  to  the  computation  and  payment  of  overtime  in 
through  and  local  freight  service? 

Mr.  Bremerman:  As  to  engineers  in  through  freight,  42 
per  cent  11  miles  per  hour ;  4  per  cent  pay  after  8  hours ;  51  per 
cent  121/2  miles  per  hour ;  2  per  cent  15  miles  per  hour. 

The  rate  varies  from  48  to  70  cents  per  hour.  In  local 
freight,  computation  at  10  miles  per  hour  prevails  on  85  per 
cent  of  the  mileage ;  11  miles  per  hour  on  7.7 ;  after  9  hours  on 
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A  per  cent;  12  miles  per  hour,  2  per  cent;  after  12  hours  .7  per 
cent,  and  arbitrary  overtime  limits,  3.7  per  cent,  running  from 
55  to  70  cents  per  hour. 

As  to  firemen  in  Southeastern  territory,  41 .8  per  cent  com- 
puted 11  miles  per  hour;  20  per  cent  12i/^>  miles  per  hour. 

As  to  rates,  7  per  cent  i3ay  pro  rata.  The  rest  pay  from 
30  to  40  cents  ])er  hour,  taking-  into  consideration,  of  course,  the 
38  per  cent  of  the  mileage  for  wliich  we  have  no  schedules. 

Mr,  Sheean :     In  local  freight  in  the  Southeast. 

Mr.  Bremerman:  50  per  cent  compute  at  10  miles  per 
liour;  7.8,  11  miles  per  hour;  4  ])er  cent  based  on  scheduled  time. 

The  rates  7  per  cent  pro  rata,  and  varying  from  30  to  39  and 
42  cents,  for  the  balance  of  tlie  percentage,  except  the  38  for 
which  wo  have  no  schedules. 

Mr.  Sheean :  The  detail  as  to  the  various  methods  of  com- 
puting and  paying  for  overtime  in  through  and  local  freight, 
which  is  summarized  at  page  53,  is  shown  on  what  pages? 

Mr.  Bremerman :  For  Western  engineers,  page  54 ;  West- 
ern firemen,  page  55;  and  the  overtime  rates  and  computation 
on  pages  15  to  18,  both  inclusive. 

Mr.  Sheean:     As  to  the  East  and  Southeast? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  On  pages  56  and  57,  showing  the  detail  of 
engineers  and  firemen  in  Western  territory,  there  is  carried  out 
the  number  of  minutes  disregarded,  and  where  payment  is  made 
at  certain  fractions  of  the  hour,  a  certain  number  of  minutes? 

Mr.  Bremerman:  It  relates  to  the  minute  basis  for  over- 
time in  the  proposal.    That  is,  the  detail. 

Mr.  Sheean :  And  that  detail  is  the  same  as  is  summarized 
on  the  preceding  pages? 

Mr.  Bremerman :  We  discussed  that  sununary  before  the 
recess. 

Mr.  Sheean:  Now,  as  to  rates  of  pay,  Mr.  Bremerman,  is 
that  the  next  part  of  the  exhibit? 

Mr.  Bremerman:     Page  58. 

Mr.  Sheean:    Yes. 

Mr.  Bremerman:  Pages  58,  59,  60,  61,  62  and  63  purport 
to  give  the  basis  of  present  schedule  rates  of  pay  of  engineers 
and  firemen  in  passenger,  freight  and  switching  service.  That 
is,  it  is  the  basis  of  pay  appearing  in  the  various  schedules  in 
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the  Western  territory,  as  indicated  by  the  headings,  **  Weight 
on  Drivers,"  *^Toal  Weight  of  Engine,"  ''Size  of  Cylinders," 
"Tractive  Power,"  "Local  Classification,"  and  the  total. 

Mr.  Sheean:  Now,  will  you  explain,  if  you  please,  just 
what  you  mean  by  the  designation,  "Local  Classification,"  car- 
ried at  the  top  of  the  next  to  the  last  column? 

Mr.  Bremerman :  It  is  covered  by  the  footnote,  and  means 
all  classes  where  rates  are  paid  according  to  name,  type  or  num- 
ber designation  of  engines,  without  uniform  reference  to  Weight, 
Size  of  Cylinders,  Tractive  Power,  etc.  It  was  prepared  from 
infoiTnation  furnished  by  the  roads. 

Mr.  Sheean:  Now,  under  the  first  column  "Weight  on 
Drivers, ' '  you  show  the  total  number  of  engines  on  which  a  rate 
is  taken  because  of  weight  on  drivers. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  And  the  j)ercentage  shown  in  the  second  col- 
umn, indicates  for  each  road  what  percentage  of  the  engines  for 
that  road  takes  a  rate  because  of  weights  on  drivers. 

Mr.  Bremerman:  Because  the  total,  14.8  per  cent,  shows 
for  all  engines  in  the  territory  in  passenger  service. 

Mr.  Sheean:  Well,  noAv,  as  to  each  road,  where  they  carry 
out  in  the  second  column  headed  "Per  Cent,"  what  does  that 
show,  Mr.  Bremerman,  or  what  is  that  designed  to  show?  Take, 
for  instance,  the  El  Paso  &  Southwestern,  shown  in  column  1, 
' '  Number  of  En.gines,  30. ' '    Column  2,  ' '  Per  Cent,  100. ' ' 

Mr.  Bremerman:  Every  one  of  the  El  Paso  &  Southwestern 
engines  carries  a  rate  for  engineers  in  that  service  that  is  based 
'on  weights  on  drivers. 

Mr.  Sheean:  And,  then,  coming  down  to  the  Southern 
Pacific  Company — Pacific  System,  "Number  of  Engines,  181." 
Second  column,  "Per  Cent,  35.9."  Just  what  do  those  two  col- 
umns mean? 

Mr.  Bremerman :  Thirty-five  and  nine-tenths  per  cent  of  the 
passenger  engines  on  the  Southern  Pacific  have  rates  for  engines 
based  on  weight  on  drivers  of  the  engines. 

Mr.  Sheean:  Then,  of  the  remaining  i")assenger  engines  of 
the  Southern  Pacific  System,  if  you  will  just  run  through  as  to 
the  Southern  Pacific,  so  as  to  illustrate  the  manner  in  which 
this  table  is  prepared? 

.   Mr.   Bremerman:     Sixty-four   per   cent    of   the   passenger 
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engines  is  shown  in  column  6  to  have  rates  for  engineers  based 
on  size  of  cylinders,  making  the  total  of  504  engines,  or  100 
per  cent  for  that  road. 

Mr.  Sheean:  Now,  on  total  weight  of  engines,  Mr.  Bremer- 
man,  the  second  column  here  in  the  engineers'  schedule  of  pay, 
that  column  appears  to  be  entirely  blank  in  passenger  service. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  But  you  have  used  the  uniform  form  through- 
out the  different  classes  of  service. 

Mr.  Bremerman:     Yes,  sir,  we  have,  right  through. 

Mr.  Sheean:  In  rates  of  pay  based  upon  size  of  cylinders, 
shown  in  the  third  column,  what  is  the  situation  in  the  "West- 
ern territory  as  to  passenger  engines? 

Mr.  Bremerman:  Taking  the  territory  as  a  whole,  59  per 
cent  of  the  passenger  engines  carry  rates  for  engineers  based 
on  the  size  of  .cylinders. 

Mr.  Sheean:  And  what  per  cent  based  upon  local  classifi- 
cation? 

Mr.  Bremerman:  Twenty  and  seven-tenths  per  cent,  taking 
the  territory  as  a  whole. 

Mr.  Sheean:  And  in  the  territory  as  a  whole,  what  number 
of  passenger  engines  do  you  show  as  the  total  number  on  which 
this  distribution  is  made  on  this  sheet? 

Mr.  Bremerman:     Six  thousand,  six  hundred  and  eighty. 

The  Chairman:  Why  was  the  number  of  engines  omitted 
in  the  first  column? 

Mr.  Sheean:     The  first  column? 

The  Chairman:    Yes. 

Mr.  Sheean:  Because  in  that  particular  road,  as  I  under- 
stand it,  they  had  no  engines  which  had  a  rate  of  pay  based 
on  weight  on  drivers.  For  instance,  running  across  the  first 
column,  follow  me,  Mr.  Bremerman,  and  correct  me  if  I  am 
in  error  in  making  this  statement  in  reply  to  the  Chairman's 
question. 

The  Atchison,  Topeka  &  Santa  Fe  Eastern  Lines  had  no 
engines  which  take  a  rate  because  of  weight  on  drivers.  No 
engine  which  took  a  rate  because  of  total  weight  of  engine. 
They  had  151  passenger  engines,  the  rate  on  which  was  fixed 
because  of  the  size  of  cylinder,  and  that  was  100  per  cent  of 
the  passenger  engines.    So  that  the  Atchison,  Topeka  &  Santa 
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Ye — Eastern  Lines,  had   all  passenger  engines  rated   on  the 
basis  of  size  of  cylinder. 

Mr.  Sheean:  Mr.  Bremerman,  in  carrying  out  in  each  of 
these  columns  the  percentages  as  to  each  line,  you  show  what 
percentage  of  the  engines  on  that  line  are  rated  in  one  way,  and 
what  in  another,  and  that  indicates  there  are  two  different  bases 
of  pay? 

Mr.  Bremerman:      Yes. 

Mr.  Sheean :  But  in  the  passenger  service,  as  to  engineers, 
the  basis  of  pay  on  the  mileage  percentage  comprises  59.4  per 
cent  of  the  mileage  of  the  territory,  based  on  size  of  cylinder? 

Mr.  Bremerman :  No,  not  mileage.  Percentage  of  the  en- 
gines. 

Mr.  Sheean:  Yes.  Just  state  it  in  your  own  way.  I  see 
that  I  am  wrong. 

Mr.  Bremerman:  59  per  cent  of  the  passenger  engines  in 
the  Western  territory  carry  rates  for  passenger  engineers  that 
are  based  on  size  of  cylinders. 

Mr.  Sheean:  And,  this  information  as  to  the  number  of 
engines  which  take  a  certain  rate  was  furnished  you  in  response 
to  queries  sent  to  the  roads  separately,  or  furnished  to  the  Con- 
ference Committee  of  Managers? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  turning  to  page  59,  what  is  the  situation 
as  to  the  basis  of  pay  for  firemen  in  Western  territory? 

Mr.  Bremerman:  In  passenger  service,  51.6  per  cent  based 
on  size  of  cylinders ;  13.5  per  cent  based  on  weight  on  drivers ; 
5.1  per  cent  based  on  tractive  power ;  and  29.8  per  cent  on  local 
classification. 

Mr.  Sheean:  And  those  local  classifications  are  explained 
in  the  footnote,  as  to  just  what  you  mean  by  local  classification? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  I  note,  Mr.  Bremerman,  that  under  the  head 
of  ' '  Tractive  Power, ' '  there  are  shown  338  engines  in  passenger 
service? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Those  are  the  Canadian  Lines,  are  they  not? 
The  passenger  engines  have  the  basis  of  pay  there  based  on 
the  tractive  effort  of  the  locomotives? 

Mr.  Bremerman:    Yes,  sir. 
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Mr.  Sheean:  And  also  the  Duluth,  Winnipeg  &  Pacific, 
shown  under  Canadian  Northern? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  In  the  engineers'  schedules,  those  are  also 
the  only  roads  in  which  the  basis  of  pay  is  made  tractive  power? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     Now,  on  page — 

Mr.  Shea :     Just  one  moment. 

Mr.  Sheean:     Yes. 

Mr.  Shea :  1  notice  on  page  58  you  report  151  engines  on 
the  Santa  Fe  which  base  the  rate  of  pay  upon  paying  the  engi- 
neers on  size  of  cylinders,  whereas,  on  the  next  page,  page  59, 
for  the  Santa  Fe,  for  the  firemen,  you  only  show  40  locomotives. 

Mr.  Sheean :  The  number  is  shown  in  the  last  column,  Mr. 
Shea,  as  151 ;  of  which  40  took  a  rate  because  of  the  size  of 
cylinders,  and  111  took  rates  on  local  classification.  That  is, 
do  YOU  assent  to  my  explanation,  Mr.  Bremerman? 

Mr.  Brememian :    Yes,  that  is  correct. 

Mr.  Byram :     The  firemen  and  engineers  are  not  the  same  ? 

Mr.  Bremerman :  No,  sir,  they  are  on  a  different  basis,  the 
two  schedules. 

Mr.  Sheean:  Of  the  151  engines  showTi  on  the  Santa  Fe, 
the  engineers'  rate  of  pay  is  based  on  size  of  cylinders  as  to  all 
of  those  engines.  Of  the  same  151  engines,  the  firemen's  basis 
of  pay  is  on  size  of  cylinders  as  to  40,  and  local  classification 
as  to  111. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     Does  that  clear  that  up,  Mr.  Shea? 

Mr.  Shea:    Yes. 

Mr.  Sheean:  Page  60,  Mr.  Bremerman,  shows  the  same 
information  as  to  freight  service? 

Mr.  Bremerman:     For  engineers. 

Mr.  Sheean:     For  engineers? 

Mr.  BremeiTnan:     Yes,  sir. 

Mr.  Sheean:  Now,  will  you  just  tell  us  what  is  the  situa- 
tion as  to  engineers,  and  the  basis  of  their  pay  in  Western  terri- 
tory? 

Mr.  Bremerman:  The  bases  for  the  different  roads  are 
sho^^^l  for  each  road  as  in  the  preceding  statements,  and  taking 
the  territory  as  a  whole,  29  per  cent  is  based  on  weight  on  driv- 
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ers;  25  per  cent  on  size  of  cylinders;  13  per  cent  on  tractive 
power;  and  32.5  per  cent  on  local  classification. 

Mr.  Sheean :  Those  percentages  being  made  up  of  a  total 
of  how  many  engines  ? 

Mr.  Bremerman:     15,837. 

Mr.  Sheean:  Now,  as  to  firemen  in  freight  sendee,  what 
are  the  classifications  and  the  relationship  between  them? 

Mr.  Bremerman :  For  the  territory  as  a  whole,  22.4  per 
cent  are  based  on  weight  on  drivers;  37.6  per  cent  on  size  of 
cylinders;  5.5  per  cent  on  tractive  power;  34.5  per  cent  on 
local  classification. 

Mr.  Sheean :  In  that,  Mr.  Bremerman,  the  same  matter,  or 
another  angle  of  the  same  matter  to  which  Mr.  Shea,  referred  a 
moment  ago,  is  shown  in  the  report  of  the  rates  of  pay  of 
engineers,  where  you  show  the  schedule  rates  of  pay  as  to 
engineers  on  15,837  locomotives'? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  And  the  rates  of  pay  as  to  firemen  on  15,739 
engines  ? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  Will  you  explain,  in  just  what  manner  that 
discrepancy  arises,  if  it  be  a  discrepancy? 

Mr.  Bremerman:  The  reason,  as  I  recall  it  now, — it  has 
been  some  time  since  I  handled  the  forms, — is  that  on  certain 
of  these  roads,  the  N.  0.  T.  &  M.  and  others,  we  have  no  sched- 
ules or  rates  for  firemen. 

Mr.  Sheean :  That  is,  you  called  attention  to  the  fact  here 
before,  that  in  the  Southeast  quite  generally,  or  perhaps  not 
quite  generally,  but  that  about  38  per  cent  in  the  Southeast 
do  not  have  firemen's  schedules? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  in  part  of  the  territory  here  there  are 
no  firemen's  schedules? 

Mr.  Bremerman:  In  the  introductory,  we  showed  that  on 
some  eight  or  ten  roads  we  had  no  schedules  for  firemen;  and 
there  are  no  schedules  for  firemen  on  the  Y.  &  M.  V.,  N.  O.  T.  & 
M.,  and  Beaumont,  Sour  Lake  &  Western. 

Mr.  Sheean:  And  those  roads  do  have  schedules  as  to 
engineers  ? 

Mr.  Bremerman:    Yes,  sir. 
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Mr.  Sheean :  Therefore,  there  would  be  more  engines  cov- 
ered by  the  schedules  of  engineers  than  would  be  covered  by  the 
schedules  for  firemen? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Because  certain  roads  reporting  engines  re- 
port engineers'  schedules,  and  report  no  schedules  as  to  fire- 
men. 

Now,  page  62  makes  what  comparison? 

Mr.  Bremerman:  This  is  the  present  schedule  of  rates  of 
pay  of  engineers  in  switching  service  and  shows  all  freight 
under  the  local  classification. 

Mr.  Sheean:  That  is,  as  to  switching  service  in  the  West- 
ern territory  you  find  no  schedules  in  which  the  rates  of  pay 
are  based  on  weight  on  drivers,  or  size  of  cylinders,  or  trac- 
tive power? 

Mr.  Bremerman:     Uniformly. 

Mr.  Sheean :  That  is  what  I  meant  to  say,  uniformly  based 
on  that. 

Mr.  Bremerman :  Yes,  sir,  generally  based  on  classification 
of  yards. 

Mr.  Sheean:  Does  the  same  situation  obtain  as  to  firemen 
in  switching  service? 

Mr.  Bremerman:  On  page  63  it  is  shown  that  some  359 
engines  out  of  a  total  of  4,644  are  based  on  size  of  cylinders,  or 
7.7  per  cent,  according  to  the  reports  of  the  roads. 

Mr.  Sheean :  What  are  the  two  roads,  which,  in  switching 
service,  have  part  of  their  engines  in  switching  service  covered 
by  firemen's  rate,  based  on  size  of  cylinders? 

Mr.  Bremerman :  Thirty  engines  on  the  Chicago  &  Western 
Indiana,  329  engines  on  the  Chicago,  Eock  Island  &  Pacific,  and 
Kock  Island  &  Gulf. 

Mr.  Sheean:  Coming  to  page  64,  Mr.  Bremerman,  from 
there  on  will  j^ou  just  explain  what  has  been  assembled,  and  the 
manner  in  which  there  has  been  assembled  the  information  which 
follows? 

Mr.  Bremerman:  May  we  turn  to  page  66  first.  Here  is 
shown  the  roads  in  the  standard  order.  Following  that  the 
schedule  of  rates  taken  from  the  schedules  themselves.  Then 
to  relate  those  rates  in  the  schedules  to  the  proposals  under  the 
weight  on  drivers  basis  requested,  we  have  distributed  the  rates 
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in  the  respective  columns,  and  that  shows  by  small  index  figures, 
or  what  is  called  the  superior  figure,  the  number  of  engines  in 
the  month  of  April,  1913,  that  took  the  rate  which  accompanies  it. 

Mr.  Sheean:  At  the  risk  of  repetition,  Mr.  Bremerman,  I 
am  going  to  have  you  explain  that  just  a  little  bit  more  in  detail, 
and  by  illustration.  Take,  for  instance,  the  Atchison,  Topeka  & 
Santa  Fe,  Eastern  lines,  shown  as  the  first  one  on  page  66.  Now, 
will  you  show  the  manner  in  which  these  engines  are  distributed 
under  the  different  headings  of  weight  on  drivers. 

Mr.  Bremerman:  The  schedule  rates  column  shows  that 
engines  under  18  inch  cylinder  take  a  4.15  rate  in  both  territories 
shown,  and  those  engines  weighing  less  than  80,000  pounds  are 
shown  in  column  one. 

In  the  month  of  October,  1913,  18  of  those  engines  were 
in  service  and  took  that  rate.  Also  59  engines  taking  the  4.40 
rate,  and  weighing  less  than  80,000  pounds  were  in  service  in 
that  month. 

Mr.  Sheean:  Where  do  you  obtain  the  information  that 
59  engines  which  now  take  a  4.40  rate  would  fall  under  the 
classification  of  less  than  80,000  pounds  on  drivers  ? 

Mr.  Bremerman:  From  the  reports  of  the  railroads  fur- 
nished bv  the  Conference  Committee. 

Mr.  Sheean :     And  as  to  the  second  column,  80,000  to  99,999. 

Mr.  Bremerman :  The  same  reports  show  that  in  the  month 
of  October,  1913,  85  engines  falling  within  the  limits  of  80,000 
to  99,999  took  the  rate  of  4.40. 

Mr.  Sheean:  So,  throughout  all  of  this  distribution  across 
the  page,  66. 

Mr.  Bremerman:  The  columns  that  are  numbered.  That 
applies  to  all  columns  that  are  numbered  that  are  to  the  right 
of  the  column  headed  ' '  Schedule  Rates. ' '  The  black  faced  type 
at  the  top  are  the  Proposals,  and  are  put  there  for  ready  refer- 
ence and  comparison  between  what  is  at  present  paid  and  what 
is  asked  for.  It  is  designated  to  the  left  as  proposed  rates  in 
valley  districts,  add  10  per  cent  where  grade  is  1.8  per  cent  or 
over. 

Mr.  Sheean:  That  is,  Mr.  Bremerman,  in  the  distribution 
upon  page  66,  as  between  these  different  weights  on  drivers,  is 
shown  here  all  of  the  engines  now  taking  a  certain  rate,  how 
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far  or  liow  wide  they  would  spread  if  the  schedule  based  on 
weights  on  drivers  were  effective. 

Mr.  Bremeniian:     The  proposed  schedule? 

Mr.  Sheean:     The  proposed  schedule. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  BjTam:  As  to  the  rates  shown  here  as  the  present 
rates,  do  they  include  these  engines  running  on  mountains  as 
well  as  in  valleys? 

Mr.  Bremerman:  You  will  find  under  Canadian  Pacific,  in 
column  3,  for  instance,  a  note  designation  there  of  a  dot  and  a 
circle,  which  indicates  mountain  rates  not  comparable  with  pro- 
posed rates  shown  above  until  10  per  cent  is  added  to  latter. 

Mr.  Sheean:     Is  that  all,  Mr.  Byram? 

Mr.  Byram:  I  just  wanted  to  find  out  if  there  was  any- 
thing to  be  added  to  any  of  these  rates,  in  the  body  of  the  table 
on  ac.count  of  mountain  service,  as  provided  in  this  proposition. 

Mr.  Sheean:  No,  the  first  column,  Mr.  Byram,  is:  "Pro- 
posed rates  in  'Valley'  districts,  add  10  per  cent  where  grade 
is  1.8  per  cent  or  over."  Now  the  heavy  faced  type  shown 
across  the  page  is  extended  along  the  valley  rate. 

Mr.  Byram :     That  is  what  I  mean. 

Mr.  Sheean:  So  that  under  the  proposal  here,  if  you  are 
comparing  that  fourth  column  of  5.00  with  5.65,  for  instance, 
mountain  rates,  shown  below,  you  would  have  to  add  10  per  cent 
to  the  5.00  in  order  to  put  it  on  a  comparable  basis. 

Mr.  Bvram :     That  is  what  I  mean. 

Mr.  Sheean :  Now,  Mr.  Bremerman,  taking  the  Santa  Fe 
there,  you  have  page  66. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  If  I  understand  this  exhibit  correctly,  it  is 
shown  that  there  are  59  engines  taking  a  rate  of  4.40  at  the 
present  time,  which  under  the  proposal  would  take  4.50! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  There  are  85  engines  now  taking  a  4.40  rate 
which  under  the  proposal  would  take  a  rate  of  4.60,  in  the  valley 
territory! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  There  are  114  passenger  engines  now  taking 
a  rate  of  4.40  which  would  take  a  rate  of  4.80  under  the  proposal? 

Mr.  Bremerman :     Yes,  sir. 
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Mr.  Sheean:  There  are  now  151  engines  in  passenger  serv- 
ice taking  a  rate  of  4.40  whicli  would  take  a  rate  of  $5.00  under 
the  proposal? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  There  are  31  engines  taking  a  rate  of  4.40 
which  would  take  a  rate  of  5.15? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  11  taking  a  present  rate  of  4,40  which 
under  the  proposal  would  take  a  rate  of  5.35? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  one  engine  taking  a  rate  of  4.40  which 
would  take  a  rate  of  5.50? 

Mr.  Bremerman:     Not  one;  is  one  shown  th(^re? 

Mr.  Sheean:     No,  none  shown. 

Mr.  Bremerman:  There  is  none  shown  for  that  one  there. 
Those  that  have  index  figures  were  taken  from  another  report, 
but  where  there  is  no  index,  none  shown,  it  indicates  that  no  such 
engine  as  that  was  used  in  passenger  service  during  the  month 
of  October,  1913. 

Mr.  Sheean :     But  it  would  take  that  rate  ? 

Mr.  Bremerman :     If  it  were  used. 

Mr.  Sheean:  I  see.  Now,  then,  by  referring  back,  Mr. 
Bremerman,  of  all  these  engines  thus  spreading  under  the  pro- 
posal between  seven  ditferent  rates,  l)y  referring  back  to  the 
j)art  of  the  exhibit  whicli  we  last  passed,  are  you  able  to  tell 
what  the  present  basis  as  to  engineers  is  whereby  all  of  these 
passenger  engines  thus  distributed  here  take  this  same  rate? 

Mr.  Bremerman :  I  think  that  was  evident  at  page  66  itself 
under  the  heading  "Schedule  Rates."  It  shows  the  schedule 
provides  engines  under  18  inch  cylinder  4.15;  engines  18  inch 
cylinder  and  over,  except  Santa  Fe  and  Mallet  type  and  Consoli- 
dations between  Pueblo  and  Denver,  4.40. 

Mr.  Sheean :  So  that  in  the  present  schedule  of  the  Santa 
Fe,  engines  having  8  inch  cylinders  and  over,  excepting  the  Santa 
Fe  and  Mallet  type  and  Consolidations  between  Pueblo  and 
Denver,  take  a  uniform  rate  of  4.40  in  passenger  service? 

Mr.  Bremerman:     Under  and  over. 

Mr.  Sheean:     Under  and  over? 

Mr.  Bremerman:     Yes. 

Mr.   Sheean :     And  under  the  proposal  it  would  cause  a 
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spread  in  rates  on  those  engines  into  these  seven  different  classi- 
fications of  the  engines  which  were  used  in  October? 

Mr.  Bremerman :     You  said  8  inch  cylinders.    You  meant  18. 

Mr.  Sheean :  18,  yes.  Now,  is  this  same  information  thus 
carried  out  as  to  each  of  the  lines  ? 

Mr.  Bremerman:  The  same  method  of  comi)utation  for 
each  line. 

Mr,  Sheean:  Yes,  I  meant  to  say  "method  of  computa- 
tion." 

Mr.  Shea :  Before  you  get  away  from  that,  I  want  somi; 
information  on  page  66.  Take  the  road  that  you  were  treating, 
the  Atchison,  Topeka  &  Santa  Fe.  Now,  does  that  show  the 
number  of  engines  in  service  carrying  the  different  rates  as  they 
would  be  distributed  under  the  weight  on  drivers  basis! 

Mr.  Bremerman :  Yes,  in  that  particular  month,  October, 
1913. 

Mr.  Shea:  Well,  now,  to  get  the  total  number  of  locomo- 
tives, you  would  add  all  these  numbers  together? 

Mr.  Bremerman :     Y^es,  sir. 

Mr.  Shea:  Well,  now,  turning  back  to  page  58,  for  the 
Atchison,  Topeka  &  Santa  Fe,  the  rates  of  pay  for  the  engineers 
are  based  on  the  size  of  cylinders,  are  they  not? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Shea:     And  shows  151  locomotives? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Shea :     Now,  what  month  does  that  represent? 

Mr.  Bremerman :  That  is  not  based  on  any  specific  month. 
It  is  the  total  engines  owned  which  are  assigned  to  passenger 
service,  and  was  sent  out  and  i)erliaps  is  more  recent  than  Octo- 
ber, 1913. 

Mr.  Shea:  AYell,  I  notice  there  is  quite  a  discrepancy.  You 
only  show  151  locomotives  on  page  58,  whereas,  you  show,  on 
page  66,  all  those  added  together  would  total  about  490. 

Mr.  Sheean :  Well,  on  page  58,  Mr.  Shea,  they  show  all  the 
engines  of  the  Eastern  Lines,  and  the  Western  Lines  are  shown 
blank.  There  are  no  engines  reported  from  the  Western  Lines 
on  page  58. 

Mr.  Bremerman :     Yes,  there  are  185. 
Mr.  Shea:     185? 
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Mr.  Bremerman :  On  page  58,  total  of  the  system,  Eastern 
and  Western  lines  together. 

Mr.  8hea:  Take  the  Atchison,  Topeka  «&  Santa  Fe,  East- 
ern Lines,  I  understood  Mr.  Slieean  to  say  that  that  represented 
the  Eastern  Lines. 

Mr.  Sheean :     151  on  the  Eastern  Lines,  yes. 

Mr.  Shea :     On  page  66. 

Mr.  Bremerman :  No,  that  is  the  Eastern  and  Western 
Lines. 

Mr.  Shea:  Why  do  yon  treat  the  subject  differently  on 
different  pages? 

Mr.  Bremerman:  Well,  there  is  one  schedule  covers  the 
Eastern  and  Western  lines  in  this  respect,  showing  the  schedule 
rates,  and  in  sending  out  the  forms  for  the  information  on  page 
58,  it  was  sent  to  each  of  the  two  General  Managers,  and  was 
shown  in  that  form.  There  is  no  particular  reason.  They  could 
be  combined. 

Mr.  Shea:  Well,  there  is  (piite  a  discrepancy  there,  b)^ 
combining  both  systems,  in  the  number  of  engines  on  both  sys- 
tems on  page  58,  compared  with  the  number  of  engines  on  page 
66.    There  is  still  a  difference  of  a  hundred  and  fifty  odd. 

Mr.  Bremerman :  AVell,  all  I  can  say  is  page  66  represents 
the  engines  that  were  actually  in  service  in  that  month.  There 
may  have  been  some  freight  engines  in  the  passenger  service 
that  month,  and  there  would  be  less  shown  here. 

Mr.  Shea :  Well,  I  understand  that  page  66  shows  the  num- 
ber of  engines  that,  if  they  were  distributed  under  the  different 
weights  on  drivers,  giving  the  tot^l  numl)er  of  engines  for  the 
entire  systiem,  would  be  490,  according  to  your  figures;  but  on 
page  66  there  is  such  a  discrepancy  I  wondered  whether  it  was  a 
typographical  error  or  what  it  was. 

Mr.  Bremerman:  I  don't  think  so,  Mr.  Shea.  Page  66  rep- 
resents the  engines  that  were  actually  used  in  passenger  serv- 
ice, not  the  engines  that  were  owned. 

Mr.  Shea:  Well,  now,  take  passenger  engines  on  page 
66.    How  many  does  that  represent? 

Mr.  Bremerman:     I  add  it  489.    Is  that  w^hat  you  get? 

Mr.  Shea:    Four  hundred  and  ninety. 

Mr.  Sheean:     Perhaps  you  are  counting  the  4,40  as  one. 

Mr.  Shea:     Yes. 
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Mr,  Sheean:     That  is  where  you  are  wrong. 

Mr.  Shea:  Now,  take  the  total  number  of  engines  on  page 
58. 

Mr.  Bremerman:     Three  lumdred  and  thirty-six. 

Mr.  Shea:     Where  do  you  get  336? 

Mr.  Bremerman:     I  add  185  to  151.    That  makes  336. 

Mr.  Shea:     I  know,  but  that  would  be  309  as  against  489. 

Mr.  Bremerman:     Three  hundred  and  thirty-six. 

Mr.  Shea:     One  hundred  and  fifty-one  and  158. 

Mr.  Bremennan:  One  hundred  and  eighty-five.  There  is 
a  difference  of  154  engines,  as  I  make  it. 

Mr.  Shea:     What  month  do  these  two  tables  represent? 

Mr.  Bremerman:  This  table  represents  what  the  Santa  Fe 
considers  are  its  passenger  engines,  and  what  rates  they  take, 
as  they  report  them. 

Mr.  Shea:  For  what  month  would  that  be?  What  month 
did  they  give  you,  stating  that  they  had  151  locomotives  in 
passenger  service? 

Mr.  Bremerman:  October,  1914,  was  about  the  time  the 
forms  were  sent  in. 

Mr.  Shea:  Now,  when  was  the  report  made  as  indicated 
on  page  66? 

Mr.  Bremerman:     For  the  month  of  October,  1913. 

Mr.  Shea:  Didn't  they  have  as  many  engines  in  the  passen- 
ger service  in  October,  1914,  as  they  did  in  October,  1913? 

Mr.  Bremennan:  Page  58  does  not  necessarily  represent 
all  of  the  engines  that  are  in  passenger  service.  It  represents, 
perhaps,  (and  I  think  that  is  the  correct  assumption  now)  that 
it  represents  those  engines  which  they  consider  passenger  en- 
gines under  their  schedules,  and  how  the  rates  are  based.  On 
page  66  they  give  the  a,ctual  engines  that  were  used  in  passen- 
ger service  in  October,  1913. 

Mr.  Shea:  Then,  on  page  66  that  must  give  the  actual 
locomotives  that  were  in  passenger  service  in  October,  1914? 

Mr.  Bremerman:     Nineteen  thirteen. 

Mr.  Shea :    Both  the  same  month  ? 

Mr.  Bremerman:  No,  this  is  October,  1913.  Page  58  was 
a  report  rendered  in  October,  1914. 

Mr.  Shea:  There  are  not  that  many  passenger  engines  dif- 
ference. That  is,  I  assume  there  is  not.  That  is  all.  I  wanted 
to  just  get  clear  on  that. 
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Mr.  Byram:  Does  not  that  mean  that  those  are  the  engines 
that  are  rated  as  passenger  engines,  although  they  may  be  used 
in  other  service,  probably,  and  the  fact,  as  I  understand  it,  is 
that  one  represents  the  number  of  engines  used  by  the  company 
that  might  be  considered  passenger  engines,  and  the  other  repre- 
sents engines  actually  in  passenger  service? 

Mr.  Bremerman:     In  this  month  of  October,  1913? 

Mr.  Byram:     Yes. 

Mr.  Bremerman:     Yes. 

Mr.  Burgess :  But,  by  inserting  the  number  of  engines  on 
page  66,  it  would  show  a  greater  expense  to  the  company  if  this 
proposal  was  granted,  because  you  would  have  a  multiplication 
of  the  engines. 

Mr.  Sheean:     No,  not  necessarily. 

Mr.  Burgess :  Yes,  you  would  have  154  engines  which  you 
did  not  show  on  page  58. 

Mr.  Sheean:  It  might  be  that  on  one  day,  Mr.  Burgess, 
one  of  these  engines  might  be  used.  There  is  no  claim  here,  and 
no  effort  to  show  that  all  of  these  were  used  continuously,  or 
would  be  used  continuously,  but  that  during  that  month,  possibly 
for  one  day,  one  engine  might  fall  under  this  spread  of  rates, 
or  would  fall  under  this  spread  of  rates. 

Mr.  Burgess:  Yes,  but  Mr.  Sheean,  if  one  was  charged 
with  the  duty  of  trying  to  honestly  and  fairly  find  out  from 
this  exhibit  what  the  increase  would  be  to  the  company  on  this 
particular  point  in  this  exhibit,  and  if  there  were  154  engines 
shown  on  page  66  that  did  not  show  on  page  58,  would  you  say 
that  trying  in  a  commonplace  way  to  find  out  how  much  money 
that  would  be,  that  he  would  have  more  engines  to  compute  there, 
and  consequently  it  would  raise  to  a  higher  figure  the  outlay 
of  the  company? 

Mr.  Sheean:  Oh,  if  anyone  attempted  to  figure  cost  from 
this  exhibit,  yes ;  but  there  is  no  purpose  nor  intent,  nor  is  the 
exhibit  offered  in  connection  with,  or  as  a  part  of  the  computa- 
tion of  costs ;  but  it  is  only  showing  the  engines  which,  in  service, 
may  fall,  or  do  fall  in  operations  under  actual  rates,  and  what 
those  engines,  if  actually  operated  in  the  same  way,  would  fall 
under. 

Mr.  Burgess :  But  to  a  layman,  Mr.  Sheean,  if  you  showed 
that  you  had  to  pay  an  increased  rate  on  400  engines,  it  would 
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lead  that  layman  to  believe  that  it  would  be  more  money  out 
of  your  pocket  than  if  you  only  paid  the  rate  on  200  engines, 
would  it  not? 

Mr.  Sheean :  Well,  yes ;  if  you  had  the  idea,  Mr.  Burgess, 
that  this  exliil)it  was  offered  for  the  purjiose  of  showing  anything 
as  to  cost,  I  want  to  clear  that  up  now,  because  the  particular 
exhibits  with  reference  to  probable  increased  cost,  will  be  cov- 
ered by  another  set  of  exhibits;  and,  the  jmrpose  and  object  of 
this  exhibit  is  simply  to  show  wliat  spread  in  rates  there  is,  or 
would  be,  under  the  proposal,  if  the  pro])osal  was  in  existence 
during  a  particular  month. 

Now,  Mr.  Bremerman,  following  i^agc  67,  how  many  ]>ages 
are  covered  by  the  same  information? 

Mr.  Bremeraian:  As  to  engineers  it  continues  to  and  in- 
cluding page  69. 

Mr.  Sheean :  Then,  is  that  information  from  pages  66  to  69 
summarized  ? 

Mr.  Bremerman:     Yes,  it  is  summarized  on  page  64. 

Mr.  Sheean :  Now,  at  page  64,  Mr.  Bremerman,  will  you — 
or  before  we  come  to  page  64,  I  think  perhaps  you  had  better 
give  where  the  detail  is  shown,  or  whether  the  information  is 
obtained  which  is  summarized  under  the  heading  of  Eastern 
territory  and  Southeastern  territory. 

Mr.  Bremerman :  It  follows  the  firemen,  and  appears  on 
page  76  for  Eastern  engineers,  page  77  for  Eastern  firemen, 
and  page  78  for  Southeastern  engineers  and  firemen. 

Mr.  Sheean:  Was  this  information  as  to  these  other  terri- 
tories obtained  in  the  same  way  as  the  information  pertaining 
to  Western  territory? 

Mr.  Bremerman:  It  came  from  the  roads;  it  came  to  the 
Conference  Committee  through  the  Bureau  of  Information  of 
the  Eastern  Eailroads. 

Mr.  Sheean :  Going  back  then  to  page  64,  will  you  state,  if 
you  please,  the  summary  as  to  rates  thus  compared,  with  the 
proposed  rates  in  Western  territory? 

Mr.  Bremerman:  In  column  1,  falling  in  the  class  of  weight 
on  drivers  less  than  80,000  pounds,  as  compared  with  the  re- 
quest of  4.50  valley  territory,  four  engines  take  a  3.65  rate; 
443,  4.15;  183,  4.20-  four,  4.25;  58,  4.30;  1,001,  4.40;  one,  4.45; 


3091 

eight,  4.50;  oue,  4.60;  four,  4.65;  three  engines  in  mountain  terri- 
tory, 4.90. 

Mr.  Sheean:  In  Eastern  territory,  what  are  the  rates  and 
number  of  engines? 

Mr.  Bremerman:  Fourteen  engines,  4.15;  one  thousand  and 
seventy-one,  4.25;  five,  4.30. 

Mr.  Sheean:     Southeastern  territory. 

Mr.  Bremerman:  Twenty-two  take  a  4.15  rate;  twenty-one 
take  rates  of  3.90,  4.00  and  4.25;  two  hundred  and  sixty,  4.25; 
sixty-eight,  4.40. 

Mr.  Sheean:  Now,  on  the  next  column,  Mr.  Bremerman, 
80,000  to  100,0001 

Mr.  Bremerman:  In  the  West,  four  engines  take  3.65; 
fourteen,  4.15;  one,  4.25;  one,  4.35;  eight  hundred  and  twenty- 
six,  4.40;  fifty-two,  4.50;  fifty-one,  4.55;  forty-five,  4.60;  one, 
4.65;  one,  4.90. 

Mr.  Sheean:     That  one  of  4.90  is  mountain? 
Mr.  Bremerman:     Mountain  territory. 

Mr.  Sheean:  In  the  Eastern  territory  what  are  the  rates 
upon  the  engines  of  that  class  ? 

Mr.  Bremerman:  Two,  4.15;  one  thousand  and  ninety-nine, 
4.25;  five,  4.30. 

Mr.  Sheean:  I  don't  want  to  read  into  the  record,  Mr, 
Bremerman,  all  of  those.  On  each  of  these  classes  as  classified 
on  the  proposed  basis,  are  shown  for  both  Western,  Eastern  and 
Southeastern  territories. 

Mr.  Bremerman:    Yes,  sir. 
Mr.  Sheean:     As  to  engineers? 
Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  This  summary  shown  on  page  64,  covers  all 
of  the  engines  reported  by  the  railroads  and  falling  under  these 
classifications? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  What  is  the  highest  rate  reported  in  Eastern 
territory  on  any  engines  there  in  operation? 

Mr.  Bremerman:  In  column  6,  a  rate  of  4.85  for  two 
engines.  I  have  since  been  informed  by  the  Bureau  of  Informa- 
tion that  these  are  engines  not  regularly  assigned  to  passenger 
service,  but  are  used  only  in  emergency  cases.  They  were 
reported  on  the  forms  originally,  and  have  been  included  here. 
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Mr.  Sheean :  And  in  that  same  column,  200,000  to  225,000 
on  drivers  in  Western  territory,  outside  of  mountains,  the  rates 
run  from  4.40  up  to  5.00. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  the  Southeastern  territory  the  highest 
weight  shown  there  in  passenger  service,  is  in  the  class  from 
225,000  to  250,000.  Wliat  are  the  rates  and  number  of  engines 
in  Western  territory  in  that  class,  and  the  number  in  the  South- 
east, and  what  are  the  rates? 

Mr.  Bremerman:  In  column  7,  four  engines  at  4.65;  one 
at  4.85 ;  and  five  at  4.90. 

Mr.  Sheean:     In  Western  territory? 

Mr.  Bremerman:  In  Western  territory.  None  shown  in 
the  East,  and  three  engines  taking  rates  of  3,90,  4.00  and  4.25. 

Mr.  Sheean:     In  what  territory? 

Mr.  Bremerman:     In  the  Southeast. 

Mr.  Sheean :     On  page  65,  what  is  summarized  there  ? 

Mr.  Bremerman:  That  is  a  similar  summary  covering 
firemen  in  passenger  service,  the  details  of  which  are  found 
on  page  70  to  75  for  the  West,  page  77  for  the  East,  and  78  for 
the  Southeast. 

Mr.  Sheean :  Now,  in  that  comparison  or  summary  on 
page  65,  the  same  general  plan  is  followed,  as  the  summary 
on  page  64? 

Mr.  Bremennan:    Yes,  sir. 

Mr.  Sheean:    As  to  engineers? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  And  this  is  a  comparison  in  passenger  serv- 
ice? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Without  reading  all  the  details  there,  Mr. 
Bremerman,  let  us  take  simply  column  3,  which  seems  to  be 
filled  up  as  to  all  territories,  in  Western  territory  ranging  from 
what  as  a  minimum  to  what  as  a  maximum? 

Mr.  Bremerman:  From  2.15  to  3.75  in  the  West.  In  the 
East  from  2.40  to  3.00. 

Mr.  Sheean:     Practically  all  in  the  East  at  what  rate? 

Mr.  Bremerman:     2.60. 

Mr.  Sheean:  In  the  Southeast  what  is  the  range?  I  note 
in  the  column  you  have  the  letter^  **W"  and  **C,"  as  to  which 
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you  have  explained  at  the  bottom,  *'W"  white  firemen,  and 
*'C"  colored  firemen,  showing  a  differential  in  the  Southeast. 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Taking  the  one  marked  **W,"  just  give  in 
a  general  way  the  low  and  high  range? 

Mr.  Bremerman:  It  ranges  from  2.12  to  2.60  in  the 
Southeast. 

Mr.  Sheean:  And  that. last  one  shown  "W,"  85.00,  that 
is  a  monthly  rate,  is  it  not  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  As  to  both  these  pages,  the  summary  is  made 
from  the  detailed  infoiTuation  that  you  have  heretofore  given. 

Mr.  Bremerman:     Which  immediately  follows: 

Mr.  Sheean:  Before  passing  to  the  next,  did  you  want  to 
ask  any  questions  about  either  of  these  summa,ries,  Mr.  Bur- 
gess? 

Mr.  Burgess:     No. 

Mr.  Sheean:  After  passenger  service,  what  is  next  taken 
up  for  comparison  here? 

Mr.  Bremerman:  Page  79  shows  a  similar  comparison  for 
through  freight  service,  for  engineers,  being  a  summary  of  the 
detailed  sheets  following,  pages  81  and  following. 

Mr.  Sheean:  I  think  before  going  to  that  summary,  Mr. 
Bremerman,  it  might  be  well  if  you  will,  to  turn  to  page  81  and 
just  explain,  in  freight  service,  tlie  manner  in  which  that  infor- 
mation is  compiled.  Take,  for  instance,  the  first  one  there, 
Atchison,  Topeka  &  Santa  Fe.  In  the  first  column  to  the  right 
is  the  name  of  the  railroad.  Just  explain  the  information  that 
you  have  assembled  there,  previous  to  this  division  into  weight 
on  drivers. 

Mr.  Bremerman:  Those  are  rates  shown  in  the  schedules 
for  engineers  as  regards  through  freight  sei-vice. 

Mr.  Sheean:     Taking  the  first  line  there,  Chicago-Canyon 
City  and  WeUington-Waynoka,  8-wheel,  4.95,  10-wheel  4.95,  10- 
wheel  100,000  pounds,  Atlantic,  Pacific,  Prairie,  5.05,  Consol. 
5.20,  Mikado,  5.20;  215,000  pounds  and  over  on  drivers,  5.45; 
Mallet  and  so  forth.    That  is  schedule  information? 
Mr.  Bremerman :     Taken  from  the  schedules. 
Mr.  Sheean :     And  that  you  insert  here? 
Mr.  Bremerman:     Yes. 
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Mr.  Sheean :  As  to  the  niimhor  of  engines  wliich  took  those 
rates  in  a  month  of  operation,  the  information  is  furnished  by 
the  railroads. 

Mr.  Bremerman :     Yes. 

Mr.  Sheean:  And  that  information  thus  furnished  by  the 
railroads  is  carried  opposite  rates  in  the  small  figures.  For 
instance,  in  the  first  column,  twenty  engines  take  a  4.95  rate, 
those  twenty  engines  being  engines  weighing  less  than  80,000 
pounds  on  drivers? 

Mr.  Bremenuan:     Yes,  sir. 

Mr.  Sheean :  Is  there  any  other  information  pertaining  to 
the  manner  of  thus  assembling  this  information  in  detail,  road 
by  road,  that  j'ou  think  should  be  explained? 

Mr.  Bremerman:  The  only  exception  is  we  have  included 
under  that  schedule  of  rates,  in  cases,  the  suburban  rates  and 
the  narrow  gauge  rates,  but  have  not  shown  them  in  the  num- 
bered columns  to  the  right,  because  they  were  not  strictly  com- 
parable Avith  the  proposal.  We  have,  however,  included  moun- 
tain rates,  and  designated  them  by"  notes. 

Mr.  Sheean:  On  this  same  page  81,  Chicago  &  Alton,  the 
information  there  assemljled  in  this  first  column  to  the  right  of 
the  name,  Chicago  &  Alton,  illustrates,  does  it,  what  you  meant 
by  local  classification  in  a  column,  on  a  preceding  part  of  the 
exhibit? 

Mr.  Bremerman :     Yes. 

Mr.  Sheean :  This  class  D-1  and  class  D-2,  no  one  reading 
a  schedule  could  determine  from  the  schedule  anything  about 
what  the  weight  on  drivers  of  those  particular  engines  was  I 

Mr.  Bremerman:  The  basis  of  pay,  no.  That  is  the  reason 
it  was  referred  back  to  the  roads  for  their  report  as  to  the  dif- 
ferent bases  of  fixing  rates.  It  is  illustrated  by  the  Chicago 
&  Alton,  for  instance.  An  outsider  picking  up  their  schedule 
with  those  local  classifications  or  local  designations,  could  not 
tell  the  real  basis  of  rates. 

Mr.  Sheean :  And  on  the  first  line  of  the  Chicago  &  Alton, 
opposite  in  the  first  column,  is  shown  4.90;  then  over  in  the 
third  column,  7  engines,  4.90.  The  first  4.90  was  for  9  engines. 
Now,  those  9  and  7,  or  16  engines,  may  be  any  one  or  more  or  any 
combination  of  these  various  classes  which  carry  the  4.90  rate? 

M.  Bremerman:    Yes. 
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Mr.  Sheean :  And  what  rates  those  engines  thus  classified, 
t>y  arrangements  between  the  roads  and  their  men,  would  take 
on  a  weight  on  drivers  basis,  can  only  be  determined  by  persons 
who  know  the  weights  of  the  different  engines  1 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  throughout  this  distribution  of  the 
engines  thus  classified,  it  has  been  made  by  the  roads  to  the 
proposed  basis  of  weight  on  drivers  ? 

Mr.  Bremerman:     Yes,  sir, 

Mr.  Sheean:  Is  the  same  plan  followed  throughout  as  to 
all  of  the  roads  f 

Mr.  Bremerman :  Yes,  from  page  81  on,  for  both  engineers 
and  firemen  in  through  freight  service. 

Mr.  Sheean:  Then,  having  thus  assembled  this  informa- 
tion as  to  all  roads,  it  is  summarized  at  page  79  as  to  engineers  ? 

Mr.  Bremerman :     Yes,  and  page  80  as  to  firemen. 

Mr.  Sheean :  Now,  turning  to  page  79,  let  us  take  the  small 
class  of  engines,  the  less  than  80,000  pounds  on  drivers.  Will 
you  just  give  us  there  what  the  situation  is  as  to  rates  in  Western 
territory  and  Eastern  and  Southeastern  territories  I 

Mr.  Bremerman :  It  appears  in  column  1  on  page  79,  under 
the  proposal  for  $5,  on  engines  less  than  80,000  pounds  in 
through  freight  service. 

In  the  Western  territory,  at  present,  or,  rather,  in  October, 
1913,  there  were  248  engines  taking  a  rate  of  4.60. 

1  engine,  4.65.  18  engines,  4.70.  13  engines,  4,75.  58  en- 
gines, 4.80.  71  engines,  4.90.  116  engines,  4.95.  15  engines, 
5.00.  51  engines,  5.05.  3  engines,  5.15.  5  engines,  5.31.  1  en- 
gine took  a  mileage  rate  of  .055.    That  is  the  D.  &  R.  G. 

Mr.  Sheean :  What  is  the  situation  in  the  East,  and  in  the 
South,  on  the  lighter  engines! 

Mr.  Bremerman:  In  the  East,  47  engines  took  a  rate  of 
4.75. 

2  engines  took  a  rate  of  4.85. 

In  the  Southeast,  231  engines  took  a  rate  of  5.15. 

138  engines,  5.40. 

Mr.  Sheean:  That  is  the  low,  or  less  than  80,000  pounds, 
including  all  below  that.  Let  us  take  a  column  where  they  all^ 
seem  to  be  still  represented;  let  us  take  170,000  to  200,000^ 
pounds. 
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Mr.  Bremermaii:     Column  5. 

Mr.  Sheean:  Yes,  the  rates  in  the  West,  East  and  South- 
east. 

Mr.  Bremerman :     Under  the  proposal  for  5.80  in  the  West. 

Mr.  Sheean:     That  is  column  5,  is  it? 

Mr.  Bremerman:     That  is  column  5.    Proposed,  5.80. 

In  the  Western  territoiy,  4  engines  take  a  5.05  rate.  1 
engine,  5.10.  13,  5.14i/v,.  147  engines,  5.15.  411  engines,  5.20. 
35  engines,  5.25.  550  engines,  5.30.  23  engines,  5.33.  362  en- 
gines, 5.35.  723  engines,  5.40.  13  engines,  5.45.  3  engines  in 
Mountain  territory,  5.50.  68  engines,  5.54.  55  engines,  5.55. 
17  engines,  in  Mountain  territory,  5.55.  92  engines  in  Mountain 
territory,  5.57.  47  engines,  5.75.  69  engines,  in  Mountain  ter- 
ritory, 6.05.     33  engines  take  the  D.  &  R.  G.  mileage  rate  of  .0584. 

Mr.  Sheean:  What  is  the  situation  in  the  Eastern  ter- 
ritory? 

Mr.  Bremerman :     In  the  East,  400  engines  at  4.75. 

Mr.  Sheean:     400? 

Mr.  Bremerman :     No,  I  am  in  the  wrong  column. 

Mr.  Sheean:     Yes. 

Mr.  Bremerman:  718  engines  at  4.75.  13  engines  at  4.80. 
1,226  engines  at  4.85.  13  engines  at  4.90.  20  engines  at  4.95. 
63  engines  at  5.00. 

In  the  Southeast,  28  engines  take  various  rates  from  4.60, 
4.70  and  5.25.  7  engines  take  a  rate  of  5.35.  535  engines,  5.40. 
15  engines,  5.50, 

Mr.  Sheean :  Column  11  seems  to  show  engines  in  all  of  the 
three  territories.  That  is  up  in  the  Mallet  type  of  engine,  300,000 
to  400,000  pounds  on  drivers.    AVhat  is  the  situation  in  the  West? 

Mr.  Bremerman:  In  the  West,  10  engines  take  a  rate  of 
6.20.  40  engines  take  a  rate  of  6.30.  11  engines,  6.35.  59  en- 
gines, 6.40.  50  engines  in  mountain  territory,  6.40.  10  engines, 
6.54.  128  engines  in  mountain  territory,  6.57.  7  engines,  6.75. 
And  6  D.  &  R.  G.  mileage  rate  of  0.684. 

Mr.  Sheean :  In  the  Eastern  territory  what  is  paid  on  Mal- 
lets of  that  weight? 

Mr.  Bremerman:     2  engines,  5.40.    4  engines,  5.85. 

Mr.  Sheean:  And  in  the  Southeast  how  many  Mallets  are 
there,  and  what  is  the  rate  paid? 

Mr.  Bremerman:     57  engines,  6.25.     96  engines,  6.50. 
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Mr.  Sheean :  Page  80  summarizes  the  information  as  to  the 
firemen  in  the  different  territories? 

Mr.  Bremerman :     Yes,  sir,  for  through  freight  service. 

Mr.  Sheean :    In  through  freight  service ! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Taking  the  minimum,  Mr.  Bremerman,  of 
the  engines  weighing  less  than  80,000  pounds,  will  you  just  give 
us  a  general  view  of  what  the  comparison  is  there? 

Mr.  Bremerman :  Column  one  ranges  from  2.61  to  3.50  in 
the  West. 

Mr.  Sheean:  On  that  2.61,  the  '^0"  means  oil  burner, 
does  it? 

Mr,  Bremerman:     Oil  burner,  yes. 

Mr.  Sheean:     What  is  the  lowest  coal  burner? 

Mr.  Bremerman:     The  lowest  coal  burner  is  2.80. 

Mr.  Sheean:     And  ranging  up  to  what? 

Mr.  Bremerman :     The  highest  coal  burner  of  3.50. 

Mr.  Sheean :  For  the  same  weight  in  the  Eastern  terri- 
tory, what  is  the  range? 

Mr.  Bremerman:  Three  engines  take  a  rate  of  2.60,  or 
2.75 ;  44  take  a  rate  of  2.75 ;  2  take  a  rate  of  3.00. 

In  the  Southeast,  the  rate  for  white  firemen  ranges  from 
2.57  to  3.15. 

Mr.  Sheean:  Now,  let  us  get  over  to  the  larger  heavier 
type.  I  think  I  made  the  next  column  5,  wasn't  it,  ranging  from 
170,000  to  200,000? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Let  us  see  how  they  run  in  a  general  way 
there  in  the  West  and  East.  By  the  way,  that  ^'0"  indicating 
oil,  does  that  generally  show  a  differential  of  some  amount  in 
favor  of  oil,  as  between  oil  and  coal,  where  the  same  road  uses 
both  oil  and  coal? 

Mr.  Bremerman:  Generally  15  cents  less  in  freight  serv- 
ice, except  for  certain  sizes  of  the  larger  engines. 

Mr.  Sheean:  Taking  column  5,  compare  Western  terri- 
tory coal  burners  with  the  Eastern  and  Southeastern  territories 
in  which  coal  is  burned. 

Mr.  Bremerman:  The  range  in  the  West  is  from  3.00  to 
4.00  in  mountain  service  and  4.00  in  valley  service. 

Mr.  Sheean:     In  the  Eastern  territory? 
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Mr.  Bremerman :  In  the  East  the  range  is  from  2.90  or  3.20 
up  to  3.25. 

Mr.  Sheean :     The  great  majority  in  the  East — 

Mr.  Bremerman:     Are  at  3.20. 

Mr.  Sheean:     1965  engines  being  at  a  rate  of  3.20? 

Mr.  Bremerman:  Yes.  In  the  Southeast,  for  white  fire- 
men, it  ranges  from  2.70  to  3.35. 

Mr.  Sheean :  Now,  the  Mallets  that  we  compared  as  to  en- 
gineers, that  is  column  11,  I  think? 

Mr.  Bremerman:     Column  11,  yes. 

Mr.  Sheean:     The  firemen's  rate? 

Mr.  Bremerman :  In  the  West,  128  engines  took  a  4.00  rate ; 
and  187  oil  burners  took  a  4.00  rate. 

In  the  East  6  engines  took  a  4.00  rate. 

In  the  Southeast,  151  engines,  4.00 ;  and  2  engines,  4.25. 

Mr.  Sheean:  Were  there  any  questions  about  these  sum- 
marizes or  the  details,  before  I  pass  that? 

Mr.  Bremerman:     I  might  explain  about 

Mr.  Sheean:  Oh,  yes,  I  wish  you  would  explain  that 
D.  &  R.  G.  there  before  you  pass  that.  You  noted  a  peculiar 
rate  that  you  said  was  the  D.  &  R.  G.,  which  you  carried  out 
into  cents,  with  the  notation,  ''D.  &  R.  G.  mileage  rates  on  speci- 
fied basis." 

Mr.  Bremerman:  The  Colorado  Lines  of  the  D.  &  R.  G., 
and  part  of  the  Colorado  &  Southern,  that  is  the  South  Park 
district  in  narrow  gauge  on  the  Colorado  &  Southern,  and  in  part 
a  narrow  gauge  on  the  D.  &  R.  G.,  have  a  little  bit  different  basis 
of  pajTnent  than  most  of  the  Western  schedules.  That  is,  their 
basis  is  a  day's  pay  of  so  much  money,  and  the  mileage  rates 
are  arrived  at  by  dividing  the  number  of  miles  on  certain  dis- 
tricts that  form  a  dav's  work,  into  the  dailv  rate. 

I  had  a  little  sketch  map  made  of  it,  and  if  it  is  proper, 
I  would  be  glad  to  show  it  here,  to  illustrate  the  point. 

Mr.  Sheean:  I  would  be  glad  to  have  that  done,  Mr. 
Bremerman. 

Mr.  Shea :     That  is  on  the  mountain  territory,  is  it  not? 

Mr.  Bremerman:  Well,  it  covers  the  Colorado  Lines  of 
the  D.  &  R.  G. 

Mr.  Shea :     They  have  a  standard  rate  for  different  engines 
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on  the  Denver  &  Rio  Grande  proper ;  that  is,  what  is  known  as 
the  Valley  rate,  haven 't  they  ? 

Mr.  Bremerman:  I  will  explain  that  in  just  a  minute,  if 
you  please,  Mr.  Shea.  I  think,  perhaps,  in  my  explanation  I  will 
answer  what  you  have  in  mind. 

Mr.  Sheean:  I  think  we  had  better  file  this  as  an  exhibit 
after  you  have  explained  it. 

Mr.  Bremerman:     File  it  as  an  exhibit? 

Mr.  Sheean :     As  an  exhibit,  yes. 

Mr.  Bremerman:  The  map  is  drawn  to  show  first  the 
standard  gauge  in  the  heavier  hatched  line,  and  the  narrow 
gauge  in  a  finer  full  line.    The  Utah  Lines  are  not  in  question. 

Mr.  Sheean:  That  is,  the  Utah  Lines  have  100  miles  or 
less,  10  hours  or  less  I 

Mr.  Bremeiinan:  Yes,  100  miles  or  less,  10  hours  or  less, 
as  the  basis  of  their  day.  Ten  hours  or  less,  or  8  1-3  hours  or 
less;  something  of  that  kind. 

Mr.  Sheean:  Eight  and  one-third  hours  or  less  shall  equal 
a  day? 

Mr.  Bremerman:  The  basis  of  the  engineers'  and  firemen's 
pay  is  there  is  so  much  money  for  a  day's  pay,  and  taking  the 
district,  for  instance,  Salida  to  Mintura,  on  the  standard  gauge, 
near  the  top  of  the  sketch,  the  distance  from  Salida  to  Malta  is 
shown  by  the  line  that  is  drawn  opposite,  and  that  is  a  61-mile 
district.  That  is,  a,  man  running  that  61  miles  would  get  a 
day's  pay,  or  a  mileage  rate  per  mile,  of  the  daily  pav  divided 
by  61.      '  . 

When  he  goes  on  from  Malta  to  Minturn,  his  mileage  rate 
changes  to  the  rate  arrived  at  by  dividing  the  day's  pay  by  the  60 
miles,  which  equals  a  day's  pay  between  Malta  and  Minturn. 

Mr.  Sheean:  Now,  if  he  gets  over  onto  this  44-mile  district, 
then  how  do  you  get  at  his  daj^  's  pay  ? 

Mr.  Bremerman:  An  illustration  of  the  44-mile  district 
would  be  the  run  between  Alamosa  and  Chama,  as  I  understand 
the  way  the  grades  are  run  in  the  narrow  gauge,  he  would  run 
from  Alamosa  to  Cumbres  in  freight  service  on  the  85-mile  day; 
and  from  Cumbres  to  Chama  on  a  45-mile  daj^  That  is,  he 
would  have  two  mileage  rates. 

Mr.  Shea :     That  is  because  of  the  change  in  grade,  is  it  not  f 

Mr.  Bremerman:     Due  to  grade,  yes.    But,  it  is  a  little  dif- 
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ferent  from  any  other  s,chedule,  and  I  tliouglit  it  proper  to  ex- 
plain why  we  have  shown  these  mileage  rates  on  these  sum- 
maries, in  that  manner. 

Mr.  Burgess:  How  many  times  does  his  rate  change!  Be- 
ginning at  Salida,  and  making  this  final  trip  that  you  quoted, 
how  many  times  does  his  rate  change? 

Mr.  Bremerman:     It  changes  once. 

Mr.  Burgess:     It  only  changes  once? 

Mr.  Bremerman:  The  rate  per  mile,  yes,  sir;  he  has  two 
rates  per  mile. 

Mr.  Sheean:     That  is,  the  day's  pay  is  the  same? 

Mr.  Bremerman:  The  day's  pay,  yes,  sir,  according  to  the 
size  of  the  engine  and  the  freight  service. 

Mr.  Sheean:  It  is  so  much  per  day,  and  if  he  makes  more 
than  a  certain  number  miles  in  a  day — 

Mr.  Bremerman :     Then  he  would  get  the  mileage  rate. 

Mr.  Sheean:     He  would  get  the  mileage  rate,  then? 

Mr.  Bremerman:     Yes. 

Mr.  Pai'k:     How  is  the  overtime? 

Mr.  Bremerman :  It  is  related  to  the  schedule  of  the  train. 
It  is  somewhat  similar  to  the  Southeast  that  we  saw  this  morn- 
ing, where  a  certain  amount  is  guaranteed  per  day,  but  they  are 
paid  more  than  that  if  they  run  more  miles  at  the  mileage  rate, 
except  that  on  the  T>.  &  R.  G.  you  change  your  mileage  rate. 

Mr.  Sheean :     Now,  you  have  carried  out  there  under  this 
notation,  a  mileage  rate  as  to  the  D.  &  R.  G.? 
Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Could  vou  carrv  out  anvthing  other  than  the 
mileage  rate  in  making  this  comparison? 

Mr.  Bremej'man :  It  is  not  on  the  same  basis  as  the  othei 
schedules;  that  is  the  reason  it  is  carried  out  in  that  manner. 

Mr.  Sheean:  This  sketch  shows  the  division  into  districts 
where  different  mileage  rates  would  apply,  because  of  the  size  of 
the  districts? 

Mr.  Bremerman:  a  different  immber  of  miles  constitutes 
a  dav's  v>'ork.  The  same  is  true  of  the  Colorado  &  Southern  in 
their  narrow  gauge  South  Park  district,  and  this  applies  not  only 
to  the  Colorado  lines  of  the  D.  &  R.  G.,  but  applies  to  both  stan- 
dard gauge  and  narrow  gauge. 
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Mr.  Sheean :  We  will  ask  to  file  this  as  Railroads'  Exhibit 
1-A. 

jTlie  bine  print,  so  offered  and  identified,  was  received  in 
evidence  and  therenpon  marked  ''Railroads'  Exhibit  1-A,  Janu- 
ary 19,  1915.") 

Mr.  Sheean :  Was  there  anything  in  connection  with  either 
of  these  smnmaries  as  to  engineers  and  firemen,  Mr.  Bremer- 
man,  that  j^ou  wished  to  explain? 

Mr.  Bremeiman :  There  seems  to  be  nothing  else  there,  ex- 
cept as  is  shown  by  the  exhibit  itself. 

Mr.  Sheean :     What  is  the  next  comparison? 

Mr.  Bremerman:  Page  95  covers  the  matter  of  the  local 
freight  differential  in  snmmarized  form,  related  to  that  part  of 
proposed  Article  3  which  i-eads  ' '  Engineers  and  Firemen  on  snch 
train  will  be  paid  ten  per  cent  increase  over  through  freight 
rates." 

Mr.  Sheean :  Before  taking  njj  this  summary,  perhaps  you 
had  better  give  ns  the  detail  of  which  this  is  really  an  index  or 
summary. 

Mr.  Bremerman :  The  detail  follows  the  actual  way  freight 
rates  themselves,  and  appears  on  page  108  for  engineers,  and 
page  109  for  firemen,  which  deals  with  the  differential  alone, 
rather  than  the  absolute  rates. 

Mr.  Sheean :     Preceding  that  you  have  the  actual  rates  1 

Mr.  Bremerman:     The  actual  rates  in  detail,  yes,  sir. 

Mr.  Sheean :  Then  will  you  explain,  if  you  please,  this  sum- 
mary, and  the  showing  made  as  to  engineers  in  the  different 
territories  ? 

Mr,  Bremerman:  As  to  engineers  in  the  West,  -4.49  per 
cent  have  a  10  per  cent  differential;  38  per  cent,  a  25  cent  dif- 
ferential ;  13.5  per  cent,  30  cent  differential ;  .2  per  cent,  35  cents  ; 
10  ])er  cent,  40  cents ;  1.8  per  cent,  50  cents. 

Then  we  have  approximately  23  or  24  per  cent  on  which  the 
range  of  the  differential  is  given  between  minimum  and  maxi- 
mum. 

Mr.  Sheean :     Now,  as  to  engineers  in  the  Eastern  territory? 

Mr.  Bremerman:  93  per  cent  are  paid  25  cents  ]ier  day 
higher  than  through  freight. 

Mr.  Sheean:  And  the  others  vary  in  amount  on  different 
roads? 
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Mr.  Bremerman:  Smaller  percentages,  varying  percent- 
ages, yes,  sir. 

Mr.  Slieoan :  Now,  as  to  the  engineers  in  the  Southeastern 
territory?  . 

Mr.  Bremerman:  2  per  cent,  10  cents  higher;  7  per  cent, 
25  cents  higher;  .4  per  cent,  30  cents  higher;  15  per  cent,  35  cents 
higher ;  3  per  cent,  60  cents  higher ;  2.5  per  cent,  70  cents  higher ; 
and  about  63  or  64  per  cent  are  shown  witli  the  range  of  differen- 
tial between  minimum  and  maximum. 

Mr.  Sheean :  The  larger  part  carried  at  53  per  cent,  appar- 
ently, with  a  minimum  of  35  and  a  maximum  of  60  cents  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  As  to  firemen,  what  is  the  situation  as  be- 
tween West,  East  and  South,  on  local  freight  differentials'? 

Mr.  Bremerman:  Well,  they  follow  the  engineers  in  the 
same  relative  way,  of  course,  with  smaller  amounts.  Do  you 
care  for  the  details,  Mr.  Sheean,  to  be  read  into  the  record? 

Mr.  Sheean:     No,  not  the  details. 

Mr.  Bremerman :  In  the  West,  the  firemen  generally  follow 
the  engineers,  except  in  a  smaller  absolute  differential. 

Mr.  Sheean :  In  the  West,  about  54  per  cent  have  the  dif- 
ferential of  25  cents  per  day? 

Mr.  Bremerman :    Yes,  sir. 

Mr.  Sheean :  In  the  East  apparently  86  per  cent  on  mileage, 
have  a  differential  of  15  cents  per  day? 

Mr.  Bremerman:     Yes.  sir. 

Ml-.  Sheean :  And  in  the  Southeast,  running  from  4Vo  cents 
running  up  to  34  cents,  the  largest  single  item,  15  per  cent,  being 
19  cents  per  day? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Or,  no,  wait  a  minute ;  there  is  one  mininmm 
of  10  cents  and  maximum  of  25  cents  that  runs  21.5  per  cent? 

Mr.  Bremerman:  These  differentials  as  to  the  Southeast 
are  taken  from  the  rate  sheets. 

Mr.  Sheean:     From  the  rate  sheets? 

Mr.  Bremerman:     Yes,  sir,  that  follows  here. 

Mr.  Sheean:  Do  you  find  anywhere,  in  any  schedule,  a 
differential  stated  in  terms  of  10  per  cent? 

Mr.  Bremerman:     One. 

Mr.  Sheean:     What  one  is  that? 
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Mr.  Bromemian:  That  is  the  mileage  of  4.491;  it  is  the 
Northern  Pacific. 

Mr.  Sheean:    The  Northern  Pacific? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And,  aside  from  that  one,  there  is  none 
found  anj^vhere  in  the  country? 

Mr.  Bremerman:    As  10  per  cent,  no  sir. 

Mr.  Sheean:  Now,  at  page  96,  what  is  shown,  Mr.  Brem- 
erman? 

Mr.  Bremerman :  Similar  information  for  the  way  freight 
service  as  we  have  discussed  for  passenger  and  through  freight ; 
that  is,  a  summary  of  the  rates  now  paid  under  the  proposed 
weight  on  drivers  basis. 

Mr.  Sheean:  Well,  supposing  we  take  in  that  the  low 
weight  on  drivers,  of  which  there  seem  to  be  a  few  engines  in 
both  the  East  and  South,  and  quite  a  large  number  in  the  West. 

Mr.  Bremerman :  The  proposed  rate  shown  in  black  faced 
type  at  the  top  is  arrived  at  by  adding  10  per  cent  to  the  through 
freight  rates  requested. 

Taking  column  1  for  the  West,  fifteen  engines  pay  4.80; 
thirty-four  take  4.85;  ninety-five  take  4.90;  three  take  4.95; 
forty-one  take  5.05 ;  twelve  take  5.10 ;  twenty-two  take  5.15 ;  sixty- 
four  take  5.20;  eight  take  5.25.  One  hundred  and  twenty-eight' 
take  5.30;  one  takes  5.37;  five  take  5.39;  fourteen  take  5.40; 
eleven  take  5.45 ;  two  take  5.50 ;  seventeen  take  5.55. 

Mr.  Sheean:  That  is,  on  these  rates  in  Western  territory 
thus  shown,  you  have — in  the  rates  here  shown  in  local  service, 
there  is  added  whatever  differential  in  dollars  and  cents  is  given 
in  favor  of  local  freight. 

Mr.  Bremerman:     Under  the  AVestern  territory? 

Mr.  Sheean:    Yes.  ^ 

Mr.  Bremerman:  Or,  as  they  are  shown  in  the  schedule 
for  local  freight. 

Mr.  Sheean :  Now,  what  is  the  situation  in  the  East  on  the 
few  engines  that  they  have  of  this  size  ? 

Mr.  Bremerman:  Thirty-five  receive  a  5.00  rate  and  two 
a  5.35  rate. 

Mr.  Sheean :     And  in  the  Southeast  ? 

Mr,  Bremerman:  Eleven  take  5.75  and  twelve  engines 
have  a  monthly  rate  of  160. 
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Mr.  Shecan:  These  are  in  waj'-  freight  service,  monthly 
rate? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean :  Now,  take  cohimn  5, 1  think  that  was  the  one 
we  compared  in  the  other  service  in  local  or  way  freight  service. 
What  is  the  situation  West,  East  and  South'? 

Mr.  Bremerman :     The  range  or  the 

Mr.  Sheean :     The  range,  yes. 

Mr.  Bremerman:  Tliej^  range  from  5.14 V-j  to  5.83  in  valley 
service,  and  6.45  in  mountain  service,  in  the  Western  territory. 

Mr.  Sheean :     In  the  East  what  is  paid  ? 

Mr.  Bremerman:  It  ranges  from  one  engine  at  4.90  to 
three  at  5.45,  with  248  engines  at  5.10. 

Mr.  Sheean:  The  largest  number  reported  in  the  West 
having  a  particular  rate  being  126,  that  take  a  5.65  rate? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  And  in  the  Southeast,  in  that  class  the  rate  is 
what? 

Mr.  Bremerman :     Six  at  5.25  and  twelve  5.75. 

Mr.  Sheean:  That  is  a  comparison  as  to  the  engineers  in 
way  freight  service.  Is  a  similar  comparison  made  of  firemen 
in  the  territory? 

Mr.  Bremerman :     On  page  97. 

Mr.  Sheean :  On  page  97,  taking  the  lowest  type  and  style 
of  engine,  and  by  the  way,  Mr.  Bremerman,  does  it  appear 
throughout  that,  speaking  generally,  there  are  a  much  larger 
number  of  small  engines  falling  under  this  80,000  in  the  West 
than  either  in  the  East  or  South? 

Mr.  Bremerman :     It  would  appear  so  generally. 

Mr.  Sheean :  What  is  the  rate  on  coal  burners  in  the  small 
class  in  the  West,  low  or  high?  I  don't  think  we  need  to  take  all 
of  those  items. 

Mr.  Bremerman :  From  2.85  to  3.41.  In  the  East  from  2.90 
to  3.66,  which  is  one  of  a  group  of  several  selective  rates. 

Mr.  Sheean :     In  the  Southeast,  as  to  white  firemen. 

Mr.  Bremerman:  Eleven  engines  3.05,  and  twelve  engines 
on  a  monthly  rate  of  93.33. 

Mr.  Sheean :  In  the  same  column  5,  just  in  a  general  way, 
what  is  the  range  in  prices  on  coal  burners  of  firemen  in  way 
freight  service? 
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Mr.  Bremerman :     From  3.45  to  4.12i/^. 
Mr.  Slieean:     And  in  the  East? 
Mr,  Bremerman :     From  3.35  to  3,87. 
Mr.  Slieean:     In  the  Southeast? 
Mr.  Bremerman :     From  3.16  to  3,35. 

Mr.  Sheean:  All  of  the  detail  of  that  comparison  I  think 
you  have  already  explained,  as  to  how  the  detail — 

Mr.  Bremerman:  It  would  be  similar  to  through  freight 
service  exactly, 

Mr,  Sheean:  Following  the  comparison  of  way  freight 
rates,  what  comparison  do  j^ou  next  make  ? 

Mr.  Bremerman :  Page  113,  Snow  Plow  Service,  There  is 
no  proposal  given  there.  It  is  related  generally  to  the  proposals 
for  other  unclassified  ser\dce. 

Mr.  Sheean:  That  is,  under  the  proposal  here,  all  unclassi- 
fied service,  or  service  of  this  character  takes  through  freight 
rates? 

Mr.  Bremerman :    Yes. 

Mr.  Sheean:  Is  there,  in  the  West,  pretty  generally,  spe- 
cific provision  for  snow  plow  service  ? 

Mr,  Bremerman:  Practically  70  per  cent  of  the  mileage 
makes  some  provision  for  snow  plow  service, 

Mr.  Sheean:    And  on  what  basis  is  that  now  paid? 
Mr.  Bremerman:    Fifty-four  per  cent  is  paid  through  freight 
rates;  6^2  per  cent  IMi  hourly  rates;  4.4  per  cent  higher  than 
through  freight  rates;  3.9  per  cent  paid  fiat  rates;  ,54  per  cent 
paid  local  freight  rates;  29  per  cent,  no  provision. 

Mr,  Sheean:  And  over  51  per  cent  of  the  firemen  are  paid 
through  freight  rates  in  snow  plow  service? 

Mr,  Bremerman:  Yes,  and  both  have  special  rates  for  ro- 
tary snow  plows, 

Mr,  Sheean:     The  detail  on  the  various  roads,  and  how  that 
is  handled  is  shown  following  that  summary. 
Mr.  Bremerman:     On  114  and  115. 

Mr.  Sheean:  Mixed  Train  Service,  Mr.  Bremerman,  is 
shown  on  page  116? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean :  What  is  the  situation  in  the  mixed  train  serv- 
ice in  the  West? 

Mr.  Bremerman:     As  to  engineers,  48^2  per  cent  are  paid 
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through  freight  rates;  oVi^  per  cent  local  freight  rates;  11.2  per 
cent  paid  passenger,  local  or  through  freight  rates  according  to 
the  class  and  nature  of  the  work  done  by  the  train;  12  per  cent 
special  rates;  21  per  cent  no  specific  provision  in  the  schedules 
as  to  mixed  train  service. 

Mr.  Sheean:  And  as  to  firemen,  there  is  a  specific  provision 
as  to  mixed  train  service  in — 

Mr.  Bremerman:     Fil'ty-four  per  cent. 

Mr.  Sheean:  Some  sort  of  specific  ]»i-ovision  in  87  per  cent 
of  the  schedules,  is  there  not? 

Mr.  Bremerman:     Practically. 

Mr.  Sheean:  Of  which  54  per  cent  provide  for  pa^dng 
through  freight  rates. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  the  others  make  particular  provision  or 
specific  provision,  to  meet  their  manner  of  handling  mixed  train 
service  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  There  has  been  no  effort  in  either  of  these 
last  two  exhibits  to  assemble  the  information  as  to  how  near 
the  request  as  submitted  is  the  present  practice  on  the  roads 
represented? 

Mr.  Bremerman:     No, 

Mr.  Sheean :  As  to  the  snow  plow  and  mixed  train  sei*vice. 
Mr.  Bremerman,  at  page  19  w^ill  you  explain  just  what  was 
assembled  there! 

Mr.  Bremerman:  This  relates  to  proposed  Article  1  and 
Article  2,  covering  the  rates  to  be  paid  in  other  unclassified 
service,  and  this  specific  summary  covers  the  work  of  breaking 
in  engines,  when  provided  for  in  the  schedule. 

Mr.  Sheean :  That  is  at  the  present  time,  there  is  in  the 
schedules,  in  the  proportion  shown  here — the  matter  of  break- 
ing in  engines  is  specifically  covered  in  the  schedules. 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Covered  in  a  variety  of  ways  as  shown  in 
these  different  items'? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  And  just  what  proportion  of  the  engines  thus 
covered  by  specific  schedules  would  be  thrown  into  the  through 
freight  rates  is  also  shown  from  this? 
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Mr.  Bremerman :     Can  be  deduced,  yes. 

Mr.  Sheean:     Can  be  deduced  from  it? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Just  explain,  please,  what  is  meant  by  break- 
ing in  engines  as  used  in  this  schedule. 

Mr.  Bremerman :  I  understand  it  to  be  taking  an  engine  as 
it  comes  out  of  the  shop,  and  after  general  repairs  and  running, 
make  the  adjustment  that  may  be  necessary  to  get  it  in  shape  to 
put  in  actual  road  service. 

Mr.  Sheean:  This,  like  the  two  preceding  ones,  you  have 
simply  attempted  to  relate  to  the  proposition  submitted  by  the 
men,  in  order  to  ascertain  how  near  or  how  far  the  practices  in 
the  territory  approach  or  conform  to  the  request. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  There  is  no  comparison  made,  or  no  attempt 
to  make  any  comparison  with  any  other  territory? 

Mr.  Bremerman:     No. 

Mr.  Sheean:  At  page  122,  Mr.  Bremerman,  and  following, 
what  is  that? 

Mr.  Bremerman:  122  covers  time  and  mileage  guarantee 
provisions  in  the  Western  schedules,  and  the  same  for  the  East 
and  Southeast  for  both  engineers  and  firemen,  and  in  the  dif- 
ferent classes  of  service,  so  far  as  the  schedule  provisions  pro- 
\'ide  for  such  guarantee. 

Mr.  Sheean:  Have  you  followed,  as  to  the  different  terri- 
tories, the  same  general  headings  as  to  the  classes  of  service 
in  which  guarantees  are  made? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Now,  before  we  go  to  this  summary  or  in- 
dex, will  you  state  the  detail,  where  that  appears  and  the  man- 
ner of  the  facts  assembled! 

Mr.  Bremerman :  For  the  Western,  pages  124  and  125  for 
the  engineers  and  firemen  respectively.  Taking  page  124  for 
the  engineers,  we  find  the  classification  Local  Service,  Work 
Train  Service,  Helper  Service,  and  All  Service,  with  the  usual 
qualifying  footnotes  as  they  appear  in  the  schedules. 

Mr.  Sheean:  On  page  124,  being  the  time  and  mileage 
guarantees,  engineers.  Western  territory,  your  first  column  is 
headed:  ''Men  assigned  to  local  freight  service  paid  for  days 
not  used  through  no  fault  of  their  own." 
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In  that  column,  is  sliown  opposite  the  name  of  the  rail- 
road, the  articles  of  the  schedules  which  give  a  guaranty  to  the 
engineers  on  that  line. 

The  second  column:  "Assigned  men  paid  full  time  for  26 
working  days,"  under  the  head  "Work-train  service,"  That 
column  also  shows  the  particular  roads  on  which  such  guar- 
antees are  made? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Under  the  head  of  * '  Work-train  service, ' '  you 
have  summarized  the  different  forms  of  guarantees  that  may 
be  found  in  different  schedule  i3rovisions? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  Classifying  them  in  the  five  classes  shown 
under  "Work-train  service." 

Mr.  Bremerman:  Or  perhaps  more  frequently  the  foot- 
notes develop  some  other  phase  of  it? 

Mr.  Sheean:  In  the  work-train  service  we  find  certain 
roads  which  guarantee  assigned  work-train  men  full  time  for 
26  working  days? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Others  who  guarantee  assigned  men  for  days 
not  used,  including  Sundays? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean :  Others  give  a  guaranty  to  assigned  men  paid 
for  working  days  not  used? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  And  others  who  are  paid  for  days  not  used 
when  assigned  to  work  trains,  for  six  days  or  more? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Others  paid  for  each  day  held  for  work  day 
service? 

Mr.  Bremerman :     Yes. 

Mr.  Sheean:  Under  these  various  classes,  reference  is 
made  to  the  articles  in  the  schedules  of  the  particular  roads, 
which  show  where  such  guarantees  are  made? 

Mr.  Bremerman :    Yes. 

Mr.  Sheean:  As  to  helper  service,  what  divisions  have  you 
made  there,  as  to  assignments  in  helper  service? 

Mr.  Bremerman:  The  column  headings  show:  "Assigned 
men  paid  for  days  not  used."    "Assigned  men  guaranteed  a  full 
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month's  pay."    "Assigned  men  260  hours  or  2,600  miles  per  cal- 
endar month. ' ' 

Mr.  Sheean :  In  ** All  Service,"  Mr.  Bremerman,  what  sub- 
divisions have  you  made  as  to  engineers  in  all  service? 

Mr.  Bremerman:  In  five  columns.  No.  1:  ''Branch  runs, 
where  not  required  to  run  6  days  per  week  guarantee  2,400  miles 
per  calendar  month. ' ' 

Column  11:  "All  regularly  assigned  engineers  guaranteed 
a  minimum  of  2,600  miles  per  month." 

12:  "Engineers  on  assigned  runs  paid  for  working  days 
not  used,  except  in  cases  of  unavoidable  delay  to  traffic. ' ' 

13:  "Engineers  on  assigned  runs  guaranteed  2,600  miles 
per  month. ' ' 

14 :    "  All  service  guaranteed  600  miles,  or  6  days  per  week. ' ' 

Mr.  Sheean :     That  last  one  was  shown  on  what  road? 

Mr.  Bremerman:  Southern  Pacific — Pacific  System,  with 
the  note  that  it  shall  in  no  way  apply  to  runs,  the  daily  number 
of  trains  composing  which  is  uncertain. 

Mr.  Sheean :  Now,  with  that  detail,  have  you  summarized 
the  information  as  to  guarantees  in  all  the  territories? 

Mr.  Bremerman :  Yes,  the  detail  as  to  the  East  and  South- 
east follows  on  pages  126  and  127. 

Mr.  Sheean :  And  the  summaries  then  appear  at  page  122 
as  to  engineers? 

Mr.  Bremerman:  One  hundred  and  twenty-two  as  to  the 
Western  territory,  both  engineers  and  firemen;  and  123  as  to 
the  Eastern  and  Southeastern  territory,  both  engineers  and 
firemen. 

Mr.  Sheean:  Now,  in  the  Western  territory  would  you 
just  give  us  briefly  what  the  guarantees  are  in  "All  Service." 

Mr.  Bremerman :  Seventy  per  cent  make  no  guarantee  in 
all  service,  6  per  cent  "branch  runs  where  not  required  to  run 
6  days  per  week  guaranteed  2,400  miles  per  month. ' ' 

1.3  "All  regularly  assigned  engineers  guaranteed  a  mini- 
mum of  2,600  miles  per  month. ' ' 

Four  and  one-half  per  cent  "Engineers  on  assigned  runs 
paid  for  worldng  days  not  used  except  in  case  of  unavoidable 
delay  to  traffic." 

3.7  "Engineers  on  assigned  runs  guaranteed  2,600  miles 
per  month." 
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4.5  "All  service  guaranteed  600  miles,  or  6  days  per  week." 

2.8,  All 

Mr.  Sheean:  But  with  the  qualification  under  it  that  it 
does  not  apply  to  runs,  the  daily  number  of  trains  composing 
which  is  uncertain  1 

Mr.  Bremerman:  Yes.  2.8,  ''All  regularly  assigned  en^ 
gineers  guaranteed  2,600  miles  per  month  except  passenger  8,000 
miles. ' ' 

5.9,  * '  All  regularly  assigned  engineers  guaranteed  100  miles 
for  each  working  day,  except  Sundays  and  legal  holidays." 

Mr.  Sheean:  Now,  Mr.  Bremerman,  in  this  information 
tabulated  here,  you  do  not  include  any  minimum  day  or  guar- 
antees of  pajTuent  for  *  *  Called  and  not  used, ' '  but  only  guaran- 
teed time  or  mileage  per  week  or  per  month,  or  some  matter 
of  that  sort"? 

Mr.  Bremerman:  Yes,  sir.  I  have  a  note  to  that  effect 
on  pages  124  and  125,  at  the  lower  right  hand  corner : 

''Note:  'Tune  and  mileage  gTiarantees'  as  used  herein, 
does  not  include  guarantees  of  minimum  day,  for  time  held  for 
special  service  or  engines,  snow  blockades,  .circus  trains,  run- 
arounds  at  terminals,  etc.,  etc." 

And  of  course  just  deals  with  sub-heads  that  we  show  in 
the  summary. 

Mr.  Sheean:  Now,  in  the  Western  territory  what  do  you 
find  in  a  general  way  as  to  the  situation  with  reference  to  guar- 
antees in  helper  service? 

Mr.  Bremerman :  18.8  per  cent  guaranteed  assigned  pay  for 
days  not  used. 

4.6  per  cent,  guarantee  assigned  men  a  full  month's  pay. 
13  per  cent,  guarantee  assigned  men  260  hours  or  2,600  miles 

per  month. 

5.9  per  cent,  guarantee  all  regularly  assigned  men  100  miles 
for  each  working  day,  Sundays  and  holidays  excepted. 

4^/4  per  cent,  guarantee  engineers  on  assigned  runs  for  work- 
ing days  not  used  except  in  case  of  unavoidable  delay  to  traffic. 

No  provisions  in  schedules  of  521/2  per  cent. 

Mr.  Sheean:    And  what  with  reference  to  local  service! 

Mr,  Bremerman :  No  provision  in  schedules  of  66  per  cent 
of  the  mileage. 
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3.7  per  cent,  assigned  men  paid  for  days  not  used  except 
legal  holidays  or  in  cases  of  accidents,  wash-outs,  etc. 

6  per  cent,  branch  runs  where  not  required  to  run  6  days  per 
week,  guaranteed  2,400  miles  per  month. 

4I/2  per  cent,  engineers  on  assigned  runs  paid  for  working 
days  not  used,  except  in  case  of  unavoidable  delay  to  traffic. 

7.7  per  cent,  engineers  on  regularly  assigned  runs  guaran- 
teed 2,600  miles  per  month. 

41/4  per  cent,  guaranteed  600  miles,  or  6  days  per  week. 

5.9  per  cent,  all  regularly  assigned  engineers  guaranteed 
100  miles  for  each  working  day ;  Sundays  and  holidays  excepted. 
8/10  of  one  per  cent  regular  way  freights  on  Fort  Collins  and 
Trinidad  Districts  paid  for  national  holidays. 

Mr.  Sheean:  Now,  on  these  two  pages,  122  and  123,  you 
have  taken  All  Service,  Helper  Service,  Local  Service,  Work- 
Train  Service  and  Miscellaneous  Guarantees,  both  for  engineers 
and  firemen,  and  made  comparisons  as  between  the  three  ter- 
ritories ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  the  various  percentages,  reduced  to  total 
mileage,  are  extended  in  the  same  manner  here  as  in  other  ex- 
hibits? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  Is  there  anything  special  as  to  the  time  and 
mileage  guarantee  to  which  you  wish  to  call  attention,  Mr. 
Bremerman? 

Mr.  Bremerman:  You  wish  to  take  up  the  East  and  South- 
east specifically? 

Mr.  Sheean:  Well,  I  ask  specifically,  Mr.  Bremennan,  as 
to  just  what  percentage  in  all  of  these  various  items — and  the 
information  is  assembled  in  just  the  same  way  as  to  all  of 
them? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  As  to  its  preponderance  or  lack  of  preponder- 
ance in  any  particular  territory,  the  summary  itself  shows  all 
the  facts  in  that  respect? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  Now%  the  next  part  of  the  exhibit  following 
the  detail  of  these  summaries? 

Mr.  Bremerman:    Page    128  features    the    payment    for 
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''Called  and  Released,"  details  of  which  are  shown  on  pages 
129  and  130  for  the  Western  territory  only. 

Mr.  Sheean:  And  also  the  summary  on  page  128  simply 
shows  the  various  allowances  on  the  various  roads  covering 
the  situation  of  ** Called  and  Released"  without  making  a  run? 

Mr,  Bremerman:     Yes. 

Mr.  Sheean:  The  provisions  on  the  different  roads,  as 
shown  on  page  129,  under  all  of  the  columns  that  you  extend 
across  the  page,  shows  what  the  allowance  is  from  actual  time 
up  to  half  a  day,  or  50  miles,  as  the  case  may  be  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Showing  the  particular  roads  in  which  these 
different  arrangements  are  made? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  I  guess  that  is  not  the  extreme.  Two  hours  or 
100  miles,  minimum  of  2  hours  and  maximum  of  100  miles.  I 
see.    Page  130  assembles  the  same  information  as  to  firemen. 

Mr.  Bremerman:    Yes. 

Mr.  Sheean:  There  was  no  effort  to  make  comparison  as  to 
whether  or  not  there  was  a  greater  preponderance  of  this  particu- 
lar rule  or  any  particular  phase  of  this  situation  in  the  "West 
than  in  the  East  or  South? 

Mr.  Bremerman:  No,  nothing  is  shown  for  the  East  or 
Southeast. 

Mr.  Sheean:    Page  131,  Mr.  Bremerman. 

Mr.  Bremerman:  Covers  a  similar  summary  for  the  time 
of  doubling  and  running  for  water,  etc.  The  payments  made, 
therefor. 

Mr.  Sheean:  Now,  in  the  engineers'  schedule,  about  84 
per  cent  seem  to  make  specific  provision,  or  83  per  cent  make 
specific  provision  for  the  matter  of  doubling,  running  for  water, 
things  of  that  sort. 

Mr.  Bremerman:     Ninety-three. 

Mr.  Sheean:  Oh,  yes,  93.  And  as  to  firemen,  there  is  also 
a  great  majority  of  the  roads,  or  at  least  a  very  large  propor- 
tion of  the  mileage  of  the  roads,  in  which  this  particular  part 
of  the  Firemen's  work  is  specifically  covered  by  the  schedule? 

Mr.  Bremerman:    Yes. 

Mr.  Sheean :    Well,  then,  just  give  us  some  general  idea  of 
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how  wide  the  spread  is,  or  just  what  situations  apparently  are 
covered  by  the  matter  of  doubling  or  running  for  water? 

Mr.  Bremerman:  The  summary  shows  that  for  engineers 
approximately  31  per  cent  of  the  total  mileage  pays  actual  mile- 
age. For  instance,  45  per  cent  pay  actual  mileage  but  a  minimum 
of  10  miles.  8  per  cent  pay  10  miles  or  one  hour.  21/2  per  cent 
a  minimum  of  five  miles.  Over  5  per  cent  pays  actual  mileage 
at  10  miles  per  hour. 

Mr.  Sheean:  And  now  about  varieties  in  ''How  Paid." 
That  is  the  basis  of  computation.  What  variety  do  you  find  in 
the  matter  of  ' ' How  Paid ?' ' 

Mr.  Bremerman :  15.6,  paid  in  addition  to  all  other  allow- 
ances and  regardless  of  time  or  mileage  of  trip. 

43  per  cent,  paid  mileage  doubling,  etc.,  added  to  other  mile- 
age made  on  trip,  and  all  over  100  miles  allowed. 

Six  and  one-half  per  cent,  paid  on  runs  of  100  miles  or  more, 
time  consumed  doubling,  etc.,  not  included  in  computing  over- 
time. 

Thirteen  and  four-tenths  per  cent,  in  addition  to  time  or 
mileage  of  trip.  Not  to  be  counted  twice  in  computing  over- 
time. 

Mr.  Sheean:     Just  what  does  that  mean,  now? 
Mr.  Bremerman:     That  when  you  figure  the  overtime,  the 
time  making  the  double  or  the  run  for  water  is  eliminated  and 
not  figured  twice,  in  computing  the  overtime.    It  is  not  a  double 
payment. 

Mr.  Sheean:  And  in  the  first  two  items  you  have  there, 
under  the  head  of  "How  Paid,"  "In  addition  to  all  other  allow- 
ances and  regardless  of  time  or  mileage  of  trip,"  and  the  second 
item,  "Mileage  Doubling,  etc.,  added  to  other  mileage  made  on 
trip,  All  over  100  miles  allowed,"  what  is  the  difference  there, 
Mr.  Bremerman? 

Mr.  Bremerman:  Well,  I  would  understand,  on  a  trip  of 
70  miles,  a  10  mile  double  or  run  for  water,  making  a  total  mile- 
age of  80  in  the  first  place,  a  man  would  be  paid  110  miles,  be- 
cause it  is  paid  in  addition  to  all  other  allowances  and  regard- 
less of  time  or  mileage  of  trip.  That  is,  he  would  get  the  10 
miles  in  addition  to  the  minimum  day.  But  in  the  second  case  it 
would  be  added  to  the  actual  miles,  and  as  it  is  not  over  100,  he 
would  get  the  minimum  day  of  100  miles. 
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Mr.  Sheean:  There  is  uo  effort  as  to  the  provisions  of 
doubling,  running  for  water,  to  make  comparison  with  the  other 
territorial  districts? 

Mr.  Bremerman:  No,  its  relation  to  the  proposal  is  only 
in  the  rates  that  are  paid  for  the  mileage. 

Mr.  Sheean:  Yes.  Page  134  you  have  tabulated  certain 
information. 

Mr.  Bremerman :     As  to  the  methods — 

The  Chairman:     I  guess  we  will  stop  here. 
(Whereupon,  at  5  o'clock  P.  M.,  January  19,  1915,  an  ad- 
journment was  taken  to  January  20, 1915,  at  10  o'clock  A.  M.) 
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IN  THE   MATTER  OF  THE 

ARBITRATION 
between  the 
WESTERN  RAILWAYS 
and 
BROTHERHOOD  OF  LOCOMOTIVE 
ENGINEERS 
and 
BROTHERHOOD    OF    LOCOMOTIVE    FIRE- 
MEN AND  ENGINEMEN 

under  the  Act  approved  July  15,  1913,  by  agree- 
ment dated  August  3,  1914. 


Chicago,  Illinois,  January  20,  1915. 

Met  pursuant  to  adjournment  at  10 :15  A.  M. 
Present:     Arbitrators  and  parties  as  before. 

Mr.  Sheean :  May  it  please  the  Board,  at  the  conclusion  of 
the  testimony  of  the  witness  Modenbach,  I  advised  the  Board 
that  the  Rock  Island  Company  were  unable  to  get  any  record  of 
such  an  occurrence  as  testified  to  by  Mr.  Modenbach,  and  Mr. 
Carter  at  the  completion  of  the  testimony  made  the  following 
statement:     (Page  1734.) 


I  i 


gentlemen    of   the    Board,    if   the    Chairman 


& 


pleases,  evidently  the  Rock  Island  Road  has  some  record  of 
where  this  man  went,  because  if  he  ever  applied  for  a  position 
on  another  road,  the  other  road  would  ask  for  his  references,  and 
I  will  ask  that  the  counsel  for  the  railroads  join  with  us  in  en- 
deavoring to  locate  this  man  and  we  will  bring  him  here  and  i^ay 
his  expenses." 

We  have  succeeded  in  locating  the  engineer  Thompson,  who 
is  now  with  the  Pere  Marquette  Railroad  Company,  and  my 
thought  was  to  state  to  you  gentlemen  that  he  had  been  located, 
and  if  it  was  thought  advisable  to  have  Mr.  Modenbach  on  the 
same  day  that  he  was  here,  we  could  ask  that  he  report  here^ 
say  next  Monday. 
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Mr.  Stone:  Do  1  iiiKlerstaiid  that  Mr.  Tlionipson  will  re- 
port here  on  Monday? 

Mr.  Sheean :  We  have  made  no  request  as  yet,  but  we  will 
ask  the  Pere  ^Marquette  to  have  him  here  on  Monday  next,  if 
that  is  thought  desirable  or  agreeable,  gentlemen. 

Mr.  Stone:     It  is  entirelv  satisfactorv.     We  will  trv  and 

«  •  » 

^et— 

Mr.  Sheean :  Then,  Mr.  Brown,  will  you  make  the  request 
that  Mr.  Thompson  ropoi't  hero  to  the  Board  in  this  room  next 
Monday  morning  ? 

If  the  Board  please,  it  has  been  suggested  to  me  by  some 
of  the  committee  that  my  colloquy  with  Mr.  Burgess  yesterday 
was  not  as  clear  as  it  possibly  should  be,  in  my  statement  with 
reference  to  a  subsequent  exhibit.  Mr.  Keefe,  who  will  testify 
as  to  the  application  of  the  schedules  to  the  payrolls  of  Octol>er, 
1913,  will  state  the  amount  of  increased  cost  that  would  arise 
by  virtue  of  the  api)lication  of  the  proposed  schedule,  had  this 
proposed  schedule  been  in  effect  in  the  month  of  October,  1913, 
and  on  the  portion  of  the  exhibit  yesterday  al)out  which  we  were 
talking  (page  58),  giving  the  number  of  engines  as  per  the  classi- 
iications  of  the  roads,  and  the  subsequent  portions  of  the  exhibit 
which  show  engines  which  would  have  taken  a  certain  rate 
during  the  month  of  October,  1913,  had  this  pro]iosal  been  in 
effect,  it  is  the  purpose  and  intent  of  this  exhibit  sim])ly  to  show 
that  during  the  month  of  October,  1913,  the  num])er  of  engines 
there  specified  would  have  taken  these  rates — possibly  some  of 
them  only  once  and  for  one  run,  possibly  others  through  the 
greater  part  of  the  month,  no  effort  being  made  in  that  to  show 
the  mileage  rate,  the  exhibit  being  prepared  just  in  the  same 
manner,  practically,  as  appears  in  the  Northern  Pacific  schedule, 
where,  at  the  present  time  the  engine  is  classified,  and  several 
rates,  passenger,  freight  and  mixed  work,  pusher  and  helper, 
transfer,  the  rate  being  different  as  per  class  of  service.  Now, 
it  is  true  that  an  engine  which  during  the  month,  under  the 
present  schedule,  worked  one  day  in  one  class  of  service  and 
would  take  one  rate  and  another  day  would  take  a  different  rate, 
would  be  shown  and  is  shown  in  this  exhibit  as  an  engine  which 
did  do  work  during  the  month,  which  would  take  that  rate. 

What  I  meant  as  to  cost,  if  it  was  not  clearly  stated,  is  that 
Mr.  Keefe.  in  testifying,  will  give  a  statement  of  the  actual 
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■operations,  if  desired,  filing  also  the  mileage  made  of  the  en- 
gines as  they  operated  during  that  month,  and  the  cost  under 
the  proposal  will  appear  in  an  exhibit  of  a  subsequent  witness. 

Mr.  Stone:     Might  I  ask  a  question,  Mr.  Chairman? 

The  Chairman:     Certainly. 

Mr.  Stone :  Then  we  are  to  assume  Mr.  Sheean,  that  every 
engine  shown  on  page  58  or  in  that  exhibit  was  actually  in  service 
in  that  month  1 

Mr.  Sheean:  No,  no,  not  at  all,  Mr.  Stone.  That  is  what 
I  just  attempted  to  make  clear,  that  page  58 — 

Mr.  Stone :  They  were  not  in  the  service,  but  if  they  were 
in  service  they  would  take  that. 

Mr.  Sheean:  What  I  attem[)ted  to  make  clear  was  that 
page  58  is  an  inventory  practically  of  the  engines  owned  by  the 
roads  as  per  classifications  of  the  roads. 

Mr.  Stone :  But  there  is  nothing  there  on  page  58  to  show 
liow  many  of  them  are  obsolete  or  on  the  scrap  pile. 

Mr.  Sheean:  Absolutely  not.  That  page  58,  Mr.  Stone, 
does  not  attempt  to  distinguish  as  to  whether  the  6,680  engines 
were  all  in  use,  the  assumption — the  probabilities  l)eing,  I  as- 
sume, from  operating  men,  that  a  certain  proportion  of  engines 
are  normally  in  the  shops  undergoing  repairs ;  but  page  58 
shows  the  classification,  and  if  that  is  desired,  that  we  file  the 
actual  classifications,  which  I  think  all  of  the  organizations 
are  familiar  mth,  of  what  the  engines  are,  that  can  also  be 
done.  Page  58  is  simply  an  inventory  of  the  engines  as 
classified. 

Mr.  Stone :  ■  In  other  words,  it  is  simply  taking  stock  of 
what  they  have  on  hand? 

Mr.  Sheean :     Practically  that,  I  would  say,  yes. 

Mr.  Stone:  Whether  they  are  junk,  or  fit  for  service,  or 
not. 

Mr.  Sheean :  1  could  not  say  as  to  junk,  whether  they  carry 
those  as  engines  or  not.  That  is  not  my  understanding,  how- 
ever. 

Mr.  Stone :  It  is  the  opinion  of  some  of  our  men  that 
they  do. 

Mr.  Sheean :  That  may  be,  but  this  is  asked  as  to  engines, 
Mr.  Stone,  and  purports  to  be  actual  railroad  engines. 
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Mr.  Stone:  Any  engine  is  an  engine  as  long  as  it  stands 
on  wheels,  Mr.  Slieean. 

The  Chairman:  Do  I  understand  that  this  table  was  of- 
fered for  illustrative  purposes  only? 

Mr.  Sheean:  No;  this  table  on  page  58  is  to  show  the 
number  of  engines  that  the  railroads  own;  an  inventon',  and  a 
subsequent  table  of  extensions,  shows  how  those  engines  o]ier- 
ate  in  a  month,  classified  on  the  weight  on  drivers  basis, 

Mr.  Nagel:  These  are  engines  on  hand  and  the  rate  they 
would  draw  if  and  when  employed? 

Mr.  Sheean:  Preciselv;  Init  in  order  to  make  clear  the- 
suggestions  made  here  yesterday,  if  your  Honor  please — 

The  Chainnan:  Then,  if  I  understand,  your  purpose  was 
to  illustrate  what  would  happen  under  certain  given  circum- 
stances ? 

Mr.  Sheean:     Precisely. 

The  Chainnan:  Assuming  that  all  these  engines  were  in^ 
active  service  during  the  month  in  question! 

Mr.  Sheean:  Even  although  all  of  these  engines  were  not 
in  service,  a  subsequent  exhibit  shows  the  engines  wliich  were 
in  service  in  that  month.  That  is,  the  second  part  counts  the 
actual  operation  in  every  month.  As  to  a  difference  in  the 
number,  I  wanted  to  make  clear  that  a  single  engine  might 
operate  in  different  service  under  the  present  schedules,  and 
that  it  might  take  different  rates  during  the  month;  therefore, 
on  this  exhibit,  some  engine  might  and  would  undoubtedly  show 
as  taking  a  different  rate,  if  it  actually  operated  during  tliat 
month  in  different  classes  of  service,  both  under  the  present 
schedules  and  also  under  the  proposed  schedules,  so  that  the 
number  as  shown,  to  which  attention  was  directed  yesterday  in 
various  classes  of  service,  is  the  engines  which  were  used  in 
that  service,  under  operation  during  the  month  wlien  the  de- 
mands were  presented. 

Mr.  Shea:  Then  what  does  the  table  on  page  66  purjiort 
to  convey? 

Mr.  Sheean:  The  table  on  66  purports  to  convey  that  in  the- 
month  of  October.  1913,  when  the  demands  of  the  men  were 
presented,  taking  the  first  line,  the  Atchison,  Topeka  &  Santa  Fe- 
Railway,  that  18  engines  which,  during  that  month  paid  a  rate 
of  4.15,  would,  if  the  proposal  of  the  men  was  in  effect,  have  paid 
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•a  rate  of  4.50.  It  does  not  purport  to  show  whether  or  not  that 
rate  of  4.15  was  paid  on  31  trips  or  on  one  trip.  It  purports  to 
show  that  85  engines,  which,  during  the  month  in  actual  ojiera- 
tion  paid  a  rate  of  4.40,  woukl,  if  the  proposal  was  in  effect,  have 
paid  4.60.  "Wliether  or  not  that  was  on  a  single  trip  or  a  number 
of  trips,  it  is  not  attempted  to  show,  because  the  mileage  is  not 
here  extended.  It  purports  to  show  further  that  114  engines 
which  paid  a  rate  of  4.40,  under  existing  conditions,  would  have 
paid  4.80,  had  the  proposal  been  in  effect.  Now,  there  is  no 
attempt  to  show  here  by  this  table  whether  or  not  a  single  trip 
was  made  by  one  of  those  engines,  or  a  number  of  trips.  One 
of  those  113  engines  or  114  engines  here  shown  in  passenger 
service  as  having  paid  a  rate  of  4.40,  may  have  been  used  for  a 
single  trip  in  freight  service ;  and  we  also  show  under  the  freight 
table  as  having  been  operated  and  having  paid  a  rate,  whether 
for  a  short  number  or  large  number  of  miles  we  do  not  here 
attempt  to  point  out,  but  the  cost  from  a  change  in  rates  will 
be  shown  by  the  exhibit  of  Mr.  Keefe. 

Mr.  Shea :  Why  should  there  be  a  great  difference  in  the 
total  number  of  engines,  as  indicated  on  the  two  pages,  for  the 
same  road? 

Mr.  Sheean :  For  this  reason,  Mr.  Shea :  If  you  will  take 
this  Northern  Pacific  Eailway  Company  schedule  which  we  have 
now,  the  present  schedule  of  that  road  and  assume  that  it  had 
just  one  engine,  standard  17  inch,  which  under  that  schedule, 
provides  for  one,  two,  three,  four,  five  different  rates  upon  that 
engine.  Xow,  if  that  engine  under  the  present  schedule — that 
single  engine,  was  operated  in  the  five  different  services,  and 
took  five  different  rates  during  the  month,  in  this  summary  it 
would  be  shown  under  each  of  these  headings  that  that  one 
engine  took  five  different  rates  during  the  month,  and  if  you 
totaled  the  one,  two,  three,  four,  five  different  classes  of  service, 
and  coimted  it  as  five  engines,  you  would  reach  an  improper 
deduction;  and,  therefore,  I  am  attempting  to  make  clear  that 
we  were  not  seeking  to  convey  to  the  Board  the  idea  that,  because 
of  five  different  rates,  there  were  necessarily  five  different  en- 
gines, but  we  are  showing  by  this  exhibit  that  this  number  of 
different  rates  during  that  month  of  application  on  the  engines 
then  in  use  would  have  been  effected  by  this  proposal;  but  a 
single  engine,  as  shown  by  this  exhibit,  may  take  five  different 
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rates  during-  the  montli,  (lei)endiiig  on  tlie  class  of  service  in 
which  it  was  used. 

DAN  H.  BREMP]RMAN  was  recalled  for  further  exami- 
nation and  haviug:  been  previously  sworn,  testified  as  follows : 

Mr.  Sheean:  Mr.  Brenierman,  we  had  gotten  to  page  134 
of  your  exhibit,  at  adjournment  time? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Will  vou  brieflv  indicate  the  information 
which  is  compiled  here? 

Mr.  Bremerman:  The  summary  on  page  134  and  the  de- 
tails on  135  and  136  shows  the  methods  of  payment  when  engi- 
neers and  firemen  are  used  in  two  or  more  classes  of  service, 
on  one  day  or  trip. 

Mr.  Sheean:  And  this  is  compiled  only  as  to  Western 
territory  ? 

Mr.  Bremermcin :     Yes,  sir. 

Mr.  Sheean:     Compiled  because  it  is  a  compensatory  rule? 

Mr.  Bremerman:     Enters  into  the  compensation,  yes,  sir. 

Mr.  Sheean:  Brioflv,  will  vou  tell  us  what  differences 
there  are  in  the  Western  territory  in  the  matter  of  handling 
their  two  classes  of  service? 

Mr.  Bremerman :  As  to  engineers,  50  per  cent  of  the  mile- 
age paid  for  time  or  miles  in  each  class  of  service,  at  regular 
rates,  for  service  performed ;  19  per  cent  higher  rate  for  either 
class  of  service. 

Mr.  Sheean :  And  practically  the  same  division  as  to  fire- 
men in  Western  territory? 

Mr.  Bremerman:     Practically  the  same. 

Mr.  Sheean :  That  is,  the  roads  which  handle  this  jDart  of 
railroad  operation  in  a  particular  way  usually  have  the  same  or 
similar  provisions  in  the  schedules  of  both  the  engineers  and 
firemen  ? 

Mr.  Bremerman:  Generally,  they  follow.  There  are  ex- 
ceptions on  certain  roads. 

Mr.  Sheean:  But  just  the  manner  in  which  that  is  done 
on  the  various  roads,  will  appear  from  this  part  of  the  exhibit? 

Mr.  Bremerman:  Yes,  sir,  the  details  are  not  taken  en- 
tirely from  the  schedules,  as  will  be  seen  by  pages  135  and  136, 
but  is  from  information  furnished  bv  the  individual  roads. 
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Mr.  Sheean :  Now,  have  yon  filed  here  with  these  schedules 
the  messages  or  letters? 

Mr.  Bremerman:  They  are  not  here;  they  are  available  if 
yon  wish  to  file  them. 

Mr.  Sheean:  Well,  I  think,  Mr.  Bremerman,  that  those 
shonld  be  filed.  Anything  that  is  a  basis  for  any  of  this  classi- 
fication here,  depending  npon  interpretation  or  practice  on  the 
roads,  should  be  filed  with  the  schedules. 

Mr.  Bremerman:     I  will  have  that  done. 

Mr.  Sheean:  The  next  part  of  your  exhibit,  Mr.  Bremer- 
man, is  shown  at  page  137. 

Mr.  Bremerman:  Covers  the  features  of  pay  for  work 
at  the  turning  point  in  turn-around  ser^dce,  showing  how  it 
applies  and  how  it  is  computed. 

Mr.  SLeean:  Now,  how  many  roads  in  Western  territory 
have  some  provision  pertaining  to  turn-around  service? 

Mr.  Bremerman:  As  to  engineers,  as  shown  by  page  137, 
practically  all,  except  about  35  per  cent. 

Mr.  Sheean:     And  as  to  firemen? 

Mr.  Bremerman:     Practically  all,  except  29  per  cent. 

Ml".  Sheean:  Will  you  give  us  briefly  a  showing  of  the 
summary  as  to  operations  in  Western  territory,  in  turn-around 
service,  covering  pay  for  work  at  turning  points? 

Mr.  Bremerman:  On  42  per  cent,  the  rules  as  shown  in 
the  tables  apply  to  all  turnaround  runs.  On  12  per  cent,  to 
turnaround  runs  where  total  mileage  exceeds  100;  8  per  cent 
where  total  mileage  exceeds  100  or  hours  10;  1.3  per  cent  to 
trips  more  than  50  and  less  than  100  miles  one  way;  .8  of  1 
per  cent  to  main  line  trips  in  excess  of  60  miles,  one  way; 
1  per  cent  to  passenger  service  only.  We  were  unable  to  ascer- 
tain directly  from  the  schedules  as  to  the  matter  of  arbitrary 
pajTnents,  or  what  might  be  called  "double  payments." 

Mr.  Sheean:  Now,  what  is  the  showing  as  to  firemen? 
Or,  before  going  to  firemen,  was  there  something  you  wanted  to 
say  about  engineers? 

Mr.  Bremerman:  Nothing  further.  The  firemen  gener- 
ally follow  the  engineers,  with  some  few  variations  in  the  per- 
centages. 

Mr.  Sheean:  There  is  in  the  proposal  of  the  men,  Mr. 
Bremerman, — there  is  no   particular   article   of  the   proposal 
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here  brought  down,  because  there  is  no  provision  as  to  turn- 
around service? 

Mr.  Bremernian :  It  is  shown  here,  I  understand,  because 
it  enters  into  compensation  for  a  trip. 

Mr.  Sheean :  Well,  there  is  in  the  proposal  no  specific  pro- 
vision or  exception  as  to  turnarounds  of  any  kind? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  And  the  matter  of  the  peculiarities  that  per- 
tain to  turnaround  sendee  is  covered  in  present  schedules,  as 
shown  in  this  part  of  your  exhibit? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     Page  140  covers  what  service? 

Mr.  Bremerman :  Compensation  for  runarounds  at  ter- 
minals. 

Mr.  Sheean:  Now,  will  you  just  explain  to  the  Board, 
please,  what  is  meant  by  a  runaround  at  terminals. 

Mr.  Bremerman:  Under  the  operation  of  the  seniority 
rules,  where  crews  run  ''first  in  first  out,"  some  schedules  pro- 
vide for  pa>Tnent  when  a  man  is  not  run  out  in  his  turn. 

Mr.  Sheean:  And  that  is  spoken  of  as  being  ''run- 
around"? 

Mr.  Bremerman:  As  being  "runaround."  A  man  is 
"runaround"  when  another  man  takes  his  run  out. 

Mr.  Sheean:  How  many  of  the  schedules  make  provision 
with  reference  to  runarounds  at  terminals? 

Mr.  Bremernian :  57  per  cent  as  to  engineers,  and  per- 
haps 60  per  cent  as  to  firemen. 

Mr.  Sheean:  Now,  the  showing  as  to  just  the  manner  in 
which  that  is  taken  care  of  on  the  different  roads,  is  shown 
in  detail,  where? 

Mr.  Bremerman:     In  the  summaries. 

Mr.  Sheean:  In  the  summary?  And  then  the  detail  of 
the  road  follows  at  140? 

Mr.  Bremei-man:     Pages  141  and  142. 

Mr.  Sheean:  With  reference  to  the  various  articles  which 
handle  this  matter  in  different  ways? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Anything  more  than  that  which  you  wish  to 
say  about  that  part  of  the  exhibit,  Mr.  Bremerman? 

Mr.  Bremerman:     The  only  thing  on  page  140  is  the  43 
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per  cent  in  which  unassigiied  crews  run  "first  in  and  first  out," 
but  carry  no  penalty  for  run-arounds. 

Mr.  Sheean:  In  the  other  part  of  the  exhibit,  as  to  engi- 
neers, those  that  do  carry  penalties  and  the  particular  form  of 
the  penalties,  are  set  forth? 

Mr.  Bremerman:     They  are,  yes,  sir. 

Mr.  Sheean:     Now,  page  143. 

Mr.  Bremerman:  Page  143,  being  a  summary,  and  the 
details  following  on  pages  144  and  145,  cover  for  the  Western 
territory  features  of  payment  for  work  on  engines,  such  as 
running  repairs,  and  are  shown  here  as  entering  into  the  com- 
pensation and  earnings  of  the  engineers  and  firemen. 

Mr.  Sheean:  The  different  manner  in  which  that  is  han- 
dled on  different  roads  is  shown  in  the  summary? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  the  details  of  the  roads  thus  handling- 
it  are  shown  on  the  following  pages'? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  That  is  here  inserted  because  of  it  being  a 
compensating  inile  on  certain  railroads? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :     Now,  page  146,  Mr.  Bremerman. 

Mr.  Bremerman:  Pages  146  and  147  are  related  to  Arti- 
cles 1  and  2  covering  basis  of  day  and  rates  of  pay  in  other 
unclassified  service,  the  specific  feature  being  the  messenger 
service. 

Mr.  Sheean:  Now,  will  you  explain,  please,  just  what  is 
meant  by  messenger  service? 

Mr.  Bremerman:  Ordinarily  a  messenger  is  a  man  (usu- 
ally a  fireman)  in  charge  of  an  engine  moving  over  the  line 
between  terminals,  ordinarily  in  trains,  perhaps  disconnected 
or  dead. 

Mr.  Sheean:  And  the  special  provision  as  to  messenger 
service  of  the  various  schedules  you  have  here  shown  in  its 
relationship  to  that  part  of  Article  2  which  provides  for  all 
other  unclassified  service  taking  the  through  freight  rates. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     Now,  page  146. 

Mr.  Bremerman:     I  said  146  and  147.     I  was  thinking  of 
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engineers  and  firemen.  146  alone  covers  this  feature  as  to 
firemen  only. 

Mr.  Sheean:     Covering  messenger  service! 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  mthout  going  into  detail,  does  this 
page  146  show  that  the  matter  of  messenger  service  is  handled 
in  a  variety  of  ways,  upon  different  roads? 

Mr.  Bremerman:  Yes,  there  was  no  attempt  to  summarize 
that  particular  statement. 

Mr.  Sheean:  All  of  the  roads  which  have  special  provi- 
sions as  to  messenger  service  in  Western  territory  are  here  set 
forth. 

Mr.  Bremerman :     As  to  the  rate  of  pay  while  in  the  service. 

Mr.  Sheean:  Page  147,  the  subject  is  "Watching  en- 
gines."   That  covers — 

Mr.  Bremerman:  Is  similarlv  related  to  Article  1  and 
Article  2.  That  is,  unclassified  service.  It  is  prepared  in  the 
same  form  and  for  the  same  purpose  as  for  the  messenger 
service. 

Mr.  Sheean:     Page  148,  Mr.  Bremerman — 

Mr.  Burgess:  What  other  service  do  you  term  as  unclas- 
sified service,  Mr.  Bremerman? 

Mr.  Bremerman:     I  don't  know,  Mr.  Burgess. 

Mr.  Burgess:  You  just  simply  allude  to  the  messenger 
service  as  unclassified,  is  that  it? 

Mr.  Bremerman:     On  this  particular  statement,  yes,  sir. 

Mr.  Sheean:  There  have  been,  in  previous  parts  of  the 
exhibit,  Mr.  Bremerman,  certain  services  that  they  are  com- 
pared mth  this  part  of  proposed  Article  2. 

Mr.  Bremerman:  Yes,  sir,  but  I  understood  Mr.  Burgess 
asked  my  idea  as  to  what  other  services  would  fall  under  that 
heading,  is  that  right,  Mr.  Burgess? 

Mr.  Burgess :  I  understood  you  to  say  that  pages  146  and 
147  showed  the  payments  made  on  unclassified  service. 

Mr.  Bremerman:  I  think  I  qualified  that  further,  as  in 
connection  with  messenger  service. 

Mr.  Burgess :  Yes,  you  did,  and  then  I  asked  you  the  ques- 
tion, was  there  any  other  service  under  this  heading  known  as 
unclassified,  except  messenger? 
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Mr.  Bremerman:  Oh,  there  are  others  in  the  book,  yes^ 
sir.    "Watching  engines,"  and  we  find  these  following — 

Mr.  Burgess:  On  these  two  particular  pages  j^ou  have 
only  seen  fit  to  allude  to  messenger  service  as  unclassified;  is 
that  right! 

Mr.  Bremerman:  I  have  only  related  it  to  that  part  of 
the  proposal  which  covers  unclassified  ser\ice,  because  it  is  not 
specifically  mentioned. 

Mr.  Sheean:  We  had,  yesterday,  breaking  in  engines. 
This  particular  part  of  the  same  article,  I  think,  was  one  with 
which  the  comparison  was  made  of  breaking  in  engines? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Burgess:     That  is  also  imclassified,  Mr.  Sheean"? 

Mr,  Sheean:  I  don't  know.  We  are  quoting  this  article, 
setting  out  the  fact  that  the  work  given  here  now  is  covered  by 
schedule  provisions. 

Mr.  Burgess:  All  that  I  was  trying  to  determine,  Mr. 
Bremerman,  was  the  definition  of  your  use  of  the  word  ''un- 
classified." I  understood  you  to  say  in  regard  to  pages  146 
and  147  that  the  only  service  you  put  under  the  heading  ''Un- 
classified," was  messenger  service. 

Mr.  Bremerman:  If  I  left  that  impression,  I  was  wrong, 
because  I  have  shown  here  we  have  related  watching  engines 
and  breaking  in  engines  to  that  part  of  the  proposal ;  but  as  to 
finding  other  unclassified  service,  I  have  made  no  attempt  to 
do  that. 

Mr.  Burgess :     All  right. 

Mr.  Sheean:  On  page  148,  Mr.  Bremennan,  you  set  out 
that  part  of  Article  2  which  reads : 

"Divisions  where  grade  is  1.8  per  cent:  On  all  divisions 
where  grade  is  1.8  per  cent  or  over,  an  increase  of  10  per  cent 
over  valley  rates  will  be  paid";  and  in  relation  to  that  part  of 
proposed  Article  2  appear  special  provisions  as  to  service  on 
heavy  grades  of  engineers  and  firemen  in  Western  territory. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  How  many  pages  there  set  forth  the  par- 
ticular and  peculiar  manner  in  which  different  roads  handle 
the  matter  of  heavy  grades  by  special  provisions'? 

Mr.  Bremerman:  This  statement  runs  from  page  148  to 
155,  and  shows  the  schedule  provision,  and  to  the  right,  the 


3126 

explanation  thereof,  wliicli  has  been  furnished  by  the  road 
shown.  The  thought  was  that  perhaps  the  schedule  provisions 
themselves  would  not  be  clear  without  some  explanation  by 
those  who  are  familiar  A\dth  the  local  conditions. 

Mr.  Slieean:  In  what  manner  was  that  information  ob- 
tained, by  way  of  supplements  to  schedule  provisions  ? 

Mr.  Bremerman:  Made  from  rej^orts  of  the  individual 
roads  shown. 

Mr.  Slieean :  You  have  here  set  forth  opi)osite  the  differ- 
ent roads,  both  the  schedule  provision,  and  any  explanation 
which  the  road  furnished  afe  to  the  peculiar  manner  in  which 
the  matter  of  heavy  grades  was  taken  care  of  on  that  road. 

Mr.  Bremerman :  We  took  the  ex]ilanation  of  the  roads  as 
it  was  given. 

Mr.  Sheean:  You  referred  yesterday  to  the  D.  &  R.  G. 
having  s]iecial  and  peculiar  provisions.  Are  any  of  those  set 
forth  ill  this  connection? 

Mr.  Bremerman :  On  page  150,  the  following  appears,  and 
brings  out  the  basis  of  that  schedule  in  the  Colorado  lines,  as 
explained  yesterday,  showing:  ''Engineer,  Salida  to  Malta,  56 
miles  at  7.50  cents,"  and  ''Malta  to  Minturn,  32  miles,  at  7.65 
cents,"  which  works  out  perhaps,  in  a  concrete  example,  what 
I  attempted  to  explain  yesterday. 

Mr.  Sheean :  On  these  pages  148  to  155  inclusive,  have  you 
set  forth  all  of  the  roads  which  have  special  or  peculiar  ]iro- 
visions  covering  mountain  service? 

Mr.  Bremerman:  Every  road  in  the  movement  was  asked 
for  that,  and  where  it  was  given  it  is  shown. 

Mr.  Sheean:  There  are  quite  a  number  of  roads  in  the 
Western  territory  which  have  no  provisions  covering  mountain 
operation? 

Mr.  Bremerman :  There  are  quite  a  number,  and  those  are 
not  given  here  at  all. 

Mr.  Sheean :  But  the  effort  here  was  to  ascertain  the  num- 
ber of  roads  which  had  peculiar  provisions  covering  the  matter 
of  operation  on  heavy  grades? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  Y^ou  found,  Mr.  Bremerman,  no  uniformity 
in  the  matter  of  how  the  different  roads,  on  different  mountains. 
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figured  the  matter  of  compensation  because  of  diiferences  in' 
grades  and  peculiarities  of  operation? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  But  the  whole  spread  of  what  they  do  and 
how  they  do  it  now,  is  set  forth  at  pages  148  to  155,  containing 
schedule  provisions  and  information  as  to  the  peculiar  opera- 
tions on  the  different  roads. 

Mr.  Bremerman :  Yes,  on  page  151  will  be  found  the  only 
provision  which  approaches  the  proposal  as  to  the  Great 
Northern. 

Mr.  Sheean :     What  is  that  provision  ? 

Mr.  Bremerman:  Their  Rule  2  for  engineers  "between 
Leavenworth  and  Skykomish;  Clancy  and  Woodville;  Northport 
and  Eossland;  Grand  Forks  and  Phoenix;  Oroville  and  Molson; 
Essex  and  Siunmit  the  rates  for  all  engines  in  road  service  will 
be  ten  per  cent  in  excess  of  the  above  rates.  Same  thing  to 
apply  to  any  other  grades  of  1.8%  or  greater,  but  only  for  the 
actual  distance  covered  by  such  grades." 

Mr.  Sheean:  That  is  as  near  an  approach  to  the  jn'oposi- 
tion  that,  on  all  divisions  where  grade  is  1.8  per  cent  or  over,  an 
increase  of  10  per  cent  will  be  allowed? 

Mr.  Bremerman:     Yes,  sir. 

The  Chairman:     What  page  is  that,  Mr.  Sheean? 

Mr.  Bremerman:     151. 

Mr.  Sheean:  151  is  the  rule;  the  Great  Northern's  pro- 
posal is  at  page  148.  Is  there  any  information  as  to  the  grade 
between  these  enumerated  points,  do  they  show  that  there? 

Mr.  Bremerman:     It  is  shown  in  the  explanation. 

Mr.  Sheean:     Immediately  opposite  the  rule? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :  What  is  the  grade  between  Leavenworth  and 
Skykomish? 

Mr.  Bremerman:  Leavenworth  to  Everett  Junction,  16^^ 
miles,  2.3  per  cent  grade  westbound,  and  Everett  Junction — 1 
will  revise  that, — Leavenworth  to  Cascade  Tunnel,  16.5  miles, 
2.3  per  cent  grade  westbound,  and  between  Skykomish  and  Tye, 
19.6  miles,  2.2  per  cent  grade  eastbound. 

Mr.  Sheean:  Now,  the  next  enumerated  point  where  this 
increase  is  given  is  between  Clancy  and  Woodville.  What  is  the- 
grade  there? 
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^Ir.  Brenierinan :  Tliov  liavo  them  divided  here  as  to  the 
actual  grades.  Allianil)ra  to  Elk  Park,  11.6  miles,  of  2.2  per 
cent  grade  west  bound.  Between  Butte  and  Woodville,  7  miles 
of  2.2  per  cent  grade  east  bound. 

Mr.  Sheean:  And,  without  enumerating  the  others,  as  to 
each  of  the  enumerated  points  on  the  Great  Northern  between 
which  this  increase  of  10  per  cent  is  given,  the  grades  are  stated 
ojtposite  the  rule  of  the  Great  Northern? 

Mr.  Bremerman:  Yes.  Where  the  rule  says  Same  thing 
to  apply  to  any  other  grades,  1.8  per  cent  or  greater,  but  only 
for  the  actual  distance  covered  by  such  grade,  the  note  is,  that 
the  territory  l)etween  St.  Paul  and  Minnea]iolis,  one  mile  of  2 
per  cent  west  bound,  and  on  the  branch  line  Lewis  to  Sand 
Coulee,  .5  of  one  mile  of  3  ]ier  cent  grade  east  bound,  the  10  per 
cent  is  not  paid. 

Mr.  Sheean:     On  any  other  part  of  the  system? 

Mr.  Bremerman:     On  those  ])articular  stretches. 

Mr.  Sheean :  Ts  there  anything  in  this  part  of  the  exhibit 
as  to  the  peculiarities  of  speciilc  i)rovisions  to  service  on  heav\' 
grades,  to  which  you  wish  to  direct  attention  ? 

Mr.  Bremerman :  On  ])age  150,  the  Colorado  6c  Southern, 
In  the  explanation,  you  will  iind  the  situation  as  to  that  on  the 
compared  lines  of  the  Denver  &  Rio  Grande  to  which  I  referred 
vesterdav,  as  to  the  division  l)etween  mountain  miles  and  vallev 
miles  on  the  South  Park  division.  That  is,  in  valley  miles,  85 
equals  a  day's  pay,  and  44  mountain  miles  e(|uals  a  day's  pay. 
The  same  changes  occur  in  rates  there  where  they  are  shown 
having  both  valley  and  mountain  miles. 

Mr.  Sheean :  And  in  that  schedule,  as  you  exi)lained  yes- 
terday, on  the  44-mile  day,  firemen  and  engineers,  if  they  run 
more  than  the  44  miles,  take,  ])er  mile,  the  rate  which  the  day's 
pay  divided  by  44  produces? 

]\Ir.  Bremerman:     Yes. 

Mr.  Sheean:  Any  other  peculiarity  about  mountain  op- 
erations on  these  various  schedules  to  which  you  think  atten- 
tion should  be  directed  as  we  pass  along  here? 

Mr.  Bremerman :  On  these  two  particular  statements,  this 
and  the  following,  which  is  for  narrow  gauge,  you  get  an  inter- 
locking of  the  two  proposals.  That  is,  on  the  Colorado  & 
Southern   and   the   Denver   &  Bio   Grande,   thev  have   narrow 
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gauge  lines  which  might  be  called  mountain  lines.  As  to  how 
that  would  be  related  to  the  proposal,  I  don't  know. 

Mr.  Sheean:  But  a  part  of  the  lines  shown  here  are  nar- 
row gauge  lines  f 

Mr,  Bremerman:     Yes. 

Mr.  Sheean:  Now,  is  there  anything  further  as  to  any  of 
the  peculiarities  of  mountain  operation  or  heavy  grade  opera- 
tion to  which  you  think  attention  should  be  directed  as  we  pass 
along?  Some  of  them  covered  by  different  rates,  some  of  them 
by  different  miles,  and  some  of  them  by  different  days,  in  a 
variety  of  ways,  and  all  those  varieties  are  shown  on  these 
pages  1 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Particular  points  and  districts  between  which 
they  apply! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Byram:  You  have  not  attempted,  in  this  narrow 
gauge  statement  here,  on  page  155,  to  include  the  10  per  cent 
increase  asked  for  on  mountains  as  well  as  a  5  per  cent  increase 
on  narrow  gauge  lines,  although  these  narrow  gauge  are  both 
mountain  and  narrow  gauge?     Is  that  right? 

Mr.  Bremerman :  I  made  no  attempt  to  show  proposed 
rates  under  these  two  sections.  That  is  just  the  present  sched- 
ule provision,  and  what  explanation  the  individual  road  nmj 
furnish  of  those  schedules,  relates  it  only  to  a  copy  of  the  pro- 
posal. 

Mr.  Byram:  You  have  not  attempted  to  show  the  10  per 
cent  asked  for  on  mountain  service  added  to  the  5  per  cent  that 
is  asked  for  on  narrow  gauge  service  on  the  narrow  gauge 
roads  which  are  operated  in  the  mountains? 

Mr.  Bremerman:  No,  sir,  I  was  not  clear  as  to  the  relation 
of  the  two  proposals. 

Mr.  Sheean:  Have  you  covered  everything  as  to  the  pe- 
culiarities of  heavy  grade  o])eration,  independent  of  the  consid- 
eration of  narrow  gauge? 

Mr.  Bremerman:     I  believe  so,  yes,  sir. 

Mr.  Sheean :     Then,  at  page  155. 

Mr.  Bremerman:  Pages  155  and  156  show  the  narrow 
gauge  service  in  the  Western  territory,  the  three  larger  lines 
being  the  Colorado  &  Southern,  the  Denver  &  Rio  Grande  and 
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the  Southern  Pacific.    The  North  Western,  the  Burlington  and 
the  Milwaukee  have  a  limited  amount  of  narrow  gauge  track. 

Mr.  Sheean:  And  on  those  i)ages  are  shown  also,  appar- 
ently, the  same  information  that  is  not  obtained  from  the 
schedule  itself? 

Mr.  BremeiTuan:  As  in  the  previous  exhibit,  we  canvassed 
the  roads  for  a  report  as  to  their  narrow  gauge  track  and  their 
narrow  gauge  schedules,  and  such  explanation  as  they  deemed 
proper  of  these  schedules,  and  it  is  here  set  forth  as  they  gave  it. 

Mr.  Shea :  Well,  is  not  this  a  copy  of  the  schedules  or  the 
rules  that  are  in  effect  on  these  roads'? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Shea:  Are  there  any  provisions  stipulated  herein  that 
are  not  shown  on  the  schedules  of  these  roads? 

Mr.  Bremerman:  I  couldn't  say.  We  took  the  schedules 
themselves. 

Mr.  Shea:  What  T  meant  is.  are  there  any  stipulations 
in  this  exhibit  that  are  not  covered  in  the  schedules,  that  do 
not  appear  in  the  schedules? 

Mr.  Bremerman:  The  column  at  the  right,  headed  "ex- 
planation," is  not  from  the  schedules.  It  is  intended  only  to 
explain  these  schedule  provisions.  They  are  necessary  to  be 
explained. 

Mr.  Shea:     Whose  language  is  that? 

Mr.  Bremerman:  That  is  the  language  of  the  individual 
road,  taken  from  the  report. 

Mr.  Shea:     The  way  they  interpret  that? 

Mr.  Bremerman:  Yes,  sir.  They  are  not  an  interpreta- 
tion in  all  cases,  but  more  an  explanation. 

Mr.  Sheean:  By  way  of  explanation,  Mr,  Shea,  taking  the 
first  one  as  T  recall  it,  there  is  nothing  in  the  Chicago  &  North 
Western  schedule  which  siiows  that  they  have  any  narrow  gauge 
lines  at  all.  Now,  all  the  rates,  and  so  forth,  do  api)ear  in  their 
schedules,  but  in  the  explanation  to  the  right,  we  set  out  the 
fact  that  between  Deadwood  and  Lead,  distance  4.6  miles,  there 
is  narrow  gauge  service,  in  which  the  engine  in  service  is  class. 
Gr,  cylinder  16x20  inches,  and  the  weight  on  drivers  is  54,000 
pounds ;  that  between  Fennimore  and  Woodman,  Wis.,  a  distance 
of  16.4  miles,  engines  in  service,  class  D-10,  cylinders  11x16 
inches,  weight  on  drivers  22,000  pounds,  class  D-11,  cylinders 
11x18  inches,  weight  on  drivers  44,500  pounds,  sei-vice  in  this 
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territoi'5'  is  mixed  service.  My  recollection  is — 1  am  speaking 
oMiand — that  from  merely  looking-  at  the  Chicago  &  North 
Western  schedule  no  one  would  know  that  they  operated  any 
narrow  gange  service,  because  tliere  is  no  special  ]irovision  as  to 
narrow  gauge. 

Mr.  Bremerman :  You  are  not  exactly  correct  on  that  as 
to  the  North  Western.  The  North  Western  schedule  does  ])ro- 
vide  for  narrow  gauge  service  in  the  Black  Hills  service,  and 
narrow  gauge,  Fennimore — Woodman  line,  but  gives  no  details 
such  as  you  iind  here,  of  mileage,  engines,  etc.  That  is  true  of 
the  Milwaukee,  Eastern  Lines.  There  is  nothing  in  their 
schedule  as  to  narrow  gauge  service. 

Mr.  Sheean :  Well,  as  to  the  North  W^estern,  then,  there  is 
no  information  from  the  schedules  as  to  the  mileage,  where  it 
applies,  or  the  size  of  the  engines  that  there  operate? 

Mr.  Bremerman:     No,  and  its  kind  of  service. 

Mr.  Sheean:  So  that  in  the  last  column,  "Explanation," 
the  effort  has  been  to  make  understandable  the  extent  to  which 
narrow  gauge  was  in  use  in  the  territory? 

Mr.  Bremerman :  The  Milwaukee  carries  out  your  thought 
there,  Mr.  Sheean.  You  will  find  in  the  explanation  there  ' '  Paid 
the  same  rate  as  men  on  smallest  standard  gauge  engines." 

Mr.  Shea:  Is  that  a  mountainous  territory  where  the 
narrow  gauge  is  operated  on  the  Chicago,  Milwaukee  &  St.  Paul  ? 

Mr.  Bremerman:  I  don't  think  so.  It  is  Bellevue,  Iowa, 
to  Cascade,  Iowa.  I  am  not  familiar  with  the  geographical  sit- 
uation. 

Mr.  Shea:  How  about  the  narrow  gauge  on  the  North 
Western  and  the  Burlington.  Is  that  in  a  mountainous  territory? 

Mr.  Bremerman:  I  couldn't  say.  Some  of  it  is  in  the 
Black  Hills. 

Mr.  Byram:     As  to  the  Burlington,  it  is,  Mr.  Shea. 

Mr.  Shea :     I  was  asking  the  witness. 

Mr.  Byram :     I  thought  you  wanted  to  know. 

Mr.  Shea :     I  wanted  to  see  whether  he  knew  or  not. 

Mr.  Bremerman :  It  is  a  question  whether  it  is  mountain 
territory.  That  was  my  doubt.  What  differentiation  mountain 
territory  would  be,  I  am  sure  I  don 't  know. 

Mr.  Sheean :     As  to  the  Milwaukee  running  trains  between 
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Bellevue,  Iowa,  and  Cascade,  Iowa,  I  wondered  what  range  of 
mountains  Mr.  Shea  suspected  it  might  be  in. 

Mr.  Shea :  Well,  what  I  wanted  to  find  out  was  if  it  was 
not  a  mountainous  territory ;  of  course  that  ten  per  cent  would 
not  apply. 

Mr.  Sheean :  AVell,  1  did  not  know  whether  that  was  now 
the  attitude  of  the  presentation  or  not,  in  view  of  the  fact  that 
this  proposal  is  written  across  each  rate  on  one  of  their  exhibits, 
not  limited  to  mountain  territory,  but  to  every  rate — in  one  of 
their  exhibits. 

The  Chairman :  I  see,  in  the  first  line  there,  the  wages  are 
based  on  cylinders,  weight  on  drivers,  54,000  pounds.  Now, 
what  rate  would  that  take,  assuming  that  you  adopt  the  proposal. 
Can  you  give  me  that? 

Mr.  Bremerman:  The  rate  is  not  based,  as  I  understand 
it  there, — that  is,  taking  it  from  this  exhibit — alone,  on  the  size 
of  cylinders.  That  just  gives  the  size  of  the  cylinder  of  the 
engine  that  happens  to  be  in  service  there.  It  is  a  fixed  rate 
in  the  Black  Hills  district. 

The  Chairniiin :     Yes,  5  per  cent ;  I  see. 

Mr.  Burgess  :  Mr.  Bremerman,  this  is  the  rate  shoAvn  here 
in  the  middle  of  the  page? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Burgess:     That  applies  to  narrow  gauge? 

Mr.  Bremerman:     In  the  Black  Hills  District. 

Mr.  Burgess :  Now,  am  I  right  in  assuming  that  the  pas- 
senger engineer  gets  4.95! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Burgess :  And  the  freight  engineer  gets  4.95,  just  the 
same  ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Burgess :     On  the  narrow  gauge  railroad. 

Mr.  Sheean :     4.6  miles  long. 

Mr.  Byram :  The  explanation  down  at  the  corner  says  the 
service  is  mixed  service. 

Mr.  Bremerman:     Mixed  service. 

Mr.  Bvram:     Yes,  sir. 

Mr.  Bremerman :     The  schedule  is  here. 

Mr.  Burgess :     All  I  wanted  was  correct  information. 

Mr.  Bremerman:     Narrow    gauge.    Black    Hills    District, 
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4.95  in  passenger,  4.95  in  freight.    Note:  "Ten  liours  or  less  to 
constitute  a  day's  work.    Overtime  pro  rata." 

Mr.  Burgess:     I  see. 

Mr.  Bremerman:  The  same,  i  take  it,  for  the  narrow 
gauge,  Fennimore-Woodman  Line. 

Mr.  Burgess :  Now,  that  is  the  rate  tliat  a})plies  on  the 
Cliicago  &  North  Western,  is  that  right? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Burgess:  And  what  is  the  rate  for  the  Burlington 
Eoad?    That  shows  4.60,  does  it  not? 

Mr.  Bremerman:     4,60  per  day. 

Mr.  Burgess:  In  l)oth  freiglit  and  passenger?  Oh,  you 
have  just  got  passenger. 

Mr.  Bremerman  :     It  is  just  freight. 

Mr.  Burgess:     Just  freight? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Burgess :     Thank  you. 

Mr.  Sheean:  The  note  says  ''Service  is  mixed  three  days 
per  week  and  three  days  straight  mine  switching  and  freight 
work, ' '  I  believe. 

Mr.  Bremerman :     Yes,  it  is  mixed  on  three  days. 

Mr.  Burgess:  This  i)()int  on  the  North  Western,  or  this 
line  on  the  North  Western  in  which  they  make  no  distinction  in 
the  rates  of  i)ay,  as  between  tlieir  engineers  in  freight  and  pas- 
senger service,  is  a  line  4.6  miles  long. 

Mr,  Bremerman:     Yes. 

Mr.  Burgess :  Just  a  (juestion  in  regard  to  the  notation 
"Service  is  mixed  three  days  per  week  and  three  days  straight 
mine  switching  and  freight  work,"  are  we  to  understand  that 
three  days  they  do  not  run  any  passenger  service? 

Mr.  Bremerman :     The  three  days,  it  is  mixed. 

Mr.  Burgess:     Yes,  sir,  and  the  other  three  days? 

Mr.  Bremerman :  1  would  take  from  the  note  that  they 
haul  no  passengers, 

Mr.  Burgess:     I  see. 

Mr.  Sheean :  Now,  what  peculiarities,  Mr.  Bremerman,  are 
there  in  this  narrow  gauge  service,  we  might  touch  on  lightly, 
as  we  pass?  The  Denver  &  Rio  Grande  seems  to  have  (juite  a 
lot  of  narrow  gauge  service. 

Mr.  Bremerman :     Tlie  Denver  &  Rio  Grande,  and  the  Colo- 
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rado  &  Southern,  I  think,  have  been  pretty  well  covered.  The 
Colorado  &  Southern  embraces  the  Clear  Creek  district  in  nar- 
row gauge  and  the  South  Park  Division. 

Mr.  Sheean:  Here,  narrow  gauge  territory  on  page  156, 
seems  to  be  divided  into  various  fractions  of  miles  for  purposes 
of  compensation  or  computing  compensation  on  the  Denver  & 
Rio  Grande.  Nothing  that  you  care  to  direct  attention  to  par- 
ticularly, as  to  peculiarities  there? 

Mr.  Bremerman:  Nothing,  except  what  I  believe  I  have 
already  covered.  The  Southern  Pacific  is  shown,  of  course,  as 
having  160  miles  of  narrow  gauge  between  Mina,  Nevada  and 
Keeler,  California,  for  which  they  pay  standard  gauge  rates, 
according  to  class  of  engine  and  kind  of  service. 

Mr.  Sheean:  Oh,  yes,  you  have  simply  related  to  this  re- 
quest generally  for  a  5  per  cent  increase  on  all  roads,  where  nar- 
row gauge  locomotives  are  in  use — all  roads  which  have  any  kind 
of  narrow  gauge  service? 

Mr.  Bremerman:     Yes. 

Mr.  Burgess:  Mr.  Bremerman,  this  explanation  up  here 
on  page  156,  where  it  says  the  Clear  Creek  District,  66  miles,, 
what  would  the  engineer  get  on  that?  Does  it  show  it  on  here? 
I  think  it  is  the  Colorado  &  Southern. 

Mr.  Bremerman:  Yes,  it  shows  for  firemen,  tabulated 
schedule.  Clear  Creek  District,  freight  service,  Denver  to  Silver 
Plume  and  return,  pays  150  miles ;  overtime  after  13  hours. 

Mr.  Burgess:  Well,  the  explanation  says  66  miles.  What 
would  he  get  if  he  ran  that  66  miles? 

Mr.  Bremerman:  Well  as  I  know  the  territory,  Denver 
to  Silver  Plume  territory  and  return,  he  would  get  150  miles. 
This  is  the  track  mileage,  straight  away  mileage.  I  do  not 
know  that  that  is  the  entire  distance.  I  believe  there  is  a 
branch  up  to  Black  Hawk.  This  explanation  only  gives  the 
narrow  gauge  mileage. 

Mr.  Burgess:  How  would  you  interpret  the  explanation, 
looking  at  it  as  we  are  at  the  present  moment.  Clear  Creek  Dis- 
trict, 66  miles,  now  what  does  that  imply  or  explain? 

Mr.  Bremerman :  That  there  are  66  miles  of  narrow  gauge 
track  in  the  Clear  Creek  District.  Part  of  it  might  be  on 
branches  or  offshoots  from  the  main  line,  as  I  remember  it^ 
from  Denver  to  Georgetown. 
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Mr.  Burgess :  For  which  the  engineer  and  fireman  receive 
150  miles  if  they  run  over  that;  is  that  correct? 

Mr.  Bremerman:  If  he  ran  Denver  to  Silver  Plume  and 
return,  he  would  receive  150  miles  and  overtime  would  begin 
after  13  hours. 

Mr.  Sheean:  Mr.  Burgess,  at  the  bottom  of  page  156,  in 
that  same  column,  there  seems  to  be  an  explanation  about  the 
computation  of  rates,  the  latter  part  of  the  column.  T  do  not 
know  whether  that  answers  the  question  or  not. 

Mr.  Bremerman:  That  is  speaking  of  the  Colorado  & 
Southern. 

Mr.  Byram:  The  third  column  on  page  156,  seems  to  tell 
how  it  is  done,  Mr.  Burgess. 

Mr.  Bremerman:     From  the  schedule. 

Mr.  Burgess:  Now,  when  he  ran  from  Denver  to  Silver 
Plume,  would  he  embrace  66  miles  of  that  run  as  narrow  gauge 
work? 

Mr.  Bremerman:  I  do  not  know.  I  do  not  know  the 
straight  away  distance  between  Denver  and  Silver  Plume. 

Mr.  Burgess :  It  is  almost  impossible,  then,  to  understand 
from  this  explanation  what  this  mileage  means'? 

Mr.  Bremerman:  I  think  that  is  true,  Mr.  Burgess.  The 
explanation  perhaps  is  deficient  there.  That  is  what  they  gave 
us,  and  perhaps  I  am  at  fault  in  not  calling  for  more. 

Mr.  Burgess :  The  arbitrator  would  naturally  assume  that 
when  he  was  looking  for  information,  he  would  find  it  under 
the  heading  of  ' '  Explanation, ' '  and  if  he  did  not  understand  it, 
he  would  ask  the  witness  who  was  explaining  the  exhibit,  but, 
so  far,  we  are  unable  to  find  out  what  that  mileage  means,  as 
far  as  it  is  related  to  the  wages  of  the  engineer  and  fireman, 
even  though  it  is  in  this  exhibit,  being  explained  by  yourself. 

Mr.  Bremerman:  Exactly.  That  is,  you  cannot  regulate 
it  exactlv. 

Mr.  Burgess:     No,  but  approximately. 

Mr.  Bremerman:  Well,  it  is  shown  that  the  Clear  Creek 
District  has  a  mileage  of  66.  If  you  double  it,  it  would  be  132, 
and  Denver  to  Silver  Plume  and  return,  in  freight  service,  pays 
150  miles.     Now,  that  is  approximate,  but  it  is  not  e'xact. 

Mr.  Burgess:  Yes,  we  could  figure  that  out,  as  it  would 
not  be  very  hard  to  find  out,  but  the  trouble  is,  to  my  mind 
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(and  I  will  admit  my  denseness),  that  some  time  Ave  will  have 
to  look  at  this  explanation,  and  it  does  not  convey,  as  far  as  I 
am  able  to  understand,  or  so  far  as  you  are  able  to  explain, 
what  relation  this  tabulated  mileage  has  to  the  wages  of  the 
engineer  and  fireman  under  the  heading  of  ^' Explanation." 

Mr.  Bremerman:  We  will  furnish  that,  if  you  wish  it.  I 
^yill  have  it  supplied. 

Mr.  Byram:     Is  not  this  really  a  trip  basis? 

Mr.  Burgess :  Pardon  me,  a  moment,  Mr.  Byram.  I  meant 
as  far  as  this  exhibit  is  concerned,  it  is  confusing  and  mis- 
leading. 

Air.  Bremerman:     I  do  not  think  so. 

Mr.  Burgess:     Won't  you  explain  it  if  you  can? 

Mr.  Bremerman :  It  just  shows  what  the  mileage  is  of  the 
Clear  Creek  District. 

Mr.  Burgess :  But  the  question  is  what  relation  that  has 
to  the  compensation  of  the  engineer  and  fireman  in  the  day's 
work. 

Mr.  Sheean:  BetAveen  what  points  do  you  want  to  know, 
Mr.  Burgess? 

Mr.  Burgess :  I  want  to  find  out  under  the  heading  of 
''Explanation,"  regardless  of  points. 

Mr.  Sheean :     But  an  actual  point  you  want  to  know  about  ? 

Mr.  Burgess :     Well,  66,  for  instance. 

Mr.  Sheean:  Between  what  points  in  operation  on  the 
road  of  the  Colorado  &  Southern? 

Mr.  Burgess:     I  do  not  know. 

Mr.  Sheean:  Have  you  in  mind  any  particular  point  or 
points  ? 

Mr.  Burgess:  No,  sir.  I  want  to  find  out,  Mr.  Sheean — . 
there  are  four  tabulations  under  the  heading  of  "Explana- 
tion," for  the  Colorado  &  Southern  Railroad. 

Mr.  Sheean :  Yes,  enumerating  all  the  runs  and  trips  and 
pay  for  them. 

Mr.  Burgess:     Yes,  sir, 

Mr.  Sheean:  Now,  do  you  know  any  other  trip  or  trips 
that  they  make,  except  the  trips  enumerated? 

Mr.  Burgess :     No,  sir,  I  do  not. 

Mr.  Sheean :  Unless  Mr.  Burgess,  there  be  some  other  trip 
or  trips  in  that  territory  than  the  ones  that  are  here  enumerated, 
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and  for  whicli  a  rate  of  pay  is  provided,  your  question  is  purely 
hypothetical  and  your  interest  is  hypothetical. 

Mr.  Burgess :     No,  I  do  not  think  so. 

Mr.  Sheean:  Do  you  have  any  idea  that  there  are  other 
trips  in  that  territory  except  the  ones  that  are  enumerated  and 
as  to  which  the  rate  of  pay  is  provided? 

Mr.  Burgess :  No,  but  I  am  trying  to  find  out,  Mr.  Sheean, 
what  relation  this  tabulation  has  to  the  wages  of  the  engineer 
and  fireman. 

Mr.  Sheean:  The  tabulation  shows  the  various  runs  and 
the  pay,  which  is  enumerated.  So  far  as  I  know,  there  are  no 
runs,  other  than  the  ones  which  are  here  enumerated,  as  to  which 
a  rate  of  pay  is  provided  in  that  territory,  thus  enumerated  and 
the  mileage,  but  the  information  is  conA^eyed  that  of  that  total 
mileage  a  certain  number  of  miles  is  in  narrow  gauge  territory. 

Mr.  Burgess:  Well,  then,  if  an  engineer  ran  from  Golden 
to  Denver,  to  Silver  Plume  and  return,  it  could  not — 

Mr.  Sheean:     Wait  a  minute.    Golden  to  Denver? 

Mr.  Burgess :  Yes,  sir,  to  Silver  Plume  and  returned,  it 
could  not, — according  to  this  exhibit,  he  would  run  150  miles, 
and  overtime  would  begin  after  13  hours.  Now,  in  making  that 
run,  does  he  embrace  the  66  miles  of  narrow  gauge  territory,  or 
the  102  miles,  or  what  part  of  the  narrow  gauge  territory,  if 
any,  is  embraced  in  making  that  run? 

Mr,  Sheean:  That,  the  exhibit  does  not  purport  to  show, 
but  we  can  have  that  ascertained,  if  it  is  desired,  as  to  where 
the  breaks  come  as  between  narrow  gauge. 

Mr.  Burgess :  It  was  necessary,  in  my  mind,  Mr.  Sheean, 
in  order  to  ascertain  what  this  tabulation  of  mileage  under  the 
heading  of  ''Explanation"  meant. 

Mr.  Sheean:  Simply  that  there  are  a  certain  number  of 
miles  that  are  narrow  gauge.  If  you  desire  a  map,  showing 
just  what  part — 

Mr.  Burgess :     No,  that  is  all  right. 

Mr.  Byram :  Is  not  the  confusing  part  of  your  inquiry  the 
fact  that  this  tabulation,  showing  the  number  of  miles  allowed 
for  these  different  runs,  does  not  also  show  the  actual  miles  run? 

Mr.  Burgess:  I  do  not  think  so,  Mr.  Byram.  I  wanted 
really  to  understand  the  exhibit.  I  am  asking  the  question 
purely  and  honestly  for  information,  and  I  thought  that  some 
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one  could  explain  wlietlier,  in  making  these  runs,  liow  much, 
if  any  of  the  tabulated  miles  under  the  heading  of  "Explana- 
tion," was  involved  in  making  the  round  trip,  or  the  straight 
away  run  between  the  points  set  forth  in  the  other  column. 

Mr.  Byram :  Yes ;  I  understand  you  want  to  know  the 
actual  miles  run  in  order  to  get  this  150  miles  allowance  from 
Denver  to  Silver  Plume. 

Mr.  Burgess :  And  how  much  of  the  narrow  gauge  mileage 
it  involved,  if  it  involved  an3\ 

Mr.  Byram:  The  actual  mileage  would  show  how  many 
miles  the  man  run. 

Mr.  Burgess :  That  shows  here,  but  it  does  not  show 
whether  any  of  this  150  miles  was  in  part  the  mileage  tabulated 
under  the  head  of  "Explanation"  as  narrow  gauge  territory? 

Mr.  Byram :     It  is  all  narrow  gauge. 

Mr.  Byram:  It  is  all  narrow  gauge,  of  course,  because 
this  is  a  narrow  gauge  exhibit,  and  these  are  narrow  gauge 
railroads, 

Mr.  Burgess :  Then  I  am  to  understand  that  this  150  miles 
is  all  narrow  gauge! 

Mr.  Byram:  The  service  for  which  150  miles  is  paid  is 
narrow  gauge.  That  does  not  mean  that  he  runs  150  miles,  but 
it  is  constructive  mileage.  This  is  all  narrow  gauge  service, 
but  there  is  an  allowance  above  the  actual  mileage  which  makes 
150  miles. 

Mr.  Burgess:  Coming  back  to  my  original  question,  if  a 
man  ran  this  66  miles  in  the  Clear  Creek  district,  what  w^ould 
he  receive? 

Mr.  Byram:  If  he  went  from  Denver  to  Silver  Plume  he 
would  receive  150  miles.  If  he  went  from  Denver  to  George- 
town and  return,  which  is  part  of  the  same  mileage,  he  would 
get  130  miles. 

Mr.  Burgess:  In  going  from  Denver  to  Silver  Plume  it 
would  involve  66  miles  or  100  miles? 

Mr.  Byram :  That  is  just  the  point.  You  want  to  get  the 
actual  mileage,  and  that  is  not  shown. 

Mr.  Sheean :     Perhaps  we  can  supply  it. 

Mr.  Byram:  Mr.  Burgess,  will  you  indicate  in  the  record 
just  what  you  want,  and  we  will  supply  itf 
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Mr.  Burgess :  1  do  uot  know  how  I  can  make  it  any  clearer 
than  I  have,  really. 

Mr.  Byrani:  Would  you  like  to  have  the  actual  miles  run 
in  order  to  earn  150  miles  on  each  one  of  these  narrow  gauge 
runs?  Is  that  what  you  want?  If  it  is,  we  will  be  able  to 
furnish  it. 

Mr.  Burgess:  If  I  asked  my  question  over,  it  would  be 
repetition,  and  unfortunately  I  cannot  make  it  any  plainer.  My 
original  question  rested  on  the  fact  that  under  this  explanation, 
if  a  man  ran  66  miles,  what  would  he  receive  ? 

Mr.  Byram:  That  would  depend  on  whether  an}^  of  these 
runs  which  have  a  certain  number  of  miles  allowance  included 
66  actual  miles  of  running.  He  would  not  run — I  am  familiar 
enough  to  know  that  in  going  from  Denver  to  Black  Hawk  and 
return,  for  instance,  he  would  not  run  over  the  whole  66  miles, 
but  he  would  run  over  part  of  it. 

Mr.  Burgess:  Mr.  Bremerman,  to  one  who  does  not  un- 
derstand the  situation,  reading  this  exhibit  and  finding  a  run. 
Golden  to  Denver,  to  Silver  Plume,  return  to  Golden ;  then  look- 
ing at  the  column  under  the  heading  "Explanation,"  he  finds 
66  miles  narrow  gauge,  102,  74,  163.  That  would  indicate,  at 
least  to  my  mind,  how  much  of  this  mileage  stated  under  the 
explanation  was  used  in  making  this  150-mile  run. 

Mr.  Byram:     Exactly. 

Mr.  Burgess :  In  order  to  obtain  a  real  idea  of  w^hat  the 
engineer  was  actually  earning  at  the  present  time  while  oper- 
ating over  narrow  gauge  territory. 

Mr.  Byram:     I  understand.     That  can  be  furnished. 

Mr.  Sheean:  If  you  will  turn  to  the  next  page,  156,  and 
read  the  explanation  as  to  narrow  gauge  territory  at  the  bottom 
there,  as  to  how  the  computation  of  earnings  is  made,  the  bottom 
of  156. 

Mr.  Bremerman:  "In  figuring  earnings  under  the  above 
rates,  an  engineer  or  fireman  shall  receive  a  day's  pay  unless 
the  actual  miles  run  multiplied  by  the  rate  per  mile  for  that 
territory  exceeds  the  day,  in  which  case  he  will  receive  the  num- 
ber of  miles  actually  run  multiplied  by  the  mileage  rate;  pro- 
viding, that  engineers  will  receive  one-half  day  when  the  mileage 
does  not  equal  one-half  day's  pay,  or  the  hours  exceed  five." 

Mr.  Sheean :     Now,  preceding  that  explanation,  is  there  an 
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enumeration  on  the  D.  &  E.  G.  as  to  territory  and  miles,  and 
the  rates  per  mile  in  this  narrow  gauge  territory? 

Mr.  Bremerman:  Yes,  sir,  and  the  day's  pay  from  which 
the  rates  per  mile  are  calculated. 

Mr.  Sheean:  Eunning  through  the  D.  &  E.  G.  on  these 
various  runs,  there  seems  to  be  an  enumeration  of  the  manner 
in  which  allowances  shall  be  made  on  the  trip,  and  this  expla- 
nation in  the  lower  right-hand  corner  is  as  to  the  application 
of  this  mileage  rate  on  the  D.  &  E.  G.  f 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Is  there  anything  more  you  wanted  to  say  as 
to  that,  other  than  what  was  said  in  connection  with  the  map  of 
the  D.  &  E.  G.  which  you  offered  yesterday? 

Mr.  Bremerman:     I  don't  think  so. 

Mr.  Sheean :  Anything  more  about  the  narrow  gauge  serv- 
ice, Mr.  Bremerman? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  At  page  157,  Mr.  Bremerman,  beginning 
there,  you  have  the  heading  "Special  Provisions  for  Branch, 
Specified,  or  Excepted  Euns,"  in  Western  territory.  There  is 
not,  in  the  proposal  here  submitted,  any  exception  or  special 
provision  as  to  the  branch  or  specified  or  excepted  runs? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  Or  anything  that  makes  any  special  provision 
in  any  of  this  territory,  or  any  exception  to  the  general  rules 
either  as  to  branch  runs  or  any  particular  specified  or  excepted 
runs. 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  Just  state  in  your  own  way  what  is  covered 
by  the  part  of  the  Exhibit  beginning  at  page  157  and  following? 

Mr.  Bremerman:  From  page  157  to  171  are  set  out  the 
special  provisions  for  branch,  specified  or  excepted  runs  in  the 
Western  territory.  It  was  prepared  primarily  from  reports 
furnished  by  individual  roads,  after  request  by  the  Conference 
Committee,  and  to  correspond  with  their  explanation  or  report 
of  those  special  provisions,  they  have  herein  set  out  the  sched- 
ules, rules  and  rates  where  there  are  such  in  the  schedules. 

Mr.  Sheean:  And  under  the  heading  of  " Explanation, ' ' 
the  language  or  information  there  contained  is  the  information 
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furnished  by  the  roads  as  to  what  the  particular  excepted  or 
branch  line  operation  is? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     On  that  exiiibit  I  note,   on  page  157,  Mr. 
Bremerman,  that  this  narrow  i»auge  line  of  the  North  Western, 
about  which  some  question  was  asked,  as  to  whether  it  was  in  • 
mountain  territory  or  not,  is  given.    Will  you  just  read  the  in- 
formation as  to  that  Fennimore-Woodman  line? 

Mr.  Bremerman:     "Fennimore-Woodman    Line,    Madison 
Division,  Narrow  Gauge. 

"Mileage  of  Branch:     16.4. 
■  Special  rate  or  rule : 

'As  per  special  schedule  provision,  the  engineers'  rate  of 
pay  is  $4.60,  and  the  firemen's  $2.80  per  100  miles. 

"These  rates  compare  with  minimum  standard  rates,  as 
follows : 

Through  Way 

"Engineer  $4.60  $4.90 

"Firemen  2.85  3.10 

' '  There  is  one  engine  crew  assigned  making  two  round  trips 
per  day  (daily  except  Sunday). 

"First  trip,     6:10  A.  M.'  to  8:55  A.  M. 

"Second  trip,    4:55  P.  M.  to  8:50  P.  M. 

^ '  If  the  engine  crew  is  required  to  perform  work  train  serv- 
ive  during  the  interval  between  the  schedule  of  the  trains  (8:55 
A.  M.  to  4:55  P.  M.)  they  are  allowed  the  equivalent  of  the 
actual  miles  made  on  the  scheduled  runs,  in  hours,  plus  the  time 
actually  engaged  in  work  service. 

' '  Character  of  Service :     Mixed. 

"Size  of  power  used:     Class  D-11;  11-inch  cylinder. 

"Average  number  of  cars  handled:     2  passenger,  1  freight. 

"Miles  run:     65.6. 

"Hours  on  duty:     6.  (per  time  card.) 

"Note. — (General  Superintendent's  letter  of  July  24,  1913, 
indicates  that  this  crew  is  ordinarily  on  duty  about  8  hours  and 
40  minutes  per  day.)" 

Mr.  Sheean:  Now,  the  information  as  to  the  various  spe- 
cial provisions  covering  branch  or  specified  or  excepted  runs, 
is  set  out  on  all  these  pages  following  157  f 

Mr.  Bremerman :    Yes,  sir. 
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Mr.  Sheean:  I  note,  on  158  apparently,  the  information 
that  was  asked  for  some  time  ago  is  set  forth  in  detail. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Will  yon  read  just  what  they  do  on  that  run, 
the  Black  Hills  &  Ft.  Pierre  Railroad! 

Mr.  Bremerman :  Black  Hills  &  Ft.  Pierre  Eailroad,  engi- 
neers '  schedule,  $4.60  per  day ;  overtime  after  10  hours. 

Deadwood  Central,  $4.60  per  day ;  overtime  after  ten  hours. 

^'Firemen's  schedule,  Black  Hills  &  Ft.  Pierre,  $3.30." 
Same  overtime  provision  as  engineers. 

''As  a  rule,  one  crew  handles  both  runs  on  alternate  days. 
Time  card  schedule : 

''Leave    Lead    7:00  A.M. 

' '  Arrive  Nemo  10 :10  A.  M. 

"Leave    Nemo  10:40  A.  M. 

"Arrive  Lead    3:50  P.M. 

"Trains  run  extra  between  Deadwood  and  Bald  Mountain 
or  Ruby  Basin. 

"Class  of  engine  used:     Narrow  Gauge. 

"Average  cars  handled,  1  jDassenger  and  8  freight  cars. 

"Hours  on  duty:  Continuously  in  spread  of  8  hours  50 
minutes  on  B.  H.  &  Ft.  P.  and  7  hours  30  minutes  on  Deadwood 
Central. 

' '  Overtime  is  paid  on  basis  of  10  miles  per  hour. 

"Extra  pay  is  allowed  for  hostlering  at  Lead." 

Earnings  for  April 
Engineer  Fireman 

"Regular  time,  $138.00  $99.00 

Overtime,  7.60  5.45 


Hostlering,  7.82  5.61 


Total  $153.42  $110.06 

"Reason  for  listing  this  run: 

"Schedule  classification  rates  do  not  cover  narrow  gauge 
engines."  'f 

Mr.  Sheean:  The  Burlington  seems  to  have  quite  a  num- 
ber of  branch,  specified  and  accepted  runs,  page  158.  The 
detail  is  set  out  as  to  these  various  runs  and  what  is  paid  on 
them. 

Mr.  Bremerman:     Yes,  as  furnished  by  the  Burlingion. 
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short  lines,  three,  four  and  five  miles  long? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Slieean:     Manned  by  one  day  and  night  crew! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  On  ])age  159,  schedule  provisions  of  the  Chi- 
cago, Milwaukee  &  St.  Paul  are  set  out  with  reference  to  main 
and  branch  lines,  and  also,  throughout  all  of  these  pages,  sched- 
ule provisions  appear  in  the  first  two  columns,  and  explanation 
as  to  the  situation  to  which  those  schedule  provisions  apply, 
in  the  last  column. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Slieean:  Is  there  anything  to  which  you  wish  to  direct 
attention  particularly,  on  this  exhibit  of  branch,  specified  or 
excepted  runs? 

Mr.  Bremerman:     No,  sir. 

Mr.  Slieean:  Mr.  Bremerman,  I  notice  on  page  159-A  the 
Eock  Island  seems  to  have  quite  a  lengthy  explanation  as  to  a 
number  of  runs  that  would  apparently  be  affected? 

Mr.  Bremerman:  Their  explanation  covers  general  ar- 
rangements in  running  crews,  and  covers  exceptions  to  the 
schedules  rather  than  strictly  excepted  runs. 

Mr.  Slieean:  Let  us  take  the  first  one  or  two  there  of  what 
they  put  under  the  head  of  explanation— let  us  take  the  first 
two  paragraphs. 

Mr.  Bremerman:  "Runs  9,  321,  322,  326,  passenger  serv- 
ice, Rock  Island  to  West  Liberty,  two  round  trips  daily;  average 
number  of  cars  handled,  three;  miles  run,  160;  size  of  engine 
used  E-19,  cylinder  19  by  26  inches,  weight  on  drivers  83,000 
lbs.;  eight  hours  on  duty.  Engine  crew  considered  relieved 
approximately  three  hours  per  day  account  off  duty  between 
trips  at  Ro,ck  Island  and  West  Liberty.  The  fireman  on  this 
run  originally  claimed  time  at  turning  point  or  approximately 
three  hours,  which,  if  allowed,  instead  of  paying  straight  mile- 
age, would  amount  to  $2.14  per  day  for  the  engine  crew. 

The  engine  crew  which  handles'  train  No.  409  from  West 
Liberty  to  Cedar  Rapids  makes  the  run  on  the  previous  day 
from  Cedar  Rapids  to  Burlington  and  return  to  West  Liberty, 
where  the  crew  is  released  and  then  handles  train  No.  409  (an 
average  five  car  train  and  class  E-16  engine,  cylinders  18  by  24 
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inches,  weight  on  drivers  69,800),  from  West  Liberty  to  Cedar 
Rapids,  37  miles.  Under  the  schedule  this  crew  is  te,chuically 
entitled  to  100  miles  for  the  single  trip  West  Liberty  to  Cedar 
Rapids;  but  is  allowed  only  37  miles  with  an  hour  overtime  for 
making  up  train  409,  or  the  equivalent  of  47  miles  for  the  trip. 
This  is  a  local  agreement;  on  the  demand  for  100  miles  the  engine 
crew  would  be  required  to  live  at  West  Liberty  and  the  runs 
rearranged  so  as  to  avoid  paying  100  miles  for  37.  Rather  than 
be  located  at  West  Liberty,  the  engine  crew  agreed  to  the  basis 
outlined.    The  a,ctual  time  on  duty  is  1  hour  40  minutes." 

Mr.  Sheean:  You  have  simply  set  forth  here  any  explana- 
tion that  the  Rock  Island  had  furnished  as  to  peculiarities  of 
branch,  specified  or  excepted  runs. 

Mr.  Bremerman:  The  exceptions  that  there  are  to  tlieir 
schedules. 

Mr.  Sheean:  We  have  a  whole  page  of  Colorado  &  South- 
ern, 160.  Anything  special  to  call  attention  to  there  as  to  the 
Colorado  &  Southern? — There  are  two  pages. 

Mr.  Bremerman:  I  think  in  the  explanation  there,  the  way 
freight  for  the  miles  run,  Denver  to  Golden  and  return,  30  miles; 
Golden  to  Silver  Plume  and  return,  75,  that  might  indicate- 
that  would  indicate  it  Avas  15  miles  between  Denver  and  Golden, 
and  37^,  Golden  and  Silver  Plume,  which  would  be  52M.'.  The 
tabulated  schedule  Denver  to  Silver  Plume  and  return,  they 
receive  pay  for  150  miles  for  75.  That  explains,  I  think,  part 
of  the  feature  Mr.  Burgess  was  speaking  of  a  while  ago.  That 
gives  us  the  actual  mileage  there,  it  seems  to  me. 

Mr.  Burgess:     What  page  is  that,  Mr.  Bremerman? 

Mr.  Bremerman:     Page  160. 

Mr.  Burgess:     AVliat  part  of  the  page  is  that? 

Mr.  Bremerman:  It  is  in  the  ex]ilanation,  Mr.  Burgess,  it 
is  the  second  and  third  items  of  the  explanation.  The  column 
headed  ''Miles  Run"  shows  that  the  miles  run,  Denver  to  Golden 
and  return,  is  30;  Golden  to  Silver  Phmie,  75.  That  is  105,  or 
52Vli  miles  Denver  to  Silver  Plume,  according  to  that  calcula- 
tion; and  in  the  second  column,  under  the  head  "Firemen," 
tabulated  schedule.  Clear  Creek  District,  freight  service,  Denver 
to  Silver  Plume  and  return,  150  miles.  The  point  is,  it  seems 
to  me,  that  this  shows  one  feature  of  the  inquiry  of  Mr.  Burgess. 

Mr.  Sheean:     That  tabulated  schedule  showing  the  allow- 
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ance  in  miles,  and  tliis  i>art  of  the  explanation  showing-  what 
the  actual  miles  run  between  certain  points  are, 

Mr.  Bremerman:  Although  it  will  not  show  how  nnich  of 
that  66  miles  they  run  over. 

Mr,  Burgess:  Neither  will  it  show  how  much  time  was 
consumed  in  making  the  run,  will  it? 

Mr.  Bremerman:     No,  except  as  overtime  begins. 

Mr,  Slieean :  On  these  branch,  specified  or  excepted  runs, 
is  there  anything  particularly  to  which  you  wish  to  direct  atten- 
tion! 

Mr.  Bremerman:     They  are  all  given  in  great  detail. 

Mr.  Sheean:  That  shows  an  explanation  in  many  cases  of 
just  what  the  run  is,  and  what  the  men  earn  on  that  run. 

Mr.  Bremerman :  According  to  the  way  the  roads  reported 
it.  It  varies.  In  some  cases  they  went  into  greater  detail, 
and  in  others  they  did  not. 

Mr.  Sheean:  Here  is  one  a^  page  162,  that  api)arently 
attemi)ts  to  state  what  the  application  of  this  proposal  would 
be  to  the  particular  run  shown.  Will  you  just  read  that?  This 
Menominee  Line,  page  162,  that  is  the  first  one,  and  the  other 
the  Stillwater  branch. 

Mr,  Bremerman:  I  think  you  are  mistaken,  Mr,  Slieean, 
as  to  that  showing  what  the  proposal  would  be.  That  is  the 
present  rate.  That  is  the  present  pay,  but  I  will  read  it  if  you 
wish. 

Mr.  Slieean:  I  wish  you  would,  please.  I  misunderstood 
it  in  the  hasty  reading. 

Mr.  Bremerman:  Page  162,  Chicago,  St.  Paul,  Minneapo- 
lis &  Omaha,  explanation  for  the  Menominee  Line: 

"The  crew  on  the  Menominee  day  run  goes  to  work  at  6 
A.  M.,  ties  u])  about  5  P.  M.,  an  average  of  11  hours  on  duty. 
Crew  makes  five  round  trips  each  day,  handling  2  passengers, 
and  from  1  to  11  freight  cars  on  a  trip,  or  an  average  of  2 
freight  cars  every  trip.  In  addition  to  regular  trips,  crew 
makes  about  four  extra  round  trips  each  week,  handling  an 
average  of  6  cars  on  each  trip,  Menominee  to  the  Junction,  and 
1  car  from  the  Junction  to  the  City.  These  extra  tiips  are 
made  after  getting  into  Menominee  on  the  last  regular  tiip  or 
No.  49  at  3 :35  P,  M.  This  crew  also  does  the  station  switching 
at  Menominee, 
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"The  night  crew  on  the  Menominee  line  goes  to  work  at  7 
P.  M.,  ties  up  at  6  A.  M.,  11  hours  on  duty,  makes  5  round  trips, 
handling  2  j^assenger  and  an  average  of  2  cars  per  night  be- 
tween Menominee  City  and  the  Junction.  This  crew  very 
seldom  handles  any  freight  cars  on  the  trips  between  Menomi- 
nee Junction  and  Menominee. 

"The  distance  between  Menominee  and  Menominee  Junc- 
tion is  3  miles.  An  18x24-inch  cylinder  eight-wheel  locomotive 
is  used,  58,200  lbs.  in  weight  on  drivers.  Tlie  day  crew,  in 
making  5  round  trips,  runs  30  actual  miles.  The  night  crew, 
in  making  the  same  number  of  trips,  also  makes  30  actual  miles. 
These  crews  are  on  duty  11  hours  each,  for  which  they  receive 
pay  as  follows,  including  all  overtime,  except  whenever  these 
crews  make  a  trip  or  do  any  work  on  the  main  line  they  are  paid 
extra  for  it  at  the  regular  road  rates. 

"Day  engineer  works  12  hours  at  $4.40,  including  over- 
time. 

"Day  fireman  works  12  hours  at  $2.65,  including  oveiiime. 

"Night  engineer  works  12  hours  at  $4.40,  including  over- 
time, 

"Night  fireman  works  12  hours  at  $2.65,  including  over- 
time. 

"While  the  actual  time  working  on  the  Menominee  Line  is 
less  than  12  hours,  this  engine  is  double-crewed.  The  crews 
relieve  one  another  each  12  hours. 

"The  reasons  for  the  rates  established  on  the  Menominee 
Line  are  that  the  work  is  so  light  it  requires  but  a  very  small 
engine  to  handle  it,  also  that  the  work  includes  passenger, 
freight  and  switching.  The  crews  employed  on  that  line  are 
enabled  to  be  at  home  every  day  and  are  not  at  the  same  ex- 
pense as  ordinary  road  crews." 

Mr.  Sheean:  These  explanations  are  simply  the  explana- 
tions of  the  roads  that  sent  them  in,  as  to  the  different  roads. 

Mr.  Bremerman:     Furnished  by  the  Omaha  Road? 

Mr.  Burgess:  Pardon  me,  Mr.  Sheean,  does  that  engineer 
run  every  day  or  twenty-six  days?  I  failed  to  note  whether  it 
is  in  there  or  not. 

Mr.  Bremerman :     I  could  not  say. 

Mr.  Burgess:     So,  for  the  12  hours'  service  of  the  day,  if 
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he  worked  twenty-six  days  lie  would  draw  $11-1:.00,  as  1  under- 
stand it.     You  don't  know  whether  he  works  Sundays  or  not? 

Mr.  Bremerman:     No,  I  don't. 

Mr.  Burgess:     That  is  all. 

Mr.  Slieean:  The  exphmations  as  to  various  branches  on 
the  El  Paso  &  Southwestern  are  set  out  in  detail  on  page  163; 
Illinois  Central  on  164.  As  to  branch  line,  specified  or  excepted 
runs,  all  of  the  explanations  therein  are  as  furnished  by  the 
roads. 

Mr.  Bremerman :  Yes,  that  accounts  for  the  variation  in 
form,  or  what  they  sent  us.  It  is  just  Avliat  they  gave  us  in 
explanation  of  their  branch,  specified  or  excepted  run  ]irovi- 
sions. 

Mr.  Sheean :  Tliere  is  no  uniformity,  either  as  to  the  length 
of  line  or  the  ojjerations  on  the  branch,  or  the  payment  made  for 
this  branch  line? 

Mr.  Bremerman  :     No,  sir. 

Mr.  Sheean:  Except  in  the  "Exjilanation"  column,  there 
has  not  been  any  eifort  on  your  i)art,  Mr.  Bremerman,  to  assem- 
ble or  relate  the  importance,  in  mileage  or  otherwise,  of  this 
branch  line  with  the  main  line  of  the  system  ? 

Mr.  Bremerman :  It  is  a  mere  showing  of  the  ])rancli  line, 
excepted  and  si)ecified  run  ])rovisions  in  the  schedules. 

Mr.  Sheean:  The  Sunset  Central  Lines,  beginning  at  ])age 
169,  seem  to  have  a  great  number  of  exce]3ted  and  peculiar  runs, 
where  they  are  taken  care  of  by  particular  local  conditions. 

Mr.  Bremerman :  They  have  a  separate  section  in  their 
schedule  entitled  "Branch  Service,"  and  they  have  explained 
those  branch  runs,  and  it  takes  quite  a  few  pages  to  do  it. 

Mr.  Sheean:  Page  172,  under  the  head  ''Electric  and 
Motor  Car  Service,"  just  explains  the  manner  of  compilation 
shown  there. 

Mr.  Bremerman :  That  is  a  summary  for  the  Western  ter- 
ritory only  of  the  rates  of  pay  in  electric  and  motor  car  service. 

Mr.  Slieean :  Have  you  separated  as  between  electric  and 
motor  car? 

Mr.  Bremerman:     No,  it  shows  both. 

Mr.  Sheean  :     And  the  detail  of  that  is  shown  at  page  173? 

Mr.   Bremerman:     Yes,. sir. 

Mr.  Sheean :     Just  in  a  general  wav,  will  vou  state  about 
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tlie  proportion  of  the  main  line  that  has  a  schedule  provision 
<}Overing  this  feature  of  operation! 

Mr.  Bremerman:  30  per  cent  of  the  schedules  have  no 
provision  for  rates  in  electric  or  motor  car  service ;  22  per  cent 
show  no  rates  but  contain  Chicago  Agreement  of  December  24, 
1910. 

Mr.  Sheean:  I  wish  you  would  just  briefly  explain  what 
that  Chicago  Agreement  is,  or  why  that  is  referred  to  there. 

Mr.  Bremerman :  It  is  the  settlement,  as  I  understand,  in 
the  last  wage  movement. 

Mr.  Sheean :  As  to  the  puri30se  of  showing  it  here,  was  it 
simply  that  in  that  agreement  jurisdiction  was  given  in  motor 
car  service  if  a  freight  engineer  qualified  for  that  service?  I 
won't  attempt  to  quote  it,  but  just  quote  the  part  of  the  agree- 
ment that  made  it  necessary,  as  you  thought,  to  insert  that  here. 

Mr.  Bremerman:  The  agreement,  Article  2:  ''IVhenever 
a  sufficient  number  of  engineers  on  any  seniority  division  have 
qualified  for  motor  car  service,  the  engineers  on  that  division 
will  be  given  the  right  to  operate  same,  and  seniority  will  be 
interchangeable  with  steam,  the  Superintendent  or  Master  Me- 
chanic to  be  the  judge  of  whether  a  sufficient  number  of  men  have 
qualified.  Present  rates  of  pay  for  engineers  in  motor  car 
service  to  be  increased  40  cents  per  day.  Except  as  modified  by 
this  article,  present  rules  and  working  conditions  governing  this 
service  to  continue.  Engineers  making  application  for  motor 
car  service,  and  thus  qualifying  as  motormen,  will  retain  theii? 
rights  in  steam  sei'vice,  with  the  understanding  that,  having 
accepted  motor  car  service,  they  will  remain  in  such  service 
until  they  can  be  relieved  by  engineers  qualifying  for  such 
service. ' ' 

Mr.  Sheean:  Your  purpose  in  referring  to  that  in  this 
summary  was  to  indicate  that  although  certain  roads  had  no 
provisions  in  their  schedules  as  to  rates  of  pay  for  motor  car 
service,  and  possibly  no  motor  car  service  in  actual  operation, 
nevertheless,  because  of  being  parties  to  that  Agreement,  the 
right  of  the  engineers  to  qualify  for  that  service  was  fixed  by 
that  agreement? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  rates  shown  there  vary  in  what  manner, 
from  gasoline — 
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Mr.  Bremernian:  From  $3.90  per  100  miles,  to  $4.40  to 
$4.90. 

Mr.  JSheean:     What  in  the  way  of  monthly  rates? 

Mr.  Bremernian:  With  monthly  rates  of  $132  to  $137.15, 
and  excess  mileage  provisions  on  those  monthly  rates.  Rate  of 
$5.00  per  day,  no  overtime  in  electric  service;  $4.40  per  day  of 
10  hours  or  less  on  gasoline  motors  on  4.5  per  cent  of  the  mileage. 

Mr.  Sheean:  Just  turn  to  ])age  173,  and  will  you  give  us 
briefly  the  road  or  roads  on  which  these  different  provisions 
prevail,  taking  your  first  column,  '^$132  per  calendar  month. 
Mileage  in  excess  of  5,000  at  2.64  cents  per  mile."  What  road 
does  that  obtain  on? 

Mr.  Bremernian:  That  is  the  Union  Pacific.  "Unassigned 
men  performing  irregTilar  motor  service  paid  4.17  cents  per 
mile. ' ' 

''Schooling  for  purpose  of  qualifying  shall  consist  of  both 
shop  and  road  experience,  not  to  exceed  30  days,  and  paid  for 
at  $2.50  per  day  of  10  hours  or  less." 

Mr.  Sheean:  Schedule  provision  of  "137.15  per  calendar 
month,  mileage  in  excess  of  5,000  at  2.74  cents  per  mile,"  where 
does  that  obtain? 

Mr.  Bremernian:  Oregon  Short  Line,  with  the  same  pro- 
vision as  just  read  for  schooling  for  the  purpose  of  qualifying. 

Mr.  Sheean:  And  "$3.90  per  100  miles  or  less,"  on  what 
road  or  roads  does  that  obtain? 

Mr.  Bremerman:     Santa  Fe,  Eastern  and  Western. 

Mr.  Sheean:  $4.15  per  10  hours  or  less,  on  what  road  or 
roads  does  tliat  obtain? 

Mr.  Bremennan :  That  is  shown  as  applying  on  the  Kansas 
City,  Clinton  &  Springfield,  and  the  St.  Louis  &  San  Francisco 
and  the  Missouri,  Oklahoma  &  Gulf. 

Mr.  Sheean:  "$4.20  per  100  miles  or  less,  10  hours  or 
less,"  where  does  that  obtain? 

Mr.  Bremerman:  Chicago  Great  Western;  Chicago,  Mil- 
waukee &  St.  Paul,  Eastern  Lines,  rules  governing  steam  service 
apply  to  motor  service. 

Mr.  Sheean:  "$4.40  per  10  hours  or  less,"  no  provision  as 
to  miles,  what  roads? 

Mr.  Bremerman:  St.  Louis,  Brownsville  &  Mexico;  San 
Pedro,  Los  Angeles  &  Salt  Lake. 
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Mr.  Slieean:  "Steam  motor  cars  per  100  miles  or  less^ 
$4.15.  Gasoline  motor  cars  per  100  miles  or  less,  10  hours  ot 
less,  $4.00." 

Mr.  Bremermau:     Rock  Island. 

Mr.  Slieean:  "Gasoline  motor  cars,  $4.40.  Electric  motors 
in  helper  service,  $4.90  per  100  miles  or  less,  10  hours  or  less," 
what  road  has  that  provision! 

Mr.  Bremerman:  The  Great  Northern  and  the  provision 
that  on  grades  of  1.8  per  cent  or  greater,  10  per  cent  in  excess 
of  those  rates  for  actual  distance  covered  by  such  grades  shall 
be  paid. 

Mr.  Sheean:  "Electric,  service,  $5.00  i)er  day,  no  over- 
time"— What  road  has  that  provision! 

Mr.  Bremerman:     Southern  Pacific,  Pacific  System. 

Mr.  Sheean:  "Gasoline  motors,  $4.40  per  day,  10  hours  or 
less,"  that  is  also  on  that  same  system.  I  read  only  part  of  tlie 
tenth  column. 

Mr.  Bremermau:     Yes,  sir. 

Mr.  Sheean:  Now,  there  are  a  number  of  roads  which,  on 
this  summary,  have  provision  for  time  to  be  computed  one  hour 
before  scheduled  leaving  time  of  first  trip,  and  to  end  on  arrival 
at  terminal,  at  end  of  final  trip.  Is  it  pretty  generally  provided 
in  the  schedules,  where  gasoline  service  is  installed,  for  allowing 
an  hour  to  the  engineer  who  operates  a  gasoline  engine,  before 
the  time  of  his  trip! 

Mr.  Bremerman:  I  would  say  so,  yes,  in  gasoline  motor  car 
service. 

Mr.  Slieean:  And  where  gasoline  service  is  covered,  that 
period  of  one  hour  is  generally  allowed? 

Mr.  Bremerman:     Usually,  yes,  sir. 

Mr.  Sheean:  Is  there  anything  about  this  electric  service 
to  which  you  wish  to  call  attention  other  than  that? 

Mr.  Bremeriria7i :  As  to  the  firemen,  the  only  provision  is 
that  on  the  Great  Northern  that  trolley  men  on  electric  locomo- 
tives will  be  paid  $3.30  for  10  hours  or  less,  100  miles  or  less. 

Mr.  Sheean:  Now,  the  electric  service  in  the  East  is  shown 
at  page  174. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  what  manner  was  that  compiled,  from  the 
schedules  which  contain  provisions  as  to  electric  service? 
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Mr.  Bremeniiaii :  Yes,  sir;  famished  by  the  Bureau  of 
Information  of  the  Eastern  Railways. 

Mr.  Sheean:  Just  give  us,  in  a  general  way,  what  differ- 
ences there  are  in  the  electric  operation  on  railroads  in  the 
East,  as  to  rates  or  miles  that  are  the  equivalent  of  a  day? 

Mr.  Bremerman:  As  to  engineers,  the  Baltimore  &  Ohio 
pays  $4.25  for  a  day  of  12  hours.  The  Bessemer  &  Lake  Erie, 
the  rate — thev  seem  to  be  silent  as  to  the  rate.  I  could  not  sav 
as  to  what  it  is.  Boston  &  Maine,  in  freight  or  combined  freight 
and  passenger  service,  engineers  running  helpers  in  the  electrio 
service  shall  re.ceive  for  10  hours  $4.75.  In  exclusive  passenger 
service,  $4.25  for  10  hours.  The  rules  applicable  to  engineers 
in  steam  service  Avill  apply,  except  as  qualified,  qualification  for 
seniority  arrangements.  Buffalo,  Rochester  &  Pittsburgh  shows 
no  rate,  but  the  award  in  the  East  is  quoted  in  the  schedule. 

Mr.  Sheean:  That  did  not  fix  any  rates  for  the  electric 
service  ?  Well,  you  need  not  take  any  time  for  that,  Mr.  Bremer- 
man. Now,  as  to  some  roads  here,  the  Long  Island,  for  instance, 
130  miles  is  treated  the  equivalent  of  10  hours;  the  Pennsyl- 
vania, 118  miles  is  treated  the  equivalent  of  10  hours,  for  the 
purposes  of  compensation? 

Mr.  Bremerman:     Yes,  on  one  division. 

Mr.  Sheean:  And  as  to  the  New  York  Central,  you  do  not 
have  carried  out  in  that  column  either  the  basis  of  the  day  or  the 
rates  1 

Mr.  Bremerman :  The  agreement  is  the  engineers  take  po- 
sitions as  engineers  of  the  electric  engines  in  multiple  unit  trains 
under  the  prevailing  steam  schedule, 

Mr.  Sheean:  And  the  prevailing  steam  schedule,  then, 
would  show  w^hat  the  rate  applicable  there  would  be? 

Mr.  Bremerman:     Rates  and  rules,  as  I  understand. 

Mr.  Sheean:  That  would  be  4.25  passenger,  4.75  freight, 
or  have  you  made  any  comparison? 

Mr.  Bremerman:  That  is  the  Award  in  the  East;  the 
minimum,  that  is. 

Mr.  Sheean:  Well,  as  to  the  New  York  Central,  it  is  maxi- 
mum as  well  as  minimum,  is  it  not? 

Mr.  Bremerman :     I  would  not  want  to  say  offhand. 

Mr.  Sheean :  Whatever  it  is  will  appear  on  the  schedule, 
by  the  comparison  back  here  on  size  of  engines? 
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Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  all  the  information  as  to  electric  oper- 
ation in  Eastern  territory  is  shown  here  at  page  174? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Page  175,  Article  3, — proposed  Article  3, 
''Local  or  Way  Freight  Service.  Local  trains  are  way  freight 
or  mixed  trains  whose  work  is  the  loading  or  unloading  of 
freight,  or  doing  station  switching  en  route."  Explain  briefly 
the  information  which  you  have  attempted  to  assemble  at  page 
175  and  following? 

Mr,  Bremerman:  Page  175,  for  engineers,  and  page  176, 
for  firemen,  set  forth  the  rules,  defining  local  freights  or  classi- 
fying trains  as  such,  for  purposes  of  compensation  in  the  West- 
ern territory,  as  related  to  that  part  of  proposed  Article  3  which 
defines  local  or  way  freight  service. 

Mr.  Sheean :  Do  you  set  forth  the  names  of  all  the  roads, 
or  only  the  roads  which  have  attempted  to  make  some  definition? 

Mr.  Bremerman:  The  name  of  every  road  in  the  Western 
movement  is  shown,  with  leaders  shown  in  the  parallel  column, 
when  there  is  no  rule. 

Mr.  Sheean:  And  where  the  roads  simply  list  certain 
trains  and  say  that  the  following  trains  shall  be  way  freight, 
that  fact  is  also  set  out,  without  setting  forth  the  particular 
specified  trains  that  are  designated  as  way  freight? 

Mr.  Bremerman:  To  save  space,  we  have  omitted  the  list 
of  runs. 

Mr.  Sheean:  And  where  these  dotted  lines  appear  oppo- 
site certain  roads,  that  means  that  on  those  particular  roads  the 
schedule  contains  no  definition  of  way  freight,  or  no  specifica- 
tion of  certain  trains  being  way  freights? 

Mr.  Bremerman:     It  so  indicates,  yes. 

Mr.  Sheean:  But  on  those  roads  it  is  not  intended  to  be 
inferred  from  this  that  those  roads  do  not  designate,  on  time 
cards  or  otherwise,  their  way  freights? 

Mr.  Bremerman :     Or  that  they  have  no  way  freight  service. 

Mr.  Sheean:  Now,  the  same  information  is  given  as  to 
firemen;  that  is,  as  to  the  schedules  of  firemen  which  contain 
provisions,  at  page  176? 

Mr.  Bremerman:     Yes,  sir. 
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Mr.  Sheean :  Any  comparison  made  with  the  Eastern  ter- 
ritoiy  or  attempts  to  define  local  freight  service? 

Mr,  BremeiTQan:  For  the  East,  similar  information  is 
given  on  page  177,  and  for  the  Southeast,  on  page  178,  but  no 
summary  was  made.  It  is  diflScult  to  summarize  varying  defi- 
nitions in  any  shorter  wa}^  than  the  rules  themselves  would 
show. 

Mr.  Sheean:  In  the  Southeast,  page  178,  there  seem  to  be 
four  roads  which  have  attempted  to  define,  in  the  Engineers' 
schedule,  what  constitutes  local  freight — and  one  fireman's 
schedule. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  information  given  you  is  that  as  to  the 
Southeast  these  are  all  the  schedules  in  which  any  effort  to 
make  the  definition  appears? 

Mr.  Bremerman:  That  is  what  is  furnished  me  as  repre- 
senting the  Southeastern  schedules  in  that  respect. 

Mr.  Sheean:  And  so,  on  page  177,  the  information  is  given 
you  as  being  all  of  the  schedules  in  Eastern  territory  where  they 
have  attempted  to  make  these  definitions  in  the  schedules? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And,  as  stated  before,  that  does  not  mean  by 
any  means  that  there  are  not  way  freight  trains,  or  that  they 
have  discontinued  way  freight  trains  in  their  time  cards? 

Mr.  Bremerman:     That  is  correct. 

Mr.  Sheean:  Everybody  knows  what  a  way  freight  is  on 
those  roads,  without  having  a  definition  of  it  put  in  the  schedule, 
or  they  may  or  may  not.  Now,  there  has  been  no  effort  to  make 
an}'  summary  or  division  into  ,columns  to  show  how  near  or  how 
far  apart  were  the  various  definitions  adopted  on  the  different 
roads? 

Mr.  Bremerman:  It  would  be  impossible.  A  fair  example 
of  that  is  the  Boston  &  Maine  Eailroad,  on  page  177,  the  first 
column,  the  second  item.    It  is  worthy  of  a  reading. 

Mr.  Sheean:    i\.ll  right.    Bead  it,  please. 

Mr.  Bremerman:  ''All  trains  loading  or  unloading  freight 
or  doing  switching  shall  be  classed  as  locals.  This  will  not 
apply  to  trains  making  less  than  six  stops  to  take  in  or  set  out 
cars,  requiring  less  than  11  switches  at  the  five  or  less  stops, 
exclusive  of  the  necessary  switching  on  account  of  placing  air 
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brake  cars  for  use  to  handle  train,  or  wlien  necessary  freight 
may  be  unloaded  at  not  more  than  three  of  the  stops.  Trains 
consuming'  30  minutes  or  more  icing  beef  shall  be  classed  as 
lo.cals. 

"Note.- — That  part  of  the  above  rule  reading,  'When  neces- 
sary freight  may  be  unloaded  at  not  more  than  three  of  the 
stops. ' 

"Example. — A  train  makes  five  stops  to  take  in  or  set  out 
cars;  the  rule  allows  this  train  to  load  or  unload  at  three  of 
these  stops  and  not  become  a  local,  but  should  a  train  make  five 
stops  to  take  in  or  set  out  cars,  and  make  one  stop  to  load  or 
unload  at  a  station,  other  than  the  five  stops  to  take  in  or  set 
out,  the  train  will  become  a  local.  To  be  clear  on  the  matter,  it 
will  be  understood  that  a  train  that  makes  six  stops  'in  com- 
bination' becomes  a  local. 

"Note. — A  switch  is  defined  as  follows:  The  setting  out  of 
cars  from  two  places  in  train  or  taking  in  a  car  or  cars  not  ahead 
on  one  track." 

That  illustrates  the  difficulty  in  arriving  at  making  a  sum- 
mary of  these  provisions. 

Mr.  Sheean:  And  that  is  what  the  Boston  &  Maine  has 
inserted  into  its  s,chedule  so  as  to  clear  up  this  uncertainty  that 
exists  in  railroad  schedules  as  to  what  constitutes  a  local  or  way 
freight  ? 

Mr.  Bremerman:  It  is  in  the  schedule.  I  don't  know  who 
inserted  it. 

Mr.  Burgess:  When  do  we  arrive  at  the  point  that  we  are 
clear? 

Mr.  Bremerman:     That  is  not  what  I  am  clear  on. 

Mr.  Shea :  It  shows,  though,  the  necessity  of  uniformity, 
doesn't  it? 

Mr.  Bremerman:  Well,  I  don't  know  what  it  shows.  I 
would  not  care  to  say,  Mr,  Shea. 

Mr.  Sheean:  It  does  show  that  the  Boston  &  Maine  has 
attempted  to  give  a  definition  in  its  schedule,  doesn't  it,  Mr. 
Bremerman  ? 

Mr.  Stone:  Wlij^  don't  you  read  the  firemen's  rule  on  the 
same  road  ?    It  is  not  so  complicated. 

Mr.  Bremerman:  Yes.  The  second  item  under  the  heading 
of  "Firemen"  on  the  same  page: 
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"All  trail!!;  loading  or  imloadiug  freight  or  doing  switch- 
ing, will  be  classed  as  locals.  This  will  not  apply  unless  trains 
unload  freight  at  more  than  three  stops,  consume  more  than 
thirty  minutes  icing  cars,  make  more  than  five  stops  or  take 
up  or  set  out  cars,  or  make  more  than  ten  switches,  exclusive  of 
the  necessary  switching  on  account  of  placing  air  brake  cars  to 
handle  train.  The  practice  of  handling  caboose  cars  to  remain 
as  at  present. 

"Note. — A  switch  is  defined  as  follows:  The  setting  off  of 
cars  from  two  places  in  train  or  taking  on  a  car  or  cars  not  ahead 
on  one  track." 

Mr.  Stone:     That  clarifies  it. 

Mr.  Sheean :  Now,  Mr.  Bremerman,  on  that  same  page,  the 
New  York,  New  Haven  &  Hartford  seems  to  have  defined  as  to 
botli  the  firemen  and  engiuv^ars.  Will  you  read  it  into  the  rec- 
ord, so  we  may  get  Avhat  their  efforts  have  been  in  having  a 
clear,  well  understood  definition  in  the  schedule? 

Mr.  Bremerman:  In  the  third  column,  under  the  head  of 
"Engineers,"  the  New  York,  New  Haven  &  Hartford  says: 
"Engineers  on  trains  tliat  switch  out  or  pick  up  cars  at  six  (6) 
or  more  stations  on  a  day's  run  will  be  paid  local  freight  rates. 

"Only  one  (1)  stop  will  be  allowed  for  any  station,  and  a 
station  is  a  place  designated  in  the  tune-table  by  name  at  which 
a  train  may  stop  for  traffic. 

"If  cars  are  left  or  taken  from  two  (2)  or  more  sidings  at 
a  station,  it  is  to  count  as  one  (1)  stop. 

"A  stop  at  an  outlying  siding  will  be  counted  as  one  (1) 
stoio.  By  an  outlying  siding  is  meant  a  siding  between  two 
stations  which  is  not  operated  as  a  part  of  the  yard  at  either 
station. 

"Initial  and  final  terminal  stations  for  the  day's  run  are 
not  to  be  counted. 

"It  is  agreed  that  a  stop  at  Slaughter  House  shall  be 
counted  as  a  station  stop,  if  stop  is  not  made  at  Northrup  Ave- 
nue. If  both  stops  are  made,  it  will  count  as  one  (1)  station, 
Northrup  Avenue  by  this  rule  being  a  regiilar  station.  It  is 
further  agreed  that  Charles  Street  j'ard  shall  be  considered  a 
station  in  the  meaning  of  the  rule,  and  that  Brayton  Avenue  is 
included  in  Providence  Station. 

"Trains  that  load  or  unload  freight  into  or  from  cars  and 
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stations  at  four  or  more  stations  will  be  classed  as  local  freight 
trains. 

"Engineers  performing  mixed  service  on  Branch  lines,  or 
running  road  switchers,  will  be  paid  local  freight  rates. 

"Note. — A  combination  of  switching  out  or  picking  up  cars 
and  loading  or  unloading  freight  into  or  from  cars  and  stations 
aggregating  six  stations  will  be  allowed. 

' '  Example. — If  a  crew  switches  out  or  picks  up  cars  at  four 
stations  and  loads  or  unloads  freight  at  two  stations,  local 
freight  rates  will  be  paid." 

Mr.  Sheean:  Well,  now,  unless  the  gentlemen  wish  it,  I 
won't  insist  on  his  reading  the  firemen's  provision  as  to  what 
constitutes  local  freight  service. 

Mr.  Phillips :     It  is  exactly  the  same. 

Mr.  Sheean :  Now,  Mr.  Bremerman,  it  would  seem  that  in 
some  roads  which  have  attempted  to  have  a  schedule  definition 
as  to  local  and  way  freight  service,  that  after  getting  the  defini- 
tion it  then  became  necessary  in  practical  operation  to  define 
what  they  mean  by  ' '  station, "  at  least,  on  this  one  road. 

Mr.  Bremerman:  There  are  several  roads  that  append 
examples  and  explanations. 

Mr.  Sheean :  You  have  not  attempted  to  show  by  mileage, 
or  summarize  in  any  summary  way,  in  the  Western  territory 
those  who  define  and  those  who  have  not  defined  what  constitutes 
local  freight  service? 

Mr.  Bremerman:    Well,  I  see  we  have  not.    Ordinarily — 

Mr.  Sheean :  Is  that  due  to  the  fact,  Mr.  Bremerman,  that 
the  columns  or  classifications  are  not  susceptible  of  definitions 
or  assembling  in  the  way  of  any  defined  denomination? 

Mr.  Bremerman:  It  can  be  shown  how  many  are  in  the 
provision.  That  is  all  it  ordinarily  would,  but  I  find  that  on  that 
page  it  is  not.    It  could  be  spread,  if  it  is  desired. 

Mr.  Sheean:  But  it  is  not  feasible  or  possible  to  classify 
how  many  roads  have  this  definition  or  that  definition,  because 
of  the  lack  of  similarity  or  uniformity? 

Mr.  Bremerman:  Oh,  I  think  you  might  be  able  to  com- 
bine one  or  two  roads,  perhaps,  here  and  there  that  have  the 
same  language,  or  approximately,  but  in  effect  your  summary 
would  not  be  condensed  much  more  than  this  sheet  here. 

Mr.  Sheean:     Is  there  anything  further  about  this  local 
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freight  definition  to  which  you  think  attention  should  be  spe- 
cifically directed  f 

Mr.  Bremerman :     Not  on  these  pages,  no. 

Mr.  Sheean:  Now,  the  other  part  of  Article  3,  shown  at 
page  179,  being  that  part  of  Article  3  which  provides  that 
''Through  or  irregular  freight  trains  doing  work  such  as  loading 
or  unloading  freight,  stock  or  company  material,  switching  at 
stations,  spurs,  mines,  mills  or  required  to  pick  up  or  set  out 
cars,  unless  cars  to  be  picked  up  are  first  out,  or  cars  to  be  set 
out  are  switched  together  at  terminals,  or  doing  any  other  simi- 
lar work,  shall  be  paid  for  same  at  overtime  rates  in  addition  to 
time  or  mileage  made  on  the  trip." 

What  is  the  information  which  you  have  assembled  to  be 
considered  or  looked  at  in  connection  with  or  in  relationship  to 
this  part  of  the  request? 

Mr.  Bremerman:  In  relating  the  present  schedule  rules 
to  that  part  of  proposed  Article  3  for  additional  pay  in  through 
and  irregular  freight  service,  it  is  divided  into  three  sections: 
First,  as  to  intermediate  switching,  loading  and  unloading 
freight  (pages  179-181) ;  second,  as  to  loading  and  unloading 
stock,  icing  cars,  weighing  cars  between  terminals  (pages  182- 
184) ;  third,  work  service,  loading  and  unloading  material,  re- 
railing  cars,  etc.  (pages  185-187) ;  all  for  the  Western  territory. 

Mr.  Sheean:  Now,  before  looking  at  the  summary  on  179, 
suppose  we  take  180,  in  which  is  shown  by  roads  the  different 
items  which  you  have  attempted  to  classify  from  groups  1  to 
137? 

Mr.  Bremerman:  On  page  180,  as  to  engineers,  columns 
1  to  5,  we  show  how  the  payment  is  earned. 

Mr.  Sheean:     Give  us  the  five  columns'? 

Mr.  Bremerman:  ''1.  Station  switching,  other  than  pick- 
ing up  and  setting  out  cars  not  in  connection  with  their  own 
trains. 

''2.  Picking  up  and  setting  out  cars  and  doing  station 
switching. 

*'3.  Switch  at  two  points  or  switch  one  hour  at  one  point, 
or  load  or  unload  freight  at  two  or  more  points." 

Mr.  Sheean:  Now,  there  is  nothing  shown  in  that  column 
on  the  engineers'  sheet,  nor  is  there  anything  shown  on  the 
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firemen's  sheet  in  Western  territory  in  column  3,  Mr.  Bremer- 
man.     Wliv  was  column  3  used! 

Mr,  Bremerman:  Well,  I  cannot  account  for  tliat  offhand, 
except  that  in  the  preparation,  at  one  time,  we  had  a  road  shown 
there,  and  on  check  it  was  changed  to  another  column.  It  should 
have  been  eliminated  entirely. 

Mr.  Sheean:     The  next  column  you  show  by  roads. 

Mr.  Bremerman :     Oh,  it  is  computed.     That  is  actual  time. 

Mr.  Sheean:  You  have  not  completed  the  "How  earned." 
I  interrupted  you  at  column  3. 

Mr.  Bremerman:  Column  4  covers  "Loading  and  unload- 
ing freight."  Column  5,  "Delayed  at  any  one  point  one  hour 
or  more  switching,  loading  or  unloading  freight." 

Mr.  Sheean:  That  is,  that  last  column,  if  I  understand  it, 
Mr.  Bremerman,  means  that  in  case  there  is  a  delay  of  one  hour 
or  more  in  switching  at  any  one  point,  that  will  be  compensated 
separately  from  the  time  and  mileage  of  the  trip,  but  unless  it 
is  up  to  one  hour  or  more,  and  unless  it  runs  into  overtime, 
there  will  be  no  payment  for  it — or,  do  I  correctly  analyze  your 
column  5? 

Mr.  Bremerman:  Column  5  only  shows  how  the  payment 
is  earned.  Your  former  questions  are  shown  in  the  other 
column.  That  is,  it  is  paid  after  the  first  full  hour  according  to 
column  11.  It  is  paid  .at  through  freight  rates  according  to 
column  14.  And  it  is  paid  on  trips  of  less  than  10  hours  or  less 
than  100  miles.  That  is,  the  hour  would  be  paid,  in  addition  to 
the  minimum  day.  It  is  deducted  from  overtime  on  trips  of 
over  100  miles  or  10  hours. 

Mr.  Sheean :  That  is,  when  you  speak  of  it  being  deducted 
from  overtime,  you  mean  that  it  is  not  paid  for  twice,  both  as 
a  switching  allowance  and  also  as  an  overtime  allowance? 

Mr.  Bremerman:  Yes.  Of  course,  it  would  only  be  de- 
ducted from  overtime  where  overtime  is  figured  on  the  complete 
time  of  the  trip,  including  this  intermediate  service.  Columns 
16  and  17  were  not  clearly  set  out  in  the  schedule,  and  were 
referred  to  the  roads. 

Mr.  Sheean:  That  is,  column  16  shows  the  roads  over 
which  the  payment  is  made  on  trips  of  less  than  10  hours  or 
100  miles? 

Mr.  Bremerman:     Yes. 
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Mr.  Slieean:  That  is,  speaking  surely  on  tliat,  it  is  paid 
as  an  arbitrary? 

Mr.  Bremerman:     To  that  extent,  yes,  sir. 

Mr.  Sheean :  That  is,  whatever  the  hours  or  miles  may  he 
under  your  schedule  i)rovisions,  whether  it  is  10  miles  or  2 
hours  all  told,  this  would  l)e  added  on  certain  roads? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     And  that  is  shown  in  column  16? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  In  column  17,  is  shown  the  roads  on  which 
there  is  a  provision  which  prevents  it  being  paid  both  as  over- 
time and  as  a  special  allowance? 

Mr.  Bremerman:  Yes.  Indicated  by  the  "yes"  or  "no," 
as  the  case  may  be. 

Mr.  Sheean:  Now,  turning  back  to  the  sunnnary  preced- 
ing page  180,  in  a  general  way,  Mr.  Brememian,  what  is  the 
relationship  of  these  different  provisions  in  the  territory?  I 
mean,  on  a  mileage  basis,  how  many  of  them  are  there,  what 
percentage  or  proportion  which  have  certain  provisions,  and 
what  percentage  certain  other  provisions? 

Mr.  Bremerman:  6.9  per  cent  of  the  mileage  as  to  engi- 
neers' pay  for  station  switching  other  than  picking  up  and  set- 
ting out  cars  not  in  connection  with  their  own  train. 

33.7  per  cent  pay  for  loading  and  unloading  freight  or  sta- 
tion switching,  other  than  picking  up  and  setting  out  cars  not 
in  connection  with  their  own  train.  With  part  of  that  per- 
centage f|ualified  further  as  indicated  by  the  finer  type. 

One-half  of  one  per  cent  pays  for  picking  up  and  setting  out 
cars  and  doing  station  switching.  Switching  at  places  where 
switch  engines  are  in  service  jjay  extra  for  such  service,  at  over- 
time rates;  9.3  per  cent,  picking  up  and  setting  out  cars  and 
doing  station  switching  or  loading  and  unloading  freight,  with 
the  qualification  for  part  of  the  mileage  that  follows ;  1  per  cent 
loading  and  unloading  freight  or  delayed  at  any  one  point  1 
hour  or  more,  switching,  loading  or  unloading  freight;  5.6  per 
cent  delayed  at  any  one  point  1  hour  or  more  switching,  loading 
or  unloading  freight;  5.3  per  cent  where  2  hours'  station  switch- 
ing in  the  aggregate,  unloading  freight  at  one  or  more  stations, 
or  where  station  switching  is  performed  and  freight  unloaded  at 
4  or  more  stations,  local  freight  rates  ])aid  for  entire  trip:  1.7 
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per  cent,  road  engineers  required  to  do  switching  at  points  wlier^ 
switching  engineers  or  hostlers  are  on  duty  will  be  paid  a  full 
hour  for  any  fraction  of  first  hour,  at  55  cents  per  hour  (does  not 
apply  to  branch  lines) ;  35  per  cent  for  no  provision  in  schedules 
for  additional  pay  to  through  freight  ser\dce,  but  11  per  cent  of 
that  under  certain  conditions  paid  wayf reight  rates  for  the  en- 
tire trip.  The  second  subheading  shows  how  the  payments  are 
made. 

Mr.  Sheean:  Now,  without  taking  this  up  in  detail,  Mr. 
Bremerman,  that  shows  a  great  variety  or  considerable  variety 
as  to  the  manner  of  computation  and  jjajmients  ? 

Mr.  Bremerman :  Yes,  as  to  minute  basis  or  30-minute 
basis  of  paying  overtime. 

Mr.  Sheean:  Then  in  the  next  column,  some  pay  at 
through  freight  rates,  others  pay  at  way  freight  rates  ? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  And  pay  on  trips  of  less  than  10  hours  or  100 
miles ;  38  per  cent,  approximately,  do,  and  23  per  cent  do  not  ? 

Mr.  Bremerman :  Do  not,  but  37  per  cent  have  no  pro- 
vision in  schedules  for  that  service. 

Mr.  Sheean :  And  in  the  deductions  from  overtime  on  trips 
of  over  100  miles,  44  per  cent,  deduct  it,  avoid  the  double  pay- 
ment, and  12  per  cent  do  not,  and  42  per  cent  have  no  provision 
in  that  regard  in  the  schedule ! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  as  to  firemen,  it  follows  this  same — not 
in  identically  the  same  percentages,  but  in  a  somewhat  similar 
relationship  through  the  Western  territory? 

Mr.  Bremerman:  Yes,  close  enough  so  I  believe  it  would 
not  be  necessary  to  read  them.  There  is  a  variation  in  a  small 
number  of  per  cent. 

Mr.  Sheean:  In  any  of  those  do  you  find  or  are  you  able 
to  tell,  offhand,  whether  or  not  there  is  in  any  schedule  that  you 
find  anything  in  the  schedule  whereby  there  is  a  requirement  that 
cars  to  be  picked  up  are  first  out  ? 

Mr.  Bremerman :  I  find  the  note  "  m, "  on  page  180,  refers 
to  the  San  Antonio  &  Aransas  Pass,  and  I  guess  that  is  all. 

Mr.  Sheean :  San  Antonio  &  Aransas  Pass,  picking  up  and 
setting  out  cars  and  doing  station  switching? 
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Mr.  Bremerman:  Yes,  the  note  *'m"  reads  "Paid  when 
■cars  are  first  out  to  pick  up  or  set  out. ' ' 

Mr.  Sheean:  Yes,  outside  of  that  on  the  San  x^ntonio  & 
Aransas  Pass,  you  have  no  reference  here,  or  memorandum,  by 
which  you  could  tell  whether  or  not  there  is  a  provision  in  the 
schedules  about  having  them  in  station  order? 

Mr.  Bremerman :  I  do  not  recall  any  here,  and  it  seems  to 
show  no  other  feature  of  it. 

Mr.  Sheean:  I  thought  possibly  just  as  we  were  passing. 
Now,  you  have  next  related  to  this  additional  pay  proposition, 
the  various  provisions  in  Western  schedules,  in  loading  and  un- 
loading stock,  icing  cars,  weighing  cars  between  terminals? 

Mr.  Bremerman :  Yes,  sir,  as  far  as  they  have  specific  pro- 
visions for  those  items  in  the  schedules. 

Mr.  Sheean :     That  is  shown  at  page  182  ? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  And  just  in  a  general  way,  Mr.  Bremerman, 
will  you  tell  us  about  the  variety  there  is  in  that  respect! 

Mr.  Bremerman:  Well,  as  to  engineers,  it  applies  to 
through  and  irregular  freight  trains  for  23  per  cent,  and  all 
freight  trains  for  26,  with  no  provision  for  50  per  cent.  It  is 
earned  in  loading  and  unloading  stock  on  32  per  cent.  Loading 
and  unloading  stock  and  icing  cars  at  7.  Loading  and  unload- 
ing cars,  icing  and  weighing  cars,  on  10.  No  provision  in  50, 
with  some  minor  qualifications. 

Mr.  Sheean  :     A  variety  of  methods  of  computation? 

Mr.  Bremerman :  Of  overtime,  yes,  and  varieties  of  meth- 
ods of  payment. 

Mr.  Sheean :  Of  through  freight  or  way  freight,  or  other- 
wise, as  it  may  be  shown  ? 

Mr.  Bremerman:  Also,  a  difference  in  the  roads,  as  to 
whether  jjayment  is  made  on  less  than  10  hours  or  100  miles. 
23.8  per  cent  pay  for  such  work  on  trips  of  less  than  100  miles 
or  10  hours,  and  25  do  not,  having  in  mind  again  that  50  per  cent 
make  no  provision  for  that  work. 

Mr.  Sheean :  Likewise,  as  to  deductions,  so  as  to  not  pay 
for  both? 

Mr.  Bremerman :  35  per  cent  make  the  reduction,  prevent- 
ing duplicate  payment  and  13  per  cent  do  pay  it,  in  addition  to 
the  total  time. 
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The  Chairman:  Will  you  please  suspend,  We  will  take 
a  recess  until  2 :30. 

(Whereupon,  at  12.30  o'clock  P.  M.,  a  recess  was  taken  until 
2.30  o'clock  P.  M.) 

After  Recess. 

DAN  H.  BREMERMAN  was  recalled  for  further  examina- 
tion and  having  been  previously  sw^orn,  testified  as  follows : 

Mr.  Sheean :  At  page  182,  Mr.  Bremerman,  you  have  sum- 
marized provisions  in  Western  territory  pertaining  to  loading 
and  unloading  stock,  icing  cars,  weighing  cars  between  terminals, 
stating  them  in  relationship  to  the  part  of  the  proposed  rule  con- 
cerning extra  pay  to  through  and  irregular  freight  trains  for 
work  between  terminals. 

Mr.  Bremerman :     I  have. 

Mr.  Sheean:  Give  us,  briefly,  please,  what  is  shown  at 
page  182? 

Mr.  Bremerman:     As  to  engineers  provision  for  pay  for 
such  work  applying  to  through  and  irregular  freight  service,  on      ^_ 
23  per  cent,  to  all  freight  service,  26  per  cent,  with  no  pro-      ^H 
visions  in  schedule  for  such  service,  50  per  cent.     It  is  earned      ^^ 
loading  and  unloading  stock  on  32  per  cent ;  loading  and  unload- 
ing stock  and  icing  cars,  on  7  per  cent;  loading  and  unloading 
stock,  icing  and  weighing  cars,  10  per  cent;  no  provision,  50 
per  cent. 

Mr.  Sheean:  The  computation  varies  in  various  ways, 
some  actual  time  minute  basis,  others  taking  15  minute  periods, 
others  less  than  30  minutes  not  counted,  over  30  minutes  counted 
one  hour,  and  so  forth? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  paid  in  various  ways  which  are  shown 
on  this  page? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Also  the  percentage  that  pays  on  trips  of 
less  than  100  miles,  and  the  per  cent  in  which  no  payment  is  made 
on  less  than  100  miles  or  10  hours? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  also,  as  on  the  preceding,  showing  with 
reference  to  other  special  work  between  terminals,  as  to  whether 
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it  is  or  is  not  deducted  so  as  to  avoid  doulile  pajineiit  as  to  over- 
time, and  as  allowance  for  this  work? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  As  to  firemen  the  same  general  information 
Is  carried  out  in  the  same  territory? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  The  detail  as  to  the  roads  on  which  these 
various  rules  handle  this  matter  on  different  bases  is  shown  at 
page  183,  as  to  engineers  and  firemen? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Page  185  assembles  in  a  similar  way  in  its 
relationship  to  this  proposed  rule  the  work  between  terminals, 
and  through  freight  trains,  such  work  as  work  service,  loading 
and  unloading  material,  rerailing  cars,  and  so  forth? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  the  same  information  as  to  the  per- 
centage of  the  total  mileage  is  here  assembled  as  to  this  part  of 
the  work  done  between  terminals  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  same  general  plan  is  followed  on  this 
page  185,  as  to  this  class  of  work,  that  was  followed  on  page 
182  with  reference  to  such  work  as  the  loading  and  unloading 
of  stock,  icing  cars,  weighing  cars  between  terminals? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  The  detail  as  to  loads  shown  for  engineers  at 
page  186,  and  as  to  firemen  at  \)age  187? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Anything  special  to  which  yon  wish  to  direct 
attention  on  that,  Mr.  Bremerman? 

Mr.  Bremerman :    No,  sir. 

Mr.  Sheean:  The  information  is  simply  assembled  in  that 
general  plan? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  At  page  188  you  set  out  a  part  of  proposed 
Article  2  and  proposed  Article  4  together,  the  part  of  proposed 
Article  2  being  ''Pusher,  Helper,  Mine  Runs,  Work,"  and  other 
classes  of  unclassified  service,  "will  be  paid  through  freight  rate, 
according  to  the  class  of  engine."  And  the  part  of  Article  4 
sets  out:  "Rates  of  pay — engines  weighing  less  than  140,000 
pounds  on  drivers,"  extending  the  rate,  and  engines  weighing 
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over  140,000  pounds,  extending  the  rate.  Will  you  explain 
briefly  just  what  is  assembled  at  page  188? 

Mr.  Bremerman:  The  present  rates  of  pay  in  switching- 
service  as  related  to  proposed  Article  4,  and  the  present  rates  of 
pay  in  transfer  service  as  related  to  proposed  Article  2. 

Mr.  Sheean:  On  page  188  comparison  is  made  between  the 
three  territorial  districts  as  to  engineers? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  will  you  give  us  briefly  what  the  show- 
ing is  as  to  rates  of  pay  of  engineers  in  switching  service  in  the 
Western  territory? 

Mr.  Bremerman:  On  74.8  per  ,cent  of  the  mileage  the  rate 
for  engineers  in  first  class  yards  is  $4.25,  and  second  class  yard 
$4.00  per  day. 

On  4.4  per  cent  of  the  total  mileage  first  class  yards  $4.25, 
$4.50,  $4.75,  $5.25  and  $5.50  per  day,  according  to  class  of  engine. 

Varying  rates  on  20  per  cent. 

Mr.  Sheean:  Now,  in  the  Eastern  territory,  in  switching 
service,  what  is  the  spread  in  the  rates? 

Mr.  Bremerman:  The  spread  is  from  '40.7  cents  to  45 
cents.  Fifty  per  cent  of  the  mileage  pays  41  cents  per  hour  on 
all  engines. 

Mr.  Sheean:  And  the  largest  percentage  in  the  Eastern 
territory  carries  what  rate? 

Mr.  Bremerman:     41  cents. 

The  Chairman:  That  is  on  a  ten  hour  basis?  Is  that  on  a 
ten  hour  basis — the  Eastern? 

Mr.  Bremerman:  It  varies  in  some  particulars,  some  par- 
ticular roads.     We  will  reach  the  basis  in  a  day  later. 

Mr.  Sheean:  Generally  speaking,  can  you,  without  giving 
the  detail,  outline  that? 

Mr.  Bremerman:  Oh,  generally  speaking  it  is  a  ten  hour 
day,  yes  sir.     There  are  one  or  two  exceptions. 

Mr.  Sheean:  Now,  in  the  Southeastern  territory,  in  the 
switching  service,  what  is  the  spread  generally,  the  pay  of  the 
engineers  in  switching  service? 

Mr.  Bremerman:     From  42i/'  cents  to  as  high  as  47  cents. 

Mr.  Sheean:  And  the  great  percentage  of  the  mileage  in 
Southeastern  territory  is  what? 

Mr.  Bremerman:     79  per  cent  pay  42 VL'  cents  per  hour. 
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Mr.  Slieean:  Now,  taking  the  second  item  in  Western  ter- 
ritory, the  transfer  service,  what  are  the  rates  in  Western 
territory  ? 

Mr.  Bremerman:     5  per  cent  pay  $4.50  per  day. 

1  per  cent  pays  $4.40  and  $4.50. 

5  per  cent  pays  $4.00  and  $4.25. 

1  per  cent  pays  $4.20,  $4.50  and  $4.90  per  day. 
5/10  of  one  per  cent  pay  $4.00  per  day. 

Through  freight  rates  on  17  per  cent,  of  which  5  per  cent 
the  api^hcation  is  to  a  particular  transfer  run  only. 

No  provision  in  schedules  covering  transfer  service,  69  per 
cent. 

Mr.  JSheean:  In  the  Eastern  territorj-,  in  transfer  and 
belt  line  service,  what  are  the  rates  of  engineers  generally? 

Mr.  Bremerman:  40  per  cent  pay  $4.75  per  day,  all  en- 
gines. 

8.7  per  cent  pay  $4.85  per  day,  all  engines. 
1.2  per  cent  pay  $5.00  per  day,  all  engines. 

2  per  cent  pay  $4.75  and  $4.95  per  day,  according  to  class 
•of  engines. 

9/10  of  one  per  cent  pay  $4.10  and  $4.75  per  day,  according 
to  class  of  engine  and  service. 

3.8  per  cent  pay  $4.75  and  $4.85  per  day,  according  to  class 
•of  engine. 

Mr.  Sheean:  In  the  Southeastern  territory,  as  to  transfer 
and  belt  line  service. 

Mr.  Bremerman:  9/10  of  one  per  cent  pay  $5.00  per  day, 
all  engines. 

4/10  of  one  per  cent  pay  $5.20  per  day,  all  engines. 

7  per  cent  pay  $4.25  and  $4.70  per  day,  according  to  class 
of  engine  and  service.     Mallets  $6.25  per  day. 

77  per  cent,  no  rates  shown. 

Mr.  Sheean:  Now,  the  first  colmnn  in  Western  territory, 
you  also  show  miscellaneous  rates  and  services.  Without  taking 
this  up  in  detail,  there  has  been  assembled  in  that  column  par- 
ticular runs  and  particular  points  that  are  specified  as  taking 
particular  rates? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Is  there  anything  further  than  that,  Mr. 
Bremeiinan,  to  which  vou  wish  to  direct  attention?  ,, 
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Mr.  Brememiau:     I  believe  not,  on  that  siimmaiy. 

Mr.  Sheean:  The  next,  page  189,  makes  the  same  com- 
parison, in  the  same  service,  as  to  the  rates  paid  firemen? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  will  you  give  us  in  a  brief  way  the  com- 
parison as  to  the  pay  in  switching  service  in  Western  territoiy? 

Mr.  Bremerman:  60  per  cent  first  class  yards,  $2.50;  sec- 
ond class  yards,  $2.40.  4  per  cent  first  class  yards,  $2.50,  $2.75, 
$4,  according  to  class  of  engine.  5  per  cent  first  class  yards, 
$2.55,  and  second  class  yards,  $2.50.  28.6  per  cent,  yards  not 
classified,  varying  rates. 

Mr.  Sheean:  In  Eastern  territory,  smtching  service  of 
firemen  ? 

Mr.  Bremerman:  12  per  cent,  25  cents  per  hour,  all  en- 
gines. 48  per  cent,  25  cents,  engines  less  than  140,000  pounds 
on  drivers ;  26  cents,  engines  140,000  pounds  and  over.  4.8 
per  cent,  25  cents,  engines  less  than  140,000  pounds  on  drivers  ; 
26  and  29  cents,  over  140,000  pounds. 

Mr.  Sheean:  And  the  varying  rates  per  hour  shown  on 
the  rest  of  that  page,  and  the  percentage  of  mileage  that  carries 
these  different  rates? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  as  to  the  Southeast,  the  scale  paid  to 
firemen  in  switching  service? 

Mr.  Bremerman :  It  ranges  from  19  cents  to  27  cents,  with 
fQllowing  percentages:  2314  pei"  cent,  25  cents  per  hour,  all 
engines.  14  per  cent,  22i/^  cents,  all  engines.  15  per  cent,  23.4 
cents.  7  per  cent,  25  cents  per  hour,  engines  less  than  140,000 
pounds ;  26  cents,  engines  of  140,000  pounds  and  over.  Mallets, 
40  cents. 

Mr.  Sheean:  Now,  as  to  transfer  service,  just  give  us  a 
general  idea  of  the  spread  in  the  rates  in  Western  territory? 

Mr.  Bremerman:  The  rates  range  from  $2.75  per  day  to 
as  high  as  $4.00. 

Mr.  Sheean :  Well,  there  is  one  of  $2.40  per  day,  I  notice, 
.54  of  one  per  cent. 

Mr.  Bremerman:  Yes,  $2.40.  No  provision  in  schedules 
on  55  per  cent. 

Mr.  Sheean:  The  largest  single  item  of  percentage  being 
through  freight  rates  of  12  per  cent! 
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Mr.  Bremermau:     Yes,  sir. 

Mr.  Sheean:  And  in  the  Eastern  territory  a  spread  of 
from  $2.50  up  to  $3.20  on  all  engines? 

Mr.  Bremerman:     $3.30. 

Mr.  Sheean:  $3.30,  and  the  largest  single  item  there  in 
the  way  of  percentage  to  mileage  being  16  per  cent,  and  carry- 
ing a  rate  of  $3.20  per  day,  all  engines? 

Mr.  Bremerman:     Yes,  with  no  rates  shown  42.9  per  cent. 

Mr.  Sheean:  In  the  Southeast,  the  transfer  and  belt  line 
service,  a  range  of  from  $2.25  up  to  as  high  as  $3.30,  the  larg- 
est percentage  carrying  the  uniform  rate,  being  14.20  per  cent, 
which  takes  $2.25  per  day  for  white  firemen,  and  $1.91  per  day 
for  colored  firemen? 

Mr.  Bremermen:     Yes,  sir. 

Mr.  Sheean:  Then,  on  this  page,  also,  you  have  shown 
the  miscellaneous  rates  in  services  in  the  West,  where  special 
provisions  are  made  for  particular  yards  or  particular  service? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Following  this  summary,  there  is  shown,  at 
page  190,  the  detail  as  to  roads  where  these  rates  obtain? 

Mr.  Brememian:     Yes,  sir. 

Mr.  Sheean :  As  to  engineers ;  and  191  shows  the  detail  as 
to  roads  in  firing  service? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  At  page  192,  there  is  a  comparison  of  the 
rates  paid  in  switching  service,  to  the  engineers  in  the  different 
territories? 

Mr.  Bremerman:     Yes,  sir. 

The  Chairman:     192? 

Mr.  Sheean:  192.  Those  are  set  forth  in  relationship  to 
the  part  of  proposed  Article  4,  which  establishes  rates  for  engi- 
neers and  firemen.  Now,  Mr.  Bremerman,  will  you  give  us 
briefly  the  showing  on  engines  less  than  140,000  pounds  on 
drivers,  as  between  the  three  territories,  in  the  present  situation? 

Mr.  Bremerman:  In  Western  territory,  engineers,  6  en- 
gines took  a  rate  of  35  cents  per  hour ;  908,  40  cents ;  2359  42.5 
cents ;  118,  45  cents ;  50,  47.2  cents.  11  engines  on  monthly  bases, 
139.00  to  140.50,  according  to  the  length  of  the  month. 

Mr.  Sheean:  And  in  Eastern  territory,  on  the  engines 
weighing  less  than  140,000  pounds,  in  switching  service? 
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Mr.  Bremerman:  18  engines,  40.7  cents;  2309,  41  cents;. 
220  take  a  rate  of  41  cents,  except  in  8  hour  yards,  $3.50  per  day ; 
26,  41.1  cents ;  46,  41.5  cents ;  1,  42.5  cents ;  1,  43.5  cents ;  16,  45 
cents ;  2,  47.5  cents. 

Mr.  Sheean:  The  great  preponderance  in  numbers  of  en- 
gines in  the  Western  territory,  now  taking  a  rate  in  switching 
service  of  42^^  cents  an  hour,  and  the  preponderance  in  Eastern 
territory  taking  a  rate  of  41  cents  an  hour? 

Mr.  Bremerman:  The  larger  items  take  those  rates,  yes,. 
sir. 

Mr.  Sheean:     In  Southeastern  territory? 

Mr.  Bremerman:  11  engines  take  a  rate  of  391^  cents; 
544  engines,  42  Vi  cents ;  5  engines  take  rates  of  421/2  cents  and  47 
cents ;  39  engines,  43^/^  cents ;  59  engines,  431/2  cents,  421/2  cents 
and  40  cents. 

Mr.  Sheean:  Now,  extending  over  to  the  engines  which 
are  above  140,000  pounds  in  weights  on  drivers,  what  is  the 
situation  in  the  three  territories? 

Mr.  Bremerman:  In  the  West,  122  engines  take  a  rate 
of  40  cents ;  1,209  engines,  42^/4  cents ;  141  engines,  45  cents ;  2 
engines,  47.2  cents;  2  engines,  48.5  cents;  17  on  monthly  rates 
of  $139.00  to  $140.50,  depending  upon  the  length  of  the  month. 

Mr.  Sheean:  In  Eastern  territory,  on  engines  of  that 
class? 

Mr.  Bremerman:  Fourteen  engines  at  40.7  cents;  1,682, 
41  cents;  35,  41.1  cents;  50,  41.5  cents;  1,  42  cents;  1,  42.5 
cents ;  566,  43.5  cents ;  25,  45  cents ;  2,  47.5  cents. 

Mr.  Sheean:  In  this  class  of  engines,  the  greater  number 
in  Western  territory  taking  42V2  cents  and  the  greater  number 
in  Eastern  territory  taking  41  cents  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     Now,  in  Southeastern  territory? 

Mr.  Bremerman:  Two  hundred  and  fifty-five  engines  take- 
42.5  cents ;  12  take  42.5  cents  or  47  cents ;  94  take  43.5  cents ;  126 
take  43.5  cents,  42.5  cents  and  40  cents ;  1  takes  54  cents. 

Mr.  Sheean:  The  largest  single  item  in  the  Southeast 
carrying  the  same  rate  as  in  the  West,  42 1^  cents? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  as  to  firemen  what  is  the  situation  in 
the  three  territories  on  engines  of  less  than  140,000  pounds? 


3169 

Mr.  Bremerman:  The  largest  single  item,  2,106  engines, 
take  a  rate  of  25  cents ;  the  next  largest,  798,  takes  a  rate  of  24 
cents;  234  engines,  25.5  cents;  118  engines,  26.5  cents. 

Mr.  Sheean:  Now,  then,  a  certain  small  number  taking 
certain  other  rates  that  are  here  set  out. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  the  Eastern  territory  what  is  the  largest 
single  number? 

Mr.  Bremerman:     The  largest  single  item  is  1,574  engines,^ 

25  cents. 

Mr.  Sheean:  The  same  rate.  The  largest  single  number  of 
engines  in  the  West. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     And  the  next  largest  item? 

Mr,  Bremerman :     259  engines  take  a  rate  of  26  cents. 

Mr.  Sheean:     And  the  next  largest  number? 

Mr.  Bremerman:     239  engines  take  a  rate  of  25  cents,  or 

26  cents.    220  engines  take  a  rate  of  25  cents  per  hour,  or  $2.00 
per  eight  hour  day. 

Mr.  Sheean:  Now,  in  the  Southeast,  on  that  class  of  en- 
gines, what  is  the  situation  as  to  rates  for  firemen? 

Mr.  Bremerman:  178  engines  take  a  rate  of  25  cents;  163 
take  a  rate  of  23.4  cents  for  white  firemen,  and  19.2  cents  for  col- 
ored firemen. 

Mr.  Sheean:  Then  various  rates  shown  as  to  smaller  num- 
bers of  engines? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  On  the  larger  weight  of  engines  in  the  three 
territories,  what  is  the  situation  for  firemen? 

Mr.  Bremerman:     1024  engines  take  the  rate  of  25  cents, 

Mr.  Sheean:    In  the  "West? 

Mr.  Bremerman:  In  the  West,  firemen,  136  engines  take 
the  rate  of  24  cents;  82  engines,  26l^  cents;  79  engines  31  cents;  56 
engines,  28 V2  ,cents. 

Mr.  Sheean:     Then,  in  the  East? 

Mr.  Bremerman:  1660  engines  take  the  rate  of  26  cents; 
566  engines,  28.1  cents;  57  engines,  26.5  cents;  and  57,  28.5  cents. 

Mr.  Sheean:  And  a  small  number  taking  25  cents,  and 
smaller  numbers  taking  other  rates  there? 

Mr.  Bremerman:    Yes. 
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Mr.  Slieean:  In  the  Southeast,  generally,  what  is  the 
spread  on  the  heavier  engines  as  to  firemen  ? 

Mr.  Bremerman:  147  engines  take  a  rate  of  25  cents.  126 
engines  take  a  rate  of  26  cents.  31  engines  take  a  rate  of  23.4 
cents,  and  19.1  cents. 

Mr.  Sheean:  That,  I  suppose,  is  as  between  the  white  and 
colored,  as  shown  in  another  place  where  that  same  spread  is, 
that  23.4  and  19.1? 

Mr.  Bremerman:     I  assume  so,  yes,  sir. 

Mr.  Sheean:  Now,  on  the  Mallet  engines  on  that  page,  as 
to  engineers  and  firemen.  There  seems  to  be,  as  to  firemen  on 
the  Mallet  engines,  uniformity  in  three  districts  on  all  the  Mallet 
engines  in  switching  service,  at  40  cents  per  hour. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  As  to  the  engineers,  what  is  the  difference  in 
the  three  territories? 

Mr.  Bremerman:  In  the  West,  one  engine  takes  a  rate  of 
b2V-2  cents;  two  engines  take  the  rate  of  55  cents;  one  engine 
takes  the  rate  of  63  cents. 

Mr.  Sheean:     In  the  East? 

Mr.  Bremerman:  One  engine  takes  the  rate  of  54  cents; 
three  engines  take  a  rate  of  58M.'  cents. 

Mr.  Sheean:     And  in  the  Southeast? 

Mr.  Bremerman:  Three  take  the  rate  of  52.2  cents,  and  28 
cents  or  51  cents,  and  two  take  the  rate  of  65  cents. 

Mr.  Sheean:  Now,  the  details  from  which  this  summary  is 
made — 

Mr.  Shea:  Before  you  go  from  that.  Do  those  figures 
represent  the  total  number  of  switch  engines  in  service? 

Mr.  Bremerman?  They  represent  as  to  the  East  and  South- 
east. 

Mr.  Shea:     I  mean  now,  take  it  in  the  West. 

Mr.  Bremerman:     In  the  West? 

Mr.  Shea:  Yes.  Now,  under  this  column  for  engines  less 
than  140,000  pounds,  does  that  represent  the  total  number  of 
switch  engines  in  service  on  the  Western  roads? 

Mr.  Bremerman:  That  represents  the  number  of  switch  en- 
gines in  that  range  of  weight  that  were  in  service  in  the  month 
of  October,  1913. 

Mr.  Shea :     The  same  wav  with  the  Mallets. 
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Mr.  Bremermaii :     As  to  the  West,  that  is  true. 

Mr.  Shea:  What  roads  or  yards  are  those  Mallets  oper- 
ated in! 

Mr.  Bremerniaii :  I  have  a  pencil  memorandum  here  that 
the  rate  of  52i4  cents  is  from  the  Missouri  Pacific;  the  rate  of 
55  cents  is  the  Milwaukee  eastern  lines,  the  rate  of  63  cents  the 
Chicago  Great  Western.  The  detail  as  to  that  will  be  found  on 
the  following  pages.  Page  193 — the  columns  are  not  numbered, 
but  it  is  the  fifth  column — you  will  find  opposite  the  Milwaukee, 
two  Mallet  engines,  5.50. 

Mr.  Shea:     Was  that  in  switching  service? 

Mr.  Bremerman:  Yes,  sir.  I  cannot  say  what  yards  they 
are  in,  though,  Mr.  Shea. 

Mr.  Sheean:     Is  that  all,  Mr.  Shea? 

Mr.  Shea :     That  is  all. 

Mr.  Sheean:  The  detail  which  is  summarized  at  page  192 
is  shown  as  to  Western  roads  on  i3ages  193  and  194. 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean :     As  to  engineers, 

Mr.  Bremerman :     And  firemen. 

Mr.  Sheean :  Yes,  engineers  and  firemen,  in  the  two  col- 
umns. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  The  detail  as  to  the  Eastern  roads  is  shown 
at  page  195. 

Mr.  Bremerman :     Yes,  sir,  for  both  engineers  and  firemen. 

Mr.  Sheean :  And  that  was  furnished  you  through  the  Bu- 
reau of  Information  of  the  Eastern  Railways  ? 

Mr.  Bremerman:  Coming  to  them  from  the  roads  direct. 

Mr.  Sheean :     That  is  Mr.  Welber  's  bureau  1 

Mr.  Bremerman :  Yes,  sir.  The  detail  as  to  the  southeast 
is  found  on  page  198,  two  sheets  for  the  Belt  Line  and  Transfer 
service  being  interposed  here  between  them. 

Mr.  Sheean :  And  the  detail  on  belt  line  and  transfer  from 
which  these  rates  were  summarized  a  few  moments  ago,  is  shown 
on  pages  196  and  197  ? 

Mr.  Bremerman:     And  199  for  the  Southeast. 

Mr.  Sheean :  At  page  200,  proposed  Article  4  is  set  forth, 
**  Differential  account  starting  other  than  between  certain 
hours."     That  is,  ^'Engineers  and  firemen  required  to  begin 
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service  other  than  between  the  hours  of  6  a.  m.  and  8  a.  m.  will 
be  paid  2  cents  per  hour,  in  addition  to  above  rate." 

There  is  no  schedule  provision  found  in  any  territory  in  the 
United  States  as  to  engineers  and  firemen? 

Mr.  Bremerman:     None, 

Mr.  Sheean:  That  is,  a  differential  such  as  proposed  by 
this  rule? 

Mr.  Bremerman:     No. 

Mr.  Sheean:  Page  201,  proposed  Article  4,  ''Switching 
Service,"  the  basis  of  the  day's  work.  Just  tell  us  briefly  what 
is  shown  there,  Mr.  Bremerman. 

Mr.  Bremerman:  The  feature  of  the  basis  of  the  day's 
work  in  switching  service  and  continuous  time.  In  the  Western 
territory  3  per  cent  as  to  engineers  have  a  day  of  nine  hours  or 
less ;  96  per  cent  10  hours  or  less ;  .18  per  cent  12  hours  or  less, 
and  continuous  time  is  paid  on  .39  per  cent. 

Mr.  Sheean:  What  is  the  provision  as  to  computation  of 
time  or  provision  for  lunch  under  pay,  or  anything  of  that  sort 
in  the  West? 

Mr.  Bremerman:  That  is  on  another  sheet,  the  provision 
for  meal  hour,  except  as  involved  in  continuous  time  here  on  this 
sheet. 

Mr.  Sheean :  On  this  sheet,  I  mean,  as  to  provision  whereby 
the  pay  runs  on  during  the  meal  hour. 

Mr.  Bremerman :  .082  of  Western  mileage  as  to  engineers 
allow^s  20  minutes  for  lunch  under  pay.  .008,  30  mmutes  for 
lunch  under  pay. 

Mr.  Sheean:  Of  course,  the  particular  road  on  which 
those  conditions  are  made  would  be  shown  in  detail,  which  is 
here  summarized. 

Mr.  Bremerman:  Yes,  they  are  outlined  on  other  pages. 
Pages  204  and  205. 

Mr.  Sheean:  In  the  East,  in  switching  service,  over  91 
per  cent,  as  to  engineers'  schedules,  have  a  basis  of  10  hours 
or  less  actual  work. 

Mr.  Bremerman:    Actual  work;  yes,  sir. 

Mr.  Sheean:    That  is  the  wording  of  the  article  there,  is  it? 

Mr.  Bremerman:  That  is  the  way  it  was  given  to  me; 
that  is,  it  does  not  include  the  meal  hour. 
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Mr.  Sheean :  That  is,  if  an  hour  were  taken  for  noon,  the 
total  spread  in  the  East  wonld  be  a  spread  of  11  hours. 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :     And  paid  for  ten  hours. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  in  the  Southeast,  96.7  per  cent  on  a 
basis  of  ten  hours  or  less  actual  workf 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  As  to  firemen,  the  situation  in  the  schedules 
is  substantially  the  same  in  the  three  territories  in  switching 
service  as  it  is  to  engineers, 

Mr.  Bremerman:     Practically  the  same. 

Mr.  Sheean:     Or  in  two  territories  rather.  East  and  West? 

Mr.  Bremerman:    Practically  the  same. 

Mr.  Sheean:  While  in  the  Southeast  there  is  a  smaller 
number  of  roads  that  have  schedule  provisions  with  firemen 
than  have  schedule  provisions  with  engineers? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     The  next  page,  202 — 

Mr.  Bremerman:  Covers  the  item  of  meal  hours  worked, 
and  pay  therefor,  in  connection  with  that  part  of  proposed 
article  4,  which  calls  for  continuous  time. 

Mr.  Sheean :  ' '  Time  to  be  computed  continuously. ' '  That 
you  quote  at  the  top  of  the  page  1 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Just  give  us  a  comparison  between  the  three 
teriitories,  taking  in  the  West  more  particularly  the  largest 
item,  the  way  that  greatly  preponderates  in  a  particular  terri- 
tory as  to  covering  this  situation? 

Mr.  Bremerman:  In  Western  territory,  as  to  engineers, 
62  per  cent,  if  required  to  work  meal  hour,  pay  for  that  hour 
and  allow  thirty  minutes  for  meals.  Nine  per  cent  allow  forty- 
five  minutes  for  meal,  and  pay  for  the  hour. 

The  Chairman:    What  do  you  mean  by  that? 

Mr.  Bremerman :  If  required  to  work  the  established  meal 
hour,  they  are  given  their  pay  for  the  hour,  and  given  forty- 
five  minutes  thereafter,  under  pay,  in  which  to  eat  their  meal. 

Mr.  Sheean:  Just  take  an  example  of  that,  Mr.  Bremer- 
man. 
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The  Chairman:  Suppose  you  were  working  on  a  ten  liour 
basis,  take  that  as  an  illustration. 

Mr.  Bremerman:     Working  on  a  ten  hour  basis? 

The  Chairman:     Yes. 

Mr.  Bremerman:  And  they  exceed  their  meal  hour  regu- 
lation, they  are  therefore  paid  for  that  hour,  and  are  given  45 
minutes  thereafter  in  which  to  eat.  As  to  whether  they  would 
get  the  additional  hour  over  the  ten  hours  would  depend  on 
their  schedule  provision. 

The  Chairman:  When  that  meal  hour  is  allowed,  it  is  not 
included  in  the  ten  hours? 

Mr.  Bremerman:  If  they  would  work  an  eleven  hour 
spread,  they,  of  course,  would  get  straight  eleven  hours,  forty- 
five  minutes  of  which  they  would  get  after  the  regular  meal 
hour,  in  which  to  eat  their  meal. 

The  Chairman :  So,  if  an  engineer  had  to  work  ten  hours, 
and  he  took  30  minutes  for  his  lunch,  he  would  have  to  work 
ten  and  one-half  hours  to  make  the  ten  hours'? 

Mr.  Bremerman:  He  would  be  paid  for  ten  and  a  half  in 
that  case. 

The  Chairman:     Suppose  he  took  the  half  hour? 

Mr.  Sheean :  Paid  for  it  anyhow,  unless  it  came  within  the 
designated  time.  I  think  if  you  will  let  me  interrupt  a  moment, 
I  can  clear  this  up. 

The  Chairman :     I  would  like  to  get  that  straight. 

Mr.  Sheean:  Let  me  see  if  I  cannot  state  that  clearlv,  in 
a  general  way.  The  schedules  provide,  by  way  of  illustration, 
that  an  engineer  shall  be  permitted  one  hour  off  for  meal  be- 
tween the  hours  of  12  and  1:30.  If,  on  that  situation,  there 
would  only  be  the  hours  between  12:30  and  1:30  whereby  you 
could  designate  the  hour  to  be  off,  if  that  engineer  ran  to  12 :31, 
thereby  exceeding  the  designated  meal  hour,  he  would  be  en- 
titled to  pay  for  one  full  hour,  and  take  forty-five  minutes,  in 
this  particular  illustration,  actually,  for  his  meal. 

Mr.  Park:     He  would  get  eleven  hours  for  the  day's  work? 

Mr.  Sheean:     Yes. 

Mr.  Park:     If  he  was  working  on  the  ten-hour  basis? 

Mr.  Sheean:     Yes. 

Mr.  Park:     He  would  lose  forty-five  minutes  out  of  it? 

Mr.  Sheean :     But  there  is  designated  in  each  schedule,  Mr. 
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Chairman,  tlie  time  that  shall  be  designated  for  the  meal  hour. 
If  they  run  over  that  designated  time  then  they  are  allowed  or 
paid  for  the  full  hour.  In  62  per  cent  of  the  cases  they  would  take 
30  minutes  off  for  the  meal,  hut  because  it  was  not  at  the  time 
designated  in  the  schedule  for  taking  off  a  full  hour,  a  full  hour 
is  paid  for  the  30  minutes  off  taken  by  the  engineer  or  lireman. 

Mr.  Park :     But  that  would  in  no  way  affect  his  quitting  ? 

Mr.  Sheean:  No.  Suppose  you  turn  to  any  one  of  these 
schedules  containing  the  meal-hour  provision. 

Mr.  Bremerman :  That  will  be  found  on  page  211,"  Assign- 
ment of  Meal  Hour." 

Mr.  Sheean:     ''Assignment  of  Meal  Hour?" 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  But  what  I  would  like  to  do  would  be  to  make 
perfectly  clear  just  how  the  rules  are  worded. 

Mr.  Bremerman :  The  Northern  Pacific  Schedule  for  Engi- 
neers, effective  January  1,  1913 : 

"Rule  83.  (a)  Engineers  in  switch  service  shall  be  allowed 
one  hour  for  meals  between  11 :45  and  1 :15  day  or  night.  If 
required  to  work  any  part  of  the  meal  hour,  they  will  be  paid 
for  the  hour  in  addition  to  the  minimum  day,  and  be  allowed 
thirty  minutes  under  pay  for  meals. 

"(b)  The  time  for  meals  will  commence  at  the  time  the 
engineer  is  released  from  care  of  engine. 

"(c)  Engineers  will  not  be  required  to  work  longer  than 
six  hours  without  being  allowed  time  for  meals." 

Mr.  Sheean:  Then,  if  you  worked  until  11:50  under  that 
schedule,  and  were  immediately  relieved,  you  would  pay  the 
penalty  of  having — 

Mr.  Bremerman:  Between  11:45  and  1:15,  an  hour  must  be 
given. 

Mr.  Sheean :  And  the  only  way  by  which  you  could  give  an 
hour's  time,  that  would  be  not  later  than  12:15  when  he  was 
relieved.    Wouldn't  that  be  true,  Mr.  Bremerman! 

Mr.  Bremerman:     That  is  the  way  I  read  the  rule,  yes,  sir. 

Mr.  Sheean:  That  is,  between  11:45  and  1:15,  the  very  lat- 
est that  you  could  relieve  such  a  person  so  as  to  give  him  one 
full  hour  for  a  meal  between  those  two  designated  times  would 
be  to  relieve  him  not  later  than  12:15?  If  he  were  released  at 
12:16  he  would  be  entitled  to  one  hour's  pay  in  addition  to  his 
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day,  and  would  be  further  entitled  to  take  30  minutes — was  that 
the  30  minute  rule  f 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:     In  order  to  get  his  meal? 

Now,  as  to  the  East,  Mr.  Bremerman,  the  situation  as  to 
meal  hour  there.  The  preponderating  percentage  of  65.9  has  a 
provision  that  if  required  to  work  meal  hour,  paid  for  hour  and 
allowed  30  minutes  for  meal? 

Mr.  Bremerman:     Yes,  66  per  cent. 

Mr.  Sheean:  And  in  the  Southeast  90  per  cent  of  the  en- 
gineers' schedules, — almost  91  per  cent,  has  a  provision  that  if  re- 
quired to  work  during  meal  hour,  paid  for  the  hour  and  allowed 
30  minutes  for  meal  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Do  you  find,  in  the  engineers'  schedules,  in 
any  of  the  territory  as  summarized  here,  the  provision  which  is 
here  proposed,  "time  to  be  computed  continuously"? 

Mr.  Bremerman:  This  is  only  as  to  pay  for  meal  hour 
worked.  The  preceding  summary  shows  continuous  time  on  two 
Toads. 

Mr.  Sheean:     And  what  are  those  roads? 

Mr.  Bremerman :     The  Chicago  Junction  Railway,  and — 

Mr.  Sheean:     I  don't  care  to  take  the  time  to  run  through. 

Mr.  Bremerman:  The  B.  &:  0.  allows  20  minutes  for  lunch 
under  pay,  and  the  Chicago  &  Western  Indiana;  the  Chicago 
Junction,  30  minutes. 

Mr.  Sheean:  And  all  those  roads  are  switching  roads  here 
in  Chicago? 

Mr.  Bremerman:     Yes,  sir;  as  to  engineers. 

Mr.  Sheean:  Yes.  Now,  as  to  firemen  in  switching  service 
in  the  three  territories,  the  preponderance  as  to  mileage  then 
is  54.65,  in  the  West,  have  a  provision  that  if  required  to  work 
meal  hour,  paid  for  hour  and  allowed  30  minutes  for  meal  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  the  various  other  jDro visions  concerning 
the  meal  hour  are  set  out  in  this  summary? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  the  East,  almost  50  per  cent  of  the  mileage 
iave  in  the  firemen's  schedule  a  provision  that  if  required  to 
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work  meal  hour,  paid  for  hour,  and  allowed  30  iiiiuutes  for  meal? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Slieean:  And  in  the  Southeast,  all  of  those  who  have 
schedules  apparently  have  the  provision  that  if  required  to  work 
meal  hour,  paid  for  hour  and  allowed  30  minutes  for  meal? 

Mr.  Bremerman:     As  to  firemen,  yes. 

Mr.  Sheeau:  Anything  further  on  that  page  that  you  de- 
sire to  call  attention  to,  Mr.  Bremerman? 

Mr.  Bremerman:     No,  sir. 

Mr.  Shea:  Mr.  Bremerman,  in  referring  to  the  Western 
roads,  do  you  include  any  roads  that  are  not  in  this  Arbitration? 

Mr.  Bremerman:  No,  sir,  we  have  only  considered  the  roads 
in  this  Arbitration  in  the  West. 

Mr.  Shea:  And,  in  the  East  and  Southeast,  you  took  all  of 
the  roads  in  these  territories? 

Mr.  Bremerman:  No,  sir,  it  is  a  selected  list.  There  are 
some  few  of  the  small  roads  in  the  East  and  Southeast  that  are 
not  here  treated. 

Mr.  Shea:     Why  did  you  except  any  road? 

Mr.  Bremerman:  Well,  we  took  the  representative  roads 
that  we  had  the  information  more  quickly  available  for. 

Mr.  Sheean :  The  roads,  Mr.  Shea,  in  the  Eastern  territory, 
that  are  considered,  are  shown  at  page  3,  and  the  roads  consid- 
ered in  the  Southeast  are  shown  at  page  4,  in  full,  as  to  just  what 
roads  are  included. 

Page  203,  Mr.  Bremerman,  relates  schedule  provisions  to 
that  part  of  the  proposal  which  provides  that  over  10  hours  are 
to  be  computed  and  paid  for  at  rate  of  time  and  a  half.  All 
overtime  to  be  computed  on  minute  basis. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Just  give  us  the  comparison  as  between  the 
territories  as  to  engineers? 

Mr.  Bremerman :  As  to  the  computation,  49  per  cent  in  the 
West  pay  on  the  minute  basis,  with  some  qualifications  as  shown. 

Twenty-one  per  cent  have  no  provision  for  the  computation 
•of  overtime,  as  to  minute  basis,  etc. 

Seven  per  cent,  one  mile  for  each  six  minutes. 

Six  per  cent, ' '  to  nearest  quarter  hour. ' ' 

Six  per  cent,  the  30  minute  basis. 

And  other  smaller  percentages,  varying. 
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In  the  East  the  computation  is  95  per  cent  on  the  minute 
basis,  and  5  per  cent  the  30  minute  basis. 

In  the  Southeast,  74  per  cent  the  minute  basis ;  21  per  cent. 
30  minute  basis. 

Mr.  Sheean :  Now,  as  to  tlie  rates  paid.  In  the  West,  96i/2 
per  cent  are  paid  pro  rata? 

Mr.  Bremerman:  Yes,  sir,  with  one  or  two  qualifications. 
The  first  one  noted  there,  "Overtime  pro  rata  after  10  hours^ 
after  12  hours,  50  cents  per  hour. ' '  That  is,  perhaps,  .83  of  one 
per  cent. 

Mr.  Sheean :  In  the  East,  tlie  full  hundred  per  cent  is  paid 
pro  rata? 

Mr.  Bremerman  :     Yes,  sir, 

Mr.  Sheean:  In  the  Southeast,  they  take  a  certain  speci- 
fied rate  per  hour  in  overtime,  varying  from  45  to  50  cents  per 
hour  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  switching  service.  Now,  as  to  firemen  in 
the  West,  East  and  Southeast? 

Mr.  Bremerman :  97  per  cent  pay  pro  rata  in  the  West ;  100 
per  cent  in  the  East;  and  flat  rates  in  cents,  varying  from  25 
cents  to  37  cents,  in  the  Southeast. 

Mr.  Sheean :  The  method  of  computation  as  to  whether  on 
the  minute  basis  or  on  divisions — 

Mr.  Bremerman :     Follows  the  engineers  in  a  general  way, 

Mr.  Shea:  Now,  in  this  AVestern  territory,  Mr.  Bremer- 
man, I  notice  you  show  21  per  cent  of  the  total  mileage  have  no 
provision  in  their  schedules  for  paying  overtime  ? 

Mr.  Bremerman :     Not  as  to  how  it  shall  be  computed. 

Mr.  Shea:     How  is  it  computed  on  these? 

Mr.  Bremerman :     I  could  not  say. 

Mr.  Shea :     Do  they  allow  overtime? 

Mr.  Bremerman:  Perhaps  they  do.  That  does  not  mean 
that  they  do  or  do  not  allow  overtime.  It  means  the  schedule 
contains  no  provision  as  to  whether  it  shall  be  computed  on  a 
minute  basis  or  on  a  30  minute  basis.  No  provision  as  to  compu- 
tation. 

Mr.  Shea:  But  they  must  have  some  provision  on  which 
to  pay  overtime?  ,      , 
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Mr.  Bremerman :  Yes.  You  will  find  that  under  '  *  Rates, ' ' 
that  only  3  per  cent  have  no  provision  in  the  schedules. 

Mr.  Shea :     No,  this  21  per  cent. 

Mr.  Bremerman:  That  has  no  provision  as  to  compu- 
tation. 

Mr.  Sheean:  And  under  the  head  of  ''computation"  you 
have  separated  there  as  to  whether  it  is  the  minute  basis  in  ac- 
tual minutes  for  the  first  30  minutes,  over  30  minutes  pays  one 
hour ;  basis  of  one  mile  for  each  six  minutes ;  in  hours  and  tenths, 
three  minutes  up  to  six  minutes,  1  hour,  less  than  three  minutes 
not  counted ;  10  minutes  or  over,  one  hour,  less  than  10  minutes 
not  counted ;  15  minutes  basis ;  to  nearest  quarter  hour,  and 
various  practices  that  different  roads  adopt  to  conveniently 
ascertain  the  amount  of  overtime  to  which  the  rate  is  applied? 

Mr.  Bremerman:  Yes,  sir.  Further  in  answer  to  your 
question  Mr.  Shea,  if  you  will  refer  to  page  204,  the  note  "N'* 
that  you  find  down  in  the  right-hand  corner,  the  Baltimore 
&  Ohio,  Canadian  Northern,  Canadian  Pacific — Lines  West  of 
Fort  William,  Chicago  Great  Western,  Chicago,  Rock  Island 
&  Pacific,  Chicago,  Rock  Island  &  Gulf,  and  others.  For  those 
roads,  part  of  the  schedule  for  switching  service  did  not  show 
clearly  the  method  on  whicli  they  compute  their  overtime.  That 
is,  as  to  minute  basis  or  30  minute  basis. 

Mr.  Sheean :  In  the  detail,  Mr.  Bremerman,  at  page  204 — 
detail  as  to  roads,  I  see  that  you  have  under  the  head  of  ''Over- 
time Rate"  there,  one  column  in  w^hich  ajjpears  "At  time  and 
one- half  for  all  overtime  exceeding  4  hours  when  required  to 
work  over  14  hours  on  any  one  shift. ' ' 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  That  is  Rule  84  of  the  Northern  Pacific  Rail- 
road Company? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  I  wish  you  would  read  that  full  rule  into  the 
record,  if  you  please.  That  seems  to  be,  Mr,  Bremerman,  the 
only  rule  that  you  have  here  set  out  which  has  any  reference  to  time 
and  one-half.  Is  that  the  only  rule  that  you  found  in  any  of  the 
schedules  which  has  any  time  and  one-half  provision  ? 

Mr.  Bremerman :     As  to  time  and  one-half  in  that  form  ? 

Mr.  Sheean:     Yes. 

Mr.  Bremerman:     Yes. 
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Mr.  Sheean:     And  what  is  the  language  of  Rule  84'? 

Mr.  Bremerman:     I  loaned  my  Northern  Pacific  schedule. 

Mr.  Stone :  I  have  it  right  here,  if  you  want  to  read  it,  the 
bottom  rule,  right  at  the  bottom  of  the  page. 

Mr.  Bremerman:  "Engineers  on  switch  engines  will  not 
be  required  to  work  more  than  14  hours  out  of  every  24  hours,  ex- 
cei)t  in  cases  of  wrecks,  handling  live  stock  or  perishable  freight. 
When  required  to  work  over  14  hours  on  any  one  shift,  they  will 
be  allowed  time  and  one-half  for  all  overtime  exceeding  4  hours." 

Mr.  Sheean :  The  detail  as  to  firemen  in  Western  territory 
is  shown  on  page  205? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  And  there  is  a  similar  provision  in  the  Fire- 
men's Schedule,  covering  the  emergency  cases  that  are  referred 
to  in  the  rule  you  last  read? 

Mr.  Bremerman:     On  the  Northern  Pacific. 

Mr.  Sheean :     On  the  Northern  Pacific. 

Mr.  Bremerman:     Shown  in  column  11. 

Mr.  Sheean :  You  do  not  show  anywhere  here,  do  you,  Mr. 
Bremerman,  the  part  of  the  rule  that  prohibits  their  use  at  all, 
beyond  14  hours,  except  in  the  emergency  cases  specified  in  the 
rule  that  you  have  read? 

Mr.  Bremerman :  We  dealt  onlv  with  the  rate  there,  not  in 
their  regulations. 

Mr.  Sheean:  Now,  page  206,  that  is  the  detail  from  which 
the  comparisons  were  made? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :     On  the  preceding  sheets  ? 

Mr.  Bremerman:     Yes,  sir. 

The  Chairman :  You  would  interpret  that  rule  to  mean  that 
they  were  not  to  be  entitled  to  time  and  one-half,  unless  they 
worked  in  excess  of  the  four  hours  ? 

Mr.  Bremerman :  Yes,  sir,  after  the  fourteenth  hour.  Two 
hundred  and  six,  Mr.  Sheean,  shows  the  roads  in  the  East  that 
allow  continuous  time. 

The  Chairman:     How  many  roads  are  there? 

Mr.  Sheean :     That  have  the — 

The  Chairman:  That  have  the  provision  he  read  awhile 
ago. 

Mr.  Sheean  :     After  fourteen  hours,  one  road. 
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The  Chairman:     Northern  Pacific? 

Mr.  Sheean :  Northern  Pacific.  I  think,  Mr.  Bremerman, 
all  of  these  pages  now  down  to  and  including  page  210,  are  the 
detail  that  are  shown  in  the  summary  that  you  have  just  given. 

Mr.  Bremerman :  The  several  summaries  that  we  have  cov- 
ered, yes,  sir. 

Mr.  Sheean :  And  there  is  nothing  special  in  the  summary 
as  to  individual  roads  that  you  care  to  direct  attention  to? 

Mr.  Bremerman:     I  believe  not. 

Mr.  Slieean:  At  page  211,  the  part  of  Article  4  which  pro- 
vides that  switch  engineers  and  firemen  will  not  be  required  to 
work  longer  than  six  consecutive  hours,  without  being  allowed 
thirty  minutes  undisturbed  for  meals,  is  set  forth  in  connection 
with  the  various  provisions  of  diiferent  schedules,  as  to  desig- 
nated or  assigned  meal  hour? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  without  taking  that  up  in  detail,  Mr. 
Bremerman,  does  that  show,  in  the  Western  territory,  the  differ- 
ent hours  that  have  been  designated  or  assigned  on  dilTerent 
roads  as  the  meal  hour,  for  the  men  in  this  service? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And,  varying,  beginning  at  11  o'clock  as  a  be- 
ginning point,  down  to  as  late  as  2  o'clock  as  the  terminating 
point  of  a  meal  hour. 

Mr.  Bremerman:  Yes,  sir;  one  road  the  hour  began  as  late 
as  12:29. 

Mr.  Slieean :  And  in  the  Eastern  territory  it  shows  a  like — 
I  won't  say  a  like,  but  it  also  shows  a  variety  in  the  meal  hours 
that  are  selected  or  designated  in  different  schedules? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  in  the  Southeast,  a  spread  also  from  11 
o'clock  as  the  beginning,  to  2  o'clock  as  the  termination? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     And  so  as  to  firemen,  showing  is  set  forth. 

Mr.  Bremerman:     Along  the  same  general  lines. 

Mr.  Sheean:  Now,  the  detail  from  which  this  comparison 
is  made,  showing  by  roads  the  particular  provisions,  appears 
at  page  212,  for  engineers  in  Western  territory. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     At  page  213,  for  firemen  in  Western  territory. 
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Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  The  detail  as  to  switch  engineers  in  Western 
territory,  at  page  214. 

Mr.  Bremerman:  And  215,  as  for  payment  for  meal  hour's 
work,  the  summary  which  we  discussed  a  few  moments  ago. 

Mr.  Sheean:  The  detail  in  Eastern  territory,  for  both  en- 
gineers and  firemen  is  shown  at  page  216? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     And  at  page  217,  the  detail  by  roads. 

Mr.  Bremerman:  For  payments  made  in  the  East,  if  re- 
quired to  work  the  meal  hour. 

Mr.  Sheean:     Precisely;  at  page  218 — 

Mr.  Bremerman:  The  assignment  of  meal  hours  in  the 
Southeastern  territory,  and  219,  the  allowances  made  if  required 
to  work  the  meal  hour  in  the  Southeast. 

Mr.  Sheean:  Then,  at  page  220,  you  have  set  out  part  of 
proposed  Article  4. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  "Eoad  Engine  Used.  When  road  engines  are 
used  in  yard  service,  road  rates  will  apply." 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  What  schedule  of  provisions  have  you  caused 
to  be  assembled  and  sununarized,  in  its  relationship  to  this  pro- 
posal ? 

Mr.  Bremerman:  Under  two  heads,  one  as  related  directly 
to  the  proposal  of  road  engines  used  in  switch  service,  for  en- 
gineers, 1.5  per  cent  of  Western  mileage  paid  road  rates  when 
a  road  engine  is  used  temporarily  in  yard  service.  98  per  cent 
of  the  Western  engineers  scheduled  have  no  provision  on  this 
feature.  In  the  East,  80  per  cent  have  no  provision,  and  there 
are  varying  provisions  otherwise  for  specific  rates,  when  a  road 
engine  is  used  in  yard  service, 

Mr.  Sheean:     In  the  Southeast? 

Mr.  Bremerman:  51  per  cent  allowed  a  differential  of  25 
cents  per  day  when  road  engines  are  used  in  yard  service ;  21 
per  cent  when  road  engines  are  used  any  portion  of  a  day  in 
yard  service,  25  cents  additional  allowed  over  regular  rate. 
5.8  per  cent  differential  of  25  cents  allowed  when  certain  speci- 
fied engines  are  used.  9.4  per  cent  when  the  road  engines,  other 
than  road  engines  converted  into   switch  engines,  or  engines 
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between  Howells  and  Innian  Park,  are  used  in  yard  service,  dif- 
ferential of  25  cents  allowed.     No  provision  in  91/0  P^r  cent. 

Mr.  Sheean:  And  the  road  or  the  engineer's  switching 
]-ate  in  Southeastern  territoiy,  I  think,  as  shown  by  exhibit  is, 
as  a  general  thing,  421/0  cents  an  hour. 

Mr.  Bremerman :     The  larger  items,  as  1  remember  it  now. 

Mr.  Sheean:  To  them,  a  deferential  of  25  cents  is  added 
on  a  number  of  roads  in  the  Southeast,  when  those  engines  are 
used  in  yard  service,  so  as  to  bring  the  switching  rate  up  to 
$4.50  on  a  ten  hour  day. 

Mr.  Bremerman:  On  the  basis  that  they  were  42i4;  ^  tlo 
not  recall  right  now. 

Mr.  Sheean :  I  mean  as  to  those  roads  that  show  the  421/2 
cents  an  hour  rate  in  the  Southeast.  Now,  the  second  part  of 
this,  comparison  of  road  men  in  switching  ser\'ice.  What  com- 
parison is  made  there? 

Mr.  Bremerman:  Of  one  road,  rates  api^ly  to  men  rather 
than  the  engines.  It  has  an  indirect  relation,  or  was  thought 
to  have  an  indirect  relation  to  the  proposal,  in  that  it  showed 
the  human  side  rather  than  the  mechanical. 

Mr.  Sheean :  Now,  in  the  West,  on  how  large  a  percentage 
of  the  roads  is  the  relationship  made  to  the  men,  rather  than 
to  the  appliance! 

Mr.  Bremerman:  33  per  cent  pay  road  rates  to  road  en- 
gineers who  hold  regular  runs,  or  engines  in  service,  with  a 
number  of  qualifications,  as  shown  in  the  finer  type. 

Mr.  Sheean :  In  the  East,  what  if  any  recognition  is  given 
to  a  different  basis  for  road  enginemenf 

Mr.  Bremerman :  95  per  cent  have  no  provision  in  sched- 
ules.    The  balance  have  varying  provisions. 

Mr.  Sheean:  And  in  the  Southeast,  where  road  engineers 
are  used  in  road  service? 

Mr.  Bremerman:  87  per  cent,  no  jirovision,  and  the  bal- 
ance of  the  100,  under  varying  regulations. 

Mr.  Sheean:  Now,  as  to  firemen,  w^hat  is  the  situation  as 
to  road  engines  used  in  yard  service,  in  the  three  territories? 

Mr.  Bremerman:  No  provision  in  schedules  for  98  per 
cent  of  the  mileage  in  the  West,  as  to  firemen's  schedules  and 
no  schedules  available  for  the  balance. 
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Mr.  Slieean :  That  is,  as  to  all  the  schedules  available,  you 
found  no  provision  in  the  firemen's  schedules! 

Mr.  Bremerman:     Yes,  sir. 

Air.  Sheean:     And  in  the  East, 

Mr.  Bremerman:  On  4.8  per  cent  Consolidation  engines 
of  70  tons  or  over,  $2.90  per  day.  On  95  per  cent  it  is  regarded 
that  there  is  no  provision,  except  Article  2  (b)  Firemen's 
award,  the  $4.00  rate  on  Mallet  engines  applying  in  yards. 

Mr.  Sheean:     In  the  Southeast? 

Mr.  Bremerman:  No  rule  in  schedules  in  25  per  cent.  37 
per  cent  not  available.  15  per  cent,  when  road  engines  are 
used  in  switching  service,  any  part  of  the  day,  14  cents  in 
addition  to  regular  rates.  21  per  cent,  25  cents  additional  to 
both  engineers  and  firemen  when  a  road  engine  is  used  any 
part  of  the  day  temporarily  in  switching  service. 

Mr.  Sheean :  What  recognition  is  there  given  in  the  three 
districts,  as  to  paying  road  fireman,  rather  than  the  engine  which 
he  fires,  a  different  rate,  where  the  road  fireman  is  used  in  yard 
service  ? 

Mr.  Bremerman:  On  26  per  cent,  road  firemen  who  hold 
regular  runs,  or  engines  in  road  service,  paid  road  rates,  with 
the  qualifications  which  follow.  Four  per  cent  road  firemen  or- 
dered for  yard  service  will  be  paid  not  less  than  five  hours  at 
through  freight  rates  for  class  of  engine?  Sixty-seven  per  cent 
no  provision. 

Mr.  Sheean:  In  the  Eastern  territory  what  is  the  situa- 
tion as  to  paying  road  firemen? 

Mr.  Bremerman:  Eighty-nine  per  cent,  no  provision. 
Four  per  cent  when  regular  road  firemen  are  diverted  from  their 
assigned  runs,  except  in  case  of  promotion,  they  will  not  be 
subjected  to  any  loss  of  time  or  compensation.  Three  and  eight- 
tenths  per  cent  regular  road  firemen  will  be  paid  road  pay  when 
called  for  yard  service  according  to  class  of  engine  fired.  One 
and  three  tenths  per  cent  when  road  firemen,  except  extra  men, 
are  used  in  yard  service,  they  ,^vill  receive  the  rates  of  pay  of  the 
ser\dce  from  which  thev  are  taken. 

Mr.  Sheean :    And  in  the  Southeast. 

Mr.  Bremerman:  Forty-eight  per  cent,  no  provision  cov- 
ering. Thirty-seven  per  cent,  no  schedule  available.  Six  per 
cent  road  firemen  used  in  yard  service  shall  receive  road  pay. 
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One  anil  one-half  pvv  cent  road  fir-,  men  will  not  he  reiiuired  to 
fire  switch  engines  or  act  as  hostlers,  exce])t  in  emergency.  One 
and  nine-tenths  per  cent  firemen  in  regular  road  service  will  be 
paid  minimum  through  freight  day's  paj'.  Extra  road  firemen 
receive  regular  yard  rates  of  pay. 

Mr.  Sheean:  At  page  221,  you  have  assembled  informa- 
tion from  the  schedules  as  to  yard  engines  used  outside  of  yai'd 
limits.  Just  what  is  the,  situation  in  the  dilTcrent  territories, 
speaking  generally  and  broadly  and  taking  only  some  of  the 
higher  jjercentages  here. 

Mr.  Bremerman:  As  to  engineers  in  the  West,  23  per  cent 
make  no  provision  in  the  schedules.  Forty-foui-  and  eight-tenths 
per  cent,  the  road  rates  apply  according  to  class  of  service 
when  switcli  engines  are  run  outside  of  yard  limits  except  pre- 
scribed districts.  Actual  time  in  each  class  of  service.  Six  per 
cent  when  engaged  in  two  or  more  classes  of  service  on  the  same 
day  or  trip,  highest  rate  jjaid  for  entire  day. 

Mr.  Sheean:  And  various  provisions  on  diiferent  roads, 
which  are  here  enumerated  as  to  engineers? 

Mr.  Bremerman:     Yes,  sir,  otherwise. 

Mr.  Sheean:  Now,  in  Eastern  territory,  just  a  general 
statement  of  the  variety  of  provisions  covering  this  subject  of 
yard  engines  outside  of  yard  limits. 

Mr.  Bremerman:  Nine  jjer  cent  road  rates  as  per  class  of 
engine,  8  jjer  cent  actual  time  at  freight  rates,  and  yard  time 
at  yard  rates.  Four  and  3-tenths  per  cent  allowed  100  miles 
for  road  service  after  working  seven  hours  or  more  in  yard 
if  such  road  service  requires  remaining  on  duty  more  than  1 
hour  beyond  specified  hours  of  yard  service.  Two  per  cent 
road  rates  and  overtime  for  the  day.  Four  and  three-tenths 
per  cent  miles  and  hours  at  road  rates  after  completion  of  regu- 
lar day.  When  going  out  within  regular  day  paid  day  for  yard 
service  plus  miles  on  road  at  road  rates.  AMien  going  to  distant 
point  to  switch,  paid  switching  rates  for  day,  plus  mileage  on 
road;  time  continuous  initial  point  until  return  to  initial  point. 

Mr.  Sheean :  In  the  Southeast,  in  a  general  way,  the  larg- 
est percentage  there. 

Mr.  Bremerman:  Forty-seven  per  cent  through  freight 
rates  for  the  day  and   12  per  cent  road   rates  for  the  day. 
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Eighteen  per  cent  highest  rate  for  class  of  service  performed 
governs  entire  day. 

Mr.  Sheean :     And  then  some  special  provisions  f 

Mr.  Bremerman  :     Other  provisions,  varying. 

Mr.  Sheean :  Now,  as  to  firemen  in  the  West,  the  large 
item  of  45.6  per  cent  road  rates  apply,  according  to  class  of 
service,  except  prescribed  districts. 

Mr.  Bremerman :     Yes,  sir. 

Mr,  Sheean :  And  in  a  general  way,  the  provisions  as  to 
firemen  in  the  Western  territory,  is  the  same  as  to  engineers  in 
Western  territory? 

Mr,  Bremerman:     Yes,  sir. 

Mr,  Sheean :  And  so  as  to  the  East,  speaking  broadly,  the 
firemen's  schedules  follow  mncli  the  same  lines  as  the  engineers'? 

Mr,  Bremerman :     Yes,  sir. 

Mr,  Sheean :  In  the  Southeastern  territory  the  largest  i)er- 
centage  has  provisions  for  through  freight  rates  for  the  day, 
and  overtime  after  ten  hours,  at  the  yard  overtime  rates ;  and 
the  next  highest  in  percentage  of  the  mileage  provides  for  the 
highest  rate  for  the  class  of  service  performed  governs  the  en- 
tire day? 

Mr,  Bremerman :     Yes,  sir. 

Mr.  Sheean :  The  detail  as  to  these  last  two  pages,  Mr, 
Bremerman,  are  they  shown  at  what  pages? 

Mr,  Bremerman :  On  pages  222,  for  Western  engineers ; 
223,  Western  firemen;  224,  Eastern  territory;  as  to  road  men 
and  road  engines  in  yard  service,  225,  Eastern  territory,  as  to 
the  use  of  yard  engines  outside  of  yard  limits;  226,  Southeastern 
territory,  as  to  the  use  of  road  engines  and  road  men  in  yard 
service;  227,  Southeastern  territory,  as  to  the  use  of  yard  en- 
gines outside  of  yard  limits. 

Mr,  Sheean :     Then,  at  page  228,  you  have  set  out  proposed 
Article  5,  known  as  "Preparatory  Time?" 
Mr.  Bremerman :     Yes,  sir, 

Mr,  Sheean:  And  in  that  connection,  you  have  caused  to 
be  assembled  various  schedule  provisions  as  to  when  time  be- 
gins? 

Mr,  Bremerman:     Yes,  sir, 

Mr,  Sheean :  The  latter  part  of  Article  5,  reading :  ' '  Prep- 
aratory Time  will  be  the  time  engineers  and  firemen  are  required 
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to  be  on  their  locomotives.  ])rior  to  time  ordered  to  leave  round- 
house or  other  point."  Are  you  able  to  state,  Mr.  Bremerman, 
whether  or  not  any  such  definition  of  preparatory  time  is  made, 
or  did  you  attempt  to  classify  any  definition  here? 

Mr.  Bremerman :  I  have  not  here,  and  T  cannot  state.  I 
would  not  state,  offhand. 

Mr.  Sheean :  But,  in  the  comparisons  made  here,  you  have 
assembled  under  the  headin<>-  of  "  Prei)aratory  Time,"  anything 
whereby  provision  is  made  for  separate  compensation? 

Mr.  Bremerman:     Yes.  sir 

Mr.  Sheean:      Independent  of  anytliing  else? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Sheean :  Now,  without  offense,  we  have  used  the  word 
*' arbitrary  allowance"  for  that.  Without  intending  any  of- 
fense, the  thirty  minutes  arbitrary,  for  a  short  way  of  desig- 
nating it;  and  in  comparison  with  the  arbitrary  allowance, 
you  have  set  out  the  various  provisions  as  to  the  beginning 
of  time  in  the  various  schedules? 

Mr.  Bremerman :     Yes. 

Mr.  Sheean:  Will  you  just  call  attention  to  the  situation, 
first  as  to  preparatory  time  as  used  here,  meaning  thereby  an 
arbitrary  allowance,  separate  and  distinct  from  time  or  miles 
otherwise  made? 

Mr.  Bremerman:  Thirty  minutes  in  the  Western  terri- 
tory, as  to  engineers ;  thirty  minutes  is  allowed  on  Sy^  per  cent 
of  total  mileage. 

Mr.  Sheean:  Can  you,  by  going  to  the  detail  sheets  from 
which  that  is  made  up,  tell  us  what  roads  those  are? 

Mr.  Bremerman:  Page  229,  column  1,  Canadian  North- 
ern ;  Duluth,  AVinnipeg  &  Pacific ;  Canadian  Pacific ;  Duluth, 
South  Shore  &  Atlantic,  freight  only;  Mineral  Range,  freight 
only. 

Mr.  Sheean:  In  the  East  what  is  the  situation  as  to  any 
such  allowance? 

Mr.  Bremerman:  10.8  per  cent  allow  30  minutes  arbi- 
trary; .48  per  cent  passenger  service  only;  1.4  applies  to  all 
service  except  double  crewed  yard  and  helper  engines ;  8.9  per 
cent  applies  to  single  crewed  yard  engines,  and  double  crewed 
yard  engines,  where  succeeding  engineer  is  required  to  ])repare 
engine. 
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Mr.  Slieean :  Can  you  tell  us  the  detail  as  to  the  Eastern 
roads,  what  particular  road  or  roads  that  allowance  is  made? 

Mr.  Bremerman :  Column  14,  the  Pittsburgh  &  Lake  Erie, 
as  to  passenger;  Pennsylvania  Lines,  East,  single  crewed  yard 
engines  and  double  crewed  engines,  where  succeeding  engineer 
is  required  to  prepare  engine.  Also  New  York,  Philadelphia 
&  Norfolk;  Western  Maryland,  except  double  crewed  helper 
and  yard  engines.     I  believe  that  is  all,  Mr.  Sheean. 

Mr.  Sheean:  A¥hat,  if  any,  provision  do  you  find  in  any 
Southeastern  schedules  for  the  allowance  of  arbitrary  prepar- 
atory time? 

Mr.  Bremerman:     No  provision  for  engineers. 

Mr.  Sheean:  As  to  the  beginning  of  time  for  the  purposes 
of  computation,  what  is  the  situation  in  the  West? 

Mr,  Bremerman:  Engineers  in  the  West,  38  per  cent  at 
time  set  for  departure  of  train;  13.8  per  cent  at  time  called  for; 

6  per  cent,  30  minutes  before  ordered  to  leave  roundhouse  or 
other  designated  track;  5  per  cent,  15  minutes  prior  to  time 
designated  for  engine  to  leave  engine  track;  4.9  per  cent  at  time 
train  is  ordered  for,  and  in  case  of  leaving  earlier,  at  departure; 

7  per  cent  at  time  ordered  to  leave;  6  per  cent,  one  hour  after 
signing  call  book,  or  at  time  of  beginning  w^ork,  if  su,ch  time  is 
less  than  one  hour  after  time  called;  5  miles  allowed  preparing 
engine  if  time  of  trip'is  computed  in  hours;  6  per  cent,  one  hour 
after  signing  call  book.    Those  seem  to  be  the  larger  items. 

Mr.  Sheean:  In  the  Eastern  territory,  71  Vo  per  cent  at  time 
required  to  report  for  duty? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  other  provisions  in  the  East  being  shown 
in  detail  on  this  summary  sheet? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  In  the  Southeast  7.8  per  cent  at  time  called 
to  leave.  The  big  item,  however,  58.3  per  cent,  30  minutes  be- 
fore leaving  time  or  departure  of  train,  and  15.9  per  cent,  time 
required  to  report  for  duty? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  14.2  per  cent,  30  minutes  before  leaving  round- 
house or  designated  track? 

Mr.  Bremerman :     Yes,  sir. 
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Mr.  Sheeaii:  As  lo  the  begiiiiiiiii''  tinie  iu  jswitchiiij^'  service, 
in  the  Western  territory,  where  is  that .' 

Mr.  Bremerman :  That  is  known  only  for  the  Western  ter- 
ritory. 77  per  cent  we  were  unable  to  get  from  the  schedules 
any  specific  provision  as  to  switching"  service.  The  larger  items 
othenvise,  10  per  cent,  time  designated  for  day's  work  to  begin 
or  time  engine  is  ordered  to  leave  designated  track,  10  per  cent, 
15  minutes  before  engine  is  ordered  to  leave  roundhouse  or  desig- 
nated track  or  at  time  beginning  work  if  they  do  not  report  at 
time  specified.       '  , 

Mr.  Sheean:  With  the  Firemen  in  the  West,  the  same  roads, 
the  Canadian  roads  that  you  have  spoken  of,  have  the  same  pro- 
vision as  to  an  arbitrary  allowance  to  firemen  that  thev  have  as 
to  engineers? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  In  the  East  you  find  no  pro\dsion  for  prepar- 
atory time  to  firemen? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:     I  mean  arbitrary. 

Mr.  Bremerman :     Arbitrary. 

Mr.  Sheean:  And  no  provision  in  the  Southeast  for  arbi- 
trary preparatory  time  to  firemen? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  As  to  the  begiiming  of  time  and  computation 
of  time,  there  is,  in  the  West,  in  a  general  way,  the  same  dif- 
ferences as  to  the  beginning  of  time  for  firemen  as  are  shown 
as  to  engineers'? 

Mr.  Bremerman :  Generally,  along  the  same  lines,  without 
reading  the  different  variations  in  the  percentages. 

Mr.  Sheean:  Also,  in  the  East,  95  per  cent  of  firemen, 
time  begins  at  time  required  to  report  for  duty? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  the  Southeast,  the  largest  single  item, 
401/2  per  cent,  time  begins  30  minutes  before  leaving  time  or 
departure  of  train;  14.9  per  cent  at  time  required  to  report 
for  duty;  and  5.7  per  cent  at  time  called  to  leave? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Burgess:  Mr.  Bremerman,  did  you  find  any  roads  in 
the  Southeast  territory  where  they  computed  time  from  one 
hour  before  called  to  leave? 
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Mr.  Bremerman:  I  find  none  here,  Mr.  Burgess,  except 
what  might  be  involved  at  tlie  time  they  report. 

Mr.  Burgess:  No  roads,  according  to  your  exhibit,  in  the 
Southeast  territoiy,  compute  time  from  one  hour  prior  to  the 
leaving  time  of  the  train? 

Mr.  Bremerman:     No,  sir. 

Mr.  Burgess:     That  is  all. 

Mr.  Shea:  I  noticed  in  the  key  yesterday  and  in  other 
places  where  time  begins  when  required  to  report  for  duty. 
What  is  the  rule,  or,  in  other  words,  how  much  time  is  allowed 
from  the  time  they  are  required  to  report  for  duty  until  their 
day's  work  begins? 

Mr.  Bremerman:     I  could  not  say,  Mr.  Shea. 

Mr.  Shea :     You  did  not  get  any  information  about  that  ? 

Mr.  Bremerman:     No,  sir. 

Mr.  Shea:  You  don't  know  whether  it  is  30  minutes,  or 
45  minutes,  an  hour,  or  50  minutes,  or  what  it  is? 

Mr.  Bremerman :  I  could  give  you  my  general  under- 
standing, 

Mr.  Shea:     No,  I  don't  want  that. 

Mr.  Sheean:  Is  it  the  practice  in  the  East,  Mr.  Shea,  that 
they  are  allowed  time  between  the  time  they  report  for  duty 
and  the  time  the  day's  work  begins? 

Mr.  Shea :  I  just  asked  him  this  information,  how  much 
time  is  allowed — 

Mr.  Sheean:  But  I  understood  your  question  to  be  as  to 
what  the  usual  time  was  between  the  time  they  reported  and 
the  time  that  the  day's  work  begins. 

Mr.  Shea :  No,  from  the  time  they  are  called  to  report  for 
duty  and  their  time  begins,  and  the  leaving  time  of  their  train, 
that  is  the  way  T  understanr]  it. 

Mr :  Sheean :  I  did  not  get  the  question.  All  of  the  detail 
as  to  roads  which  is  summarized  at  page  228  is  show^n  on  the 
following  sheets? 

Mr.  Bremerman :  Pages  229  and  230  for  the  West,  231  for 
the  East,  and  232  for  the  Southeast. 

Mr.  Sheean:  At  page  233,  the  proposed  Article  6,  which 
deals  with  so-called  ''Initial  Terminal  Delay"  and  is  defined  as 
''Initial  terminal  delay  for  engineers  and  firemen  in  passenger 
service  shall  begin  at  the  time  they  are  called  to  leave  round- 
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house  or  other  point  and  shall  end  upon  departure  of  trains  from 
passenger  depot,"  in  passenger  service,  and  in  freight  sei-vice, 
' '  Initial  terminal  delay  in  freight  service  shall  begin  at  the  time 
engineer  and  firemen  are  called  to  leave  roundhouse  or  other 
point,  and  shall  end  when  train  has  passed  from  yard  track  or 
lead  to  main  line  and  actually  departs  from  the  terminal." 

What  information,  from  schedules,  have  you  caused  to  be 
assembled  in  connection  with  this  proposed  article? 

Mr.  Bremerman:  Page  233  covers  a  summary  of  the  be- 
ginning, and  ending  of  initial  terminal  delay. 

Mr.  Sheean:  That  is,  in  various  schedules  you  find  pro- 
visions dealing  with  actual  delays! 

Mr.  Bremerman :  Yes,  sir. 

Mr.  Sheean:  And  the  assembling  here  are  the  schedule 
provisions  covering  delays  between  roundhouse  and  departure 
of  the  train  itself,  or  delays  of  any  sort  before  actual  departure? 

Mr.  Bremerman :  It  covers  terminal  delay,  when  or  where 
terminal  delay  begins  and  ends,  and  when  it  does  accrue. 

Mr.  Sheean:  Now,  in  the  passenger  service,  let  us  take 
passenger  service  first.  In. Western  territory  when  does  ter- 
minal delay  begin  and  end  in  passenger  service! 

Mr.  Bremerman:  As  to  engineers,  29  per  cent  begins  at 
time  set  to  depart  and  ends  at  time  of  departure. 

Three  per  cent  from  time  due  to  leave  shop  track  until 
departure  of  train.  Actual  time.  Thirteen  per  cent  pay  term- 
inal delay,  but  do  not  specify  when  terminal  time  commences 
and  ends. 

Five  per  cent  begins  at  time  called  for  and  en<ls  at  time 
train  leaves  passenger  station. 

Five  per  cent  from  time  fixed  for  departure  of  trains  until 
passing  point  of  recognized  exit  from  certain  yards  as  specified 
by  schedule.  At  yards  with  no  established  limits  for  this  pur- 
pose, the  controlling  point  for  determination  of  terminal  time 
shall  be  the  main  line  switch  at  outlet  of  train  yard.  Outgoing 
trains  ordinarily  shall  be  considered  clear  of  tei-minnl  when  on 
main  lino. 

Mr.  Sheean:  Well,  then,  all  of  the  details  of  the  different 
roads,  whether  they  fix  the  delay  from  the  time  fixed  for  de- 
parture, the  time  set  for  departure,  or  the  time  ordered  to  leave, 
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or  the  time  ordered  to  be  ready,  are  set  forth  in  this  first  col- 
umn? 

Mr.  Bremerman :     Yes,  sir, 

Mr.  Sheean :  And  in  the  East,  what  is  the  situation  as  to 
initial  delay  in  passenger  service? 

Mr.  Bremerman :  Five  per  cent  of  the  mileage  allow  an  in- 
itial terminal  delay  in  passenger  service,  but  do  not  specify  when 
it  begins  or  ends. 

No  provision  in  schedules  for  initial  terminal  delays  in  pas- 
senger service  in  94.9  per  cent. 

Mr.  Sheean :  In  the  Southeastern  territory,  the  largest  per- 
centage of  the  total  mileage  seems  to  be  23.6  from  time  set  to 
leave  until  out  of  terminal,  and  the  next  largest  item  of  2I14 
per  cent,  from  time  called  to  leave  until  rear  of  train  has  cleared 
switch  leading  from  track  upon  which  train  is  made  up. 

Some  having  provisions  from  time  set  to  leave  until  depart- 
ure? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  in  freight  service.  In  the  West,  the 
largest  single  item,  of  over  38  per  cent,  begins  at  the  time  set 
to  depart,  and  ends  at  time  of  departure? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  The  other  items,  as  the  percentage  would  seem 
to  indicate,  show  that  there  are  a  variety  of  ways  of  treating 
this  on  the  different  roads? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  In  the  East,  no  provision  is  made  for  initial 
terminal  delay  in  freight  service? 

Mr.  Bremerman :     None  is  found. 

Mr.  Sheean :  And  in  the  Southeast  the  same  percentage  of 
firemen  as  engineers? 

Mr.  Bremerman:     No,  this  is  freight  service. 

Mr.  Sheean:  Freight  service,  yes,  the  same  provision  as 
to  freight  service  as  there  was  to  passenger  service,  23.6  per 
cent  from  time  set  to  leave  until  out  of  terminal. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  the  same  per  cent  from  time  set  to  leave 
until  departure? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     Now,  Mr.  Bremerman,  have  you  found  in  any 
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schedule,  or  have  you  ever  seen  in  any  schedule,  a  provision  that 
there  shall  be  ai'bitrarily  counted  as  a  delay  the  time  that  is 
taken  between  the  roundhouse  or  any  otliei-  designated  i)iace  and 
the  passenger  depot  or  the  starting  point  of  the  trip? 

Mr.  Bremernian:  We  find  one  here,  "Begins  at  leaving 
time  of  engine  from  I'oundhouse  and  ends  when  engine  pulls  out 
on  main  track. ' ' 

Mr.  Sheean:     Where  is  that  found? 

Mr.  Bremernian:  It  is  in  the  Western  ten-itoi-y,  the  third 
item.    Do  you  want  the  name  of  the  road? 

Mr.  Sheean:  Yes,  the  name  of  the  road,  if  you  can  give 
that. 

Mr.  Breuieniian:  Chicago  Great  Western.  Accrues  after 
one  full  hour. 

Mr.  Sheean:     That  accrues  after  one  full  hour? 

Mr.  Bremernian:  Yes,  sir.  All  of  these  have,  of  course — • 
I  did  not  read  the  limits  from  which  they  accrue. 

Mr.  Sheean:  Now,  as  to  when  it  begins  and  ends.  But, 
if  in  fact,  in  that  schedule  there  was  more  than  one  hour  between 
the  time  set  to  leave  the  roundhouse  and  the  time  of  departure, 
then  there  would  be  an  allowance  of  terminal  delay? 

Mr.  Byrani:     As  to  the  departure  of  the  train  or  the  engine? 

Mr.  Bremermaii:  It  says,  "When  engine  pulls  out  on  main 
track. ' ' 

Mr.  Sheean:  The  departure  of  the  train,  as  I  understand. 
And  if  there  was  more  than  one  hour  consumed  in  doing  that? 

Mr.  Bremernian:  That  would  be  ]^aid  for,  paid  terminal 
delay. 

Mr.  Sheean:  That  is,  it  would  be  considered  a  delay  if  it 
took  them  more  than  one  hour  to  do  that?  Well,  aside  from  that 
one  proposition  that  you  referred  to,  "Begins  at  leaving  time 
from  roundhouse  and  ends  Avhen  engine  pulls  out  on  main  track. 
Accrues  after  one  full  hour,"  do  you  find  any  provision? 

Mr.  Bremernian:  "From  time  due  to  leave  shop  track  un- 
til departure  of  train. ' '     - 

Mr.  Sheean:     What  road  is  that? 

Mr.  Bremernian:  Canadian  Northern,  and  Dulutli,  Win- 
nipeg &  Pacific.    They  pay  actual  time. 

Mr.  Sheean:     Now,  aside  from  those? 

Mr.  Bremerman:     That  is  all  I  find.     Well,  the  Northern 
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Pacific,  ''From  time  engine  is  ordered  to  leave  roundhouse  track 
or  any  other  designated  track  or  at  time  engineers  begin  work 
if  they  do  not  report  at  time  specified  and  end  when  they  depart 
from  yard." 

Mr.  Sheean:     And  how  paid? 

Mr.  Bremerman :     Accrues  after  one  full  hour. 

Mr.  Sheean :  After  one  full  hour.  Now^,  the  detail  of  this, 
Mr.  Bremerman,  is  shown  w^here,  initial  terminal  delay! 

Mr.  Bremerman:  At  page  237  as  to  engineers;  238  as 
to  firemen. 

Mr.  Sheean :  Giving  all  of  the  roads,  and  assembling  them 
under  the  various  items  that  you  have  extended  here? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  On  page  233.  At  page  234,  Mr.  Bremer- 
man, will  you  explain  briefly! 

Mr.  Bremerman:  Similar  information  for  firemen  in  the 
three  territories,  as  to  when  initial  terminal  delay  begins  and 
ends  in  passenger  and  freight   service. 

Mr.  Sheean:  And,  in  a  general  way,  following,  without 
fixing  you  definitely  to  the  percentages,  but  following  in  a  gen- 
eral way  the  provisions  as  to  engineers  shown  on  the  pre- 
ceding page. 

Mr.  Bremerman:     Yes,  sir,  with  the  usual  variations. 

Mr.  Sheean:  "Final  terminal  delay,"  as  taken  at  page 
235.  Now,  will  you  give  us  in  a  general  way  what  the  situation 
in  the  various  territories  is  as  to  engineers  on  the  question  of 
final  terminal  delay! 

Mr.  Bremerman:  In  Western  territory,  the  engineers  in 
passenger  service. 

22.6  per  cent  allow  final  terminal  delay,  but  do  not  specify 
when  time  commences  or  ends. 

6  per  cent  begins  one  hour  after  arrival  and  ends  when 
relieved. 

5  per  cent,  time  shall  begin  after  arrival  at  station  (except 
at  Chicago  where  special  rule  governs")  until  relieved  of  engine. 

5  per  cent  begins  at  time  train  stops  at  final  passenger  sta- 
tion and  ends  when  relieved. 

5  per  cent  will  commence  at  the  expiration  of  15  minutes 
after  arrival  of  passenger  train  at  station  and  will  end  when 
engine  is  delivered  on  designated  roundhouse  track. 
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5  per  cent,  from  arrival  at  designated  point  at  teniiinal 
or  when  held  on  main  lines  by  preceding  train,  until  relieved. 
The  schedule  specifies  the  points  of  recognized  entrance  to  cer- 
tain yards,  and  provides  that  at  yards  with  no  established 
limits  for  this  purpose,  the  controlling  \)o'u\t  for  detenuination 
of  1|enninal  time  shall  be  the  main  line  switch  at  the  enti'ance 
to  the  train  yard. 

Seventeen  per  cent  make  no  provision. 

Those  are  the  larger  individual  items. 

Mr.  Sheean :  Now,  in  Eastcn-n  territory,  in  passenger 
service  f 

Mr.  Bremerman:  Seventy-two  and  one-half  per  cent,  time 
begins  from  time  train  reaches  terminal  station  and  ends  at 
point  of  final  relief. 

Mr.  Sheean:     And  accrues  when? 

Mr.  Bremerman :     After  one  hour. 

Mr.  Sheean :     In  the  Southeast  ? 

Mr.  Bremerman :  In  the  Southeast,  24  per  cent  from  ar- 
rival at  fixed  points,  or  where  there  are  no  fixed  points,  at  yard 
limits  boards,  until  relieved  of  engine  or  when  engineer  places 
engine  on  designated  hostler's  track.  No  mention  of  when  ac- 
crues. 

Twenty-four  and  nine-tenths  per  cent,  from  time  delayed  at 
or  between  yard  limit  board  governing  the  yard  in  which  the 
train  is  delivered  until  arrival  at  usual  point  of  relief,  less  run- 
ning time  through  yard. 

Mr.  Sheean:     Accrues  after  30  minutes? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  And  about  16  per  cent  from  time  of  arrival 
within  yard  limit  boards  governing  the  yard  in  which  the  train 
is  to  be  delivered  until  arrival  at  point  where  relieved  of  engine. 
Accrues  after  30  minutes? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  in  freight  service,  there  seem  to  be, 
Mr.  Bi-emerman,  a  great  variety  of  provisions  in  the  Western 
territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Let  me  &ee,  running  from — ISV-^  seems  to  be 
the  highest. 
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Mr.  Bremerman:  No.  '*No  provisions  in  schedules," 
commencing  or  ending  with  that. 

Mr.  Sheean:  Well,  ''no  provision"  may  be  the  highest. 
The  provisions  vary  on  the  different  roads,  "Commences  after 
train  has  been  placed  on  designated  siding  in  terminal  and  ends 
at  time  of  gi^ang  up  engine  in  such  a  manner  as  terminal  rules 
require.  Accrues  after  one  hour" — about  6  per  cent?  Then, 
' '  Begins  on  arrival  at  outside  switch,  and  if  delayed  by  some  dis- 
ability of  the  yard  before  reaching  outside  switch,  time  begins 
when  delay  begins,  and  ends  when  relieved.  Accrues  after  30 
minutes ' ' — 5.7  per  cent.  And  various  provisions  as  to  the  time 
or  manner  of  the  computation,  of  the  beginning  and  ending  of 
the  terminal  delay. 

Mr.  Bremerman:     In  freight  service? 

Mr.  Sheean:  In  freight  service.  So  that  no  attempt  was 
made  to  classify  this,  or  it  is  not  possible  to  put  them  under  par- 
ticular headings  or  groupings,  in  any  more  summary  way  than 
was  done  here? 

Mr.  Bremerman :     In  a  summary,  no. 

Mr.  Sheean :  Now,  in  the  East,  in  freight  service.  Seventy- 
six  per  cent  begins  from  the  time  the  engine  reaches  designated 
main  track  switch  connection  with  the  yard  track  and  ends  at 
point  of  final  relief,  and  accrues  after  one  hour.  That  is  the 
largest  single  item,  is  it  not? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  aside  from  that  the  information  in  th^ 
East  the  information  is  not  very  definite.  Sixteen  and  one-half 
per  cent  allow  final  terminal  delay  but  do  not  specify  when  it 
begins  or  ends  ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  In  the  schedules.  In  the  Southeast,  in  freight 
service — 

Mr.  Bremerman :  That  follows  practically  passenger  serv- 
ice. 

Mr.  Sheean :  Practically  the  same  as  was  shown  in  passen- 
ger service  in  the  Southeast? 

Mr.  Bremerman:  Evidently  the  same  rules  govern  both 
services,  so  far  as  they  may  be  applicable. 

Mr.  Sheean:    As  to  final  terminal  delay? 

Mr.  Bremerman:     Yes. 
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Mr.  Sheean :  Now,  the  next  page,  236,  assembles  the  same 
information  as  to  the  firemen  in  the  three  territories,  and  in  a 
general  way  do  the  provisions  as  to  firemen  in  the  three  terri- 
tories follow  the  same  general  lines  that  were  followed  as  to 
engineers  I 

Mr.  Bremerman :  I  think  so.  With  the  nsual  slight  varia- 
tions. 

Mr.  Sheean:  The  detail  pertaining  to  terminal  delay  and 
the  manner  of  its  computation  "and  allow^ance  is  shown  on  what 
sheets? 

Mr.  Bremerman:  Well,  it  begins  and  ends — they  follow 
on  from  there  to  page  245.  Those  are  the  details  of  the  sum- 
maries we  have  just  discussed. 

Mr.  Sheean:  From  which  is  shown  the  roads  having  the 
particular  provisions  which  are  summarized  on  these  first  sheets'? 

Mr.  Bremerman :     Yes.  sir. 

Mr.  Sheean:  Now,  on  page  245,  what  part  of  the  terminal 
delay  rule  have  you  assembled  here  for  the  i)urpose  of  com- 
parison? 

Mr.  Bremerman:  The  present  terminal  delay  rule  as  re- 
lated to  that  part  of  proposed  Article  4  which  provides  that 
engineers  and  firemen  shall  be  paid  on  a  minute  basis  for  all 
terminal  delay  at  the  pro  rata  rate  for  the  class  of  engines 
used;  this  in  addition  to  all  time  or  mileage  made  on  the  trip. 

Mr.  Sheean:  What  is  the  situation  in  the  West  as  to  the 
-computation  at  this  time  ? 

Mr.  Bremerman:  In  initial  terminal  delay  for  engineers  in 
Western  territory,  9  per  cent  pay  actual  time;  .59  of  one  per 
•cent,  5  or  more  minutes  cumulative;  1  per  cent,  15  minutes;  14 
per  cent  30  minutes;  68  per  cent,  one  full  hour;  1  j^er  cent,  IV2 
hours;  3.8  per  cent,  no  provision.  With  qualifications  as  to 
Avliich  service  it  may  or  may  not  apply  to,  as  shown  by  the 
smaller  ts^pe. 

Mr.  Sheean :  In  the  final  terminal  delay  in  Western  terri- 
tory it  accrues  after  what  time? 

Mr.  Bremerman:  Engineers,  actual  time,  5  per  cent;  5  or 
more  minutes  cumulative,  half  of  1  per  cent;  15  minutes,  10  per 
■cent;  30  minutes,  43  per  cent;  1  full  hour,  16  per  cent;  no  provi- 
sion in  schedule,  24  per  cent.  Except  for  some  special  provi- 
sions shown  there. 


3198 

Mr.  Slieean:  In  Eastern  territory,  when  does  the  initial 
terminal  delay  ac.crue;  after  what  time? 

Mr,  Bremerman:     Initial  terminal  delay? 

Mr.  Sheean:     Yes. 

Mr.  Bremerman:  3.8  per  cent  in  passenger  service  if  trains 
are  delayed  2  honrs  or  more  at  starting  point,  overtime  will  be 
paid  for  all  time  delayed. 

One  per  cent,  passenger  engineers  required  to  report  for 
duty  more  than  1  hour  before  leaving  time  of  their  train  at  ter- 
minal station  will  be  paid  at  overtime  rate  for  all  time  in  excess 
of  1  hour.  If  road  overtime  is  made  on  same  trip,  initial  over- 
time will  be  deducted.  No  other  rules  concerning  initial  ter- 
minal delay,  94.9  per  cent. 

Mr.  Sheean:  In  Southeastern  territory,  as  to  initial  ter- 
minal delay.    Accrues  after  what  time? 

Mr.  Bremerman:  26  per  cent  if  delayed  after  time  called 
to  leave,  more  than  one  hour,  one  hour  overtime  allowed;  for  1 
hour  and  30  minutes,  2  hours  allowed.  Deducted  from  road  time 
if  any  made. 

1.9  per  cent  delayed  over  30  minutes,  1  hour,  and  over  1 
hour  and  30  minutes,  2  hours.  Time  so  paid  deducted  from 
overtime  on  trip. 

29  per  cent  delayed  as  much  as  1  hour  beyond  time. set  to 
leave,  paid  1  hour  overtime;  1  hour  and  30  minutes,  2  hours. 
Deducted  from  road  overtime,  if  any  made.  9  per  cent,  delayed 
as  much  as  one  hour  beyond  time  set  to  depart,  paid  minimum 
of  1  hour  and  actual  minutes  thereafter.  Deducted  from  road 
time  if  any  made.     No  provision  in  schedules  of  32  per  cent. 

Mr.  Sheean:  What  is  the  Final  in  the  East  and  South- 
east, as  to  when  that  accrues? 

Mr.  Bremeraian :  In  the  East,  final  terminal  delay  721^ 
per  cent,  "For  freight  service,  final  terminal  delay  shall  be 
computed  from  the  time  engine  reaches  designated  main  track 
switch  connection  with  the  yard  track. 

"For  passenger  service,  final  terminal  delay  shall  be  com- 
puted from  time  train  reaches  teraiinal  station. 

"Final  terminal  delay,  after  the  lapse  of  one  hour,  will  be 
paid  for  at  the  end  of  the  trip,  at  the  overtime  rate,  according 
to  class  of  engine,  on  the  minute  basis.  If  road  overtime  has 
commenced,  terminal  overtime  shall  not  apply,  and  road  over- 
time will  be  paid  to  point  of  final  relief." 
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Mr.  Slieean:  The  other  items  api)areiitly  would  be  the 
provisions  of  particular  schedules  largely? 

Mr.  Bremerman:     Which  vaiy  to  some  extent. 

Mr.  Sheean:  Now,  in  the  Southeast,  on  the  final  teniiina'> 
delay,  after  a  lapse  of  what  time  does  final  terminal  delay 
accrue  f 

Mr.  Bremerman :  50  per  cent,  delayed  30  minutes  or  more, 
running  time  in  yard  deducted.  Considered  as  road  overtime 
on  runs  where  road  overtime  has  accrued  on  27  per  cent  of  that, 
and  paid  on  the  30  minute  basis,  generally,  on  21  per  cent.  8 
per  cent  delayed  over  30  minutes.  Running  time  in  yard  de- 
ducted on  7  per  cent  of  that.  25  per  cent,  actual  time  delayed. 
.376  per  cent,  rate  of  70  cents  per  hour  for  final  overtime.  Con- 
sidered as  road  overtime  on  runs  where  road  overtime  has 
accrued,  24  per  cent. 

Mr.  Sheean:  Now,  then,  ''How  computed"  is  an  item 
then,  Mr.  Bremerman. 

Mr.  Bremerman:  In  the  West.  That  covers  how  it  is 
paid  after  it  does  accrue. 

Mr.  Sheean :  Just  give  us  a  general  idea  how  it  is  paid  if 
it  does  accrue? 

Mr.  Bremerman :  Actual  time,  48V2  P^^r  cent- 
Mr.  Sheean:  That  is,  you  mean  after  the  initial  or  final 
terminal  delay  accrues  in  the  way  above  specified? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Is  paid  for  "actual  time  thereafter,"  is  the 
heading  that  you  have  put  here. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  On  481/0  per  cent  of  the  roads.  And  8  per 
cent,  "Less  than  30  minutes  not  counted;  30  minutes  or  more 
counted  as  one  hour,"  and  so  on  through  a  variety  of  provisions 
for  convenience  of  computation  with  different  roads? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  In  the  East  and  Southeast,  you  have  made — 
or  have  you  made  any  computation,  and  carried  out  as  to  how 
computed? 

Mr.  Bremerman:  Well,  it  is  rather  lumjjed  here.  Take 
final  terminal  delay  in  the  Eastern  territory,  for  the  72  per 
cent  paid  on  the  minute  basis  it  is  not  separated  there  as  it  is 
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in  the  West,  and  the  other  items  show  how  it  is  computed  after 
it  accrues. 

Mr.  Sheean :  And  if  and  when  it  accrues,  if  it  is  computed, 
under  these  rules,  then  you  show  in  the  last  part  of  this  first 
column,  in  the  West,  whether  it  is  paid  separately  from  the  road 
trip  or  after  100  miles  or  10  hours  service,  or  after  100  miles, 
in  accordance  with  the  provisions  of  the  different  schedules? 

Mr.  Bremerman:  Yes,  sir,  as  related  to  that  part  of  the 
proposal,  this  in  addition  to  all  time  or  mileage  made  on  the 
trip. 

Mr.  Sheean:  Now,  is  there  anything  more  on  this  page 
245,  Mr.  Bremerman,  to  which  attention  should  be  directed,, 
which  I  have  not  covered  in  a  general  way  by  these  questions? 

Mr.  Bremerman:     I  think  w^e  have  covered  it,  generally. 

Mr.  Sheean :  Page  246,  you  relate  that  part  of  the  proposed 
request  which  places  this  so-called  "terminal  delay"  on  the  min- 
ute basis. 

Mr.  Bremerman:  This  covers  firemen,  as  we  have  just  dis- 
cussed similar  information  for  engineers. 

Mr.  Sheean:  And  shows  similar  information,  and  follow- 
ing in  the  usual  way  the  same  line. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  Without  giving  the  exact  percentage,  the  rela- 
tive preponderance  as  to  particular  provisions  in  the  territories 
is  somewhat  similar  with  the  firemen  to  what  it  is  with  the  engi- 
neers ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  The  detail  from  which  these  summaries  are 
made  up,  is  shown  where? 

Mr.  Bremerman:  Page  247,  initial  terminal  delay,  engi- 
neers; 249,  initial  terminal  delay,  firemen;  251,  final,  engineers; 
252,  final,  firemen,  for  the  West;  for  the  East,  264  and  for  the 
Southeast  265. 

Mr.  Sheean:     Page  253,  Mr.  Bremerman. 

Mr.  Bremerman:  Page  253  is  entitled:  ''Eelation  of  pre- 
paratory, terminal  delay,  and  road  time — Engineers."  It  traces 
through  the  trip  from  time  of  reporting  for  duty  until  final 
release,  showing  schedule  provisions  for  each  branch,  such  as 
'^Keport  for  duty,"  '''Preparatory'  time,"  "Initial  Terminal 
Delay,"  "Eoad  Trip  Begins,"  "Final  Terminal  Delay,"  "Road 
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Trip  Ends."  It  covers  quite  a  few  sheets,  but  is  merely  intended 
to  connect  up  different  provisions  for  parts  of  a  day's  or  trip's 
service.    It  is  for  ready  reference  for  that  purpose. 

Mr.  Sheean:  I  note  that  on  page  253  you  start  out  alpha- 
betically with  certain  roads  on  that  page,  following  the  usual 
key  that  has  preceded  these  other  tables ;  but  I  am  not  quite  sure 
that  I  understand  the  difference  between  pages  259  and  253. 

Mr.  Bremerman:  One  is  for  engineers  and  the  other  for 
firemen. 

Mr.  Sheean:     Showing  the  same  information? 

Mr.  Bremerman :  For  firemen,  as  on  page  259  and  follow- 
ing as  is  shown  for  engineers  on  253  and  following. 

Mr.  Sheean :  So  that  if  there  be  any  difference  in  the  two 
schedules  on  the  different  roads ;  instead  of  trying  to  point  them 
out,  you  have  simply  made  a  separate  showing  as  to  the  firemen? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Let  us  make  clear  just  the  purpose  of  this 
part  of  the  Exhibit  at  253.  Take  the  roads  first,  and  read  across 
the  columns.  In  Column  1  you  give  the  name  of  the  road. 
Column  2,  time,  if  schedule  provides  when  the  engineer  is  to 
report  for  duty. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  In  Column  3,  "Preparatory  Time,"  intending 
by  the  word  '^ preparatory"  there  in  quotation  marks,  to  include 
only  time  paid  separate  and  distinct  from  any  other  part  of  the 
trip. 

Mr.  Bremerman:  It  includes  also  the  other  items,  of  where 
they  report — where  they  begin,  say  thirty  minutes  prior  to  the 
time  designated  to  depart,  but  that  time  is  included  in  road 
time. 

The  Chairman:  You  mean  that  is  true  as  to  blanks  in 
column  3? 

Mr.  Bremerman:  Where  there  are  no  blanks,  the  time  be- 
gins— take  the  first  one  here,  the  Chicago,  Eock  Island  &  Pacific, 
the  time  begins  at  time  designated  on  order  for  calling,  found 
.in  column  5. 

Mr.  Burgess:    What  page  are  you  on? 

Mr.  Sheean :    You  have  gotten  a  page  ahead  of  us. 

The  Chairman:    I  am  on  page  253. 

Mr.  Bremerman:     Take   the   Chicago   &  Alton,  the  third 
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from  the  bottom,  colmnn  3  is  blank.  Column  5  shows  that  the 
road  trip  begins  at  time  train  is  ordered  for,  and  in  case  of  leav- 
ing earlier,  time  begins  at  departm-e. 

Mr.  Sheean:  In  cohimn  2  of  the  Chicago  &  Alton,  the  pro- 
vision is  there,  "Called  as  near  as  pra,cticable  not  less  than 
IVii  hours,  nor  more  than  2  hours  before  leaving  time. "  No  men- 
tion is  made  of  any  schedule  time  required  to  report  for  duty. 
Let  us  take  on  the  next  page,  so  that  we  can  make  clear  some 
of  these  items  shown  in  column  3  on  roads  where  you  say  the 
allowance  is  not  arbitrary.  There  is  the  Chicago,  Milwaukee  & 
St.  Paul,  the  fourth  down.  Column  2:  "Eeport  for  duty." 
You  set  out:  "Called  as  nearly  as  possible  1  hour  and  30  min- 
utes before  leaving  time.     (Article  7.)" 

In  column  3  you  set  out:  "Thirty  minutes  before  leaving 
roundhouse  or  designated  track.     (Article  6.)" 

Under  the  head  of  ' '  Initial  terminal  delay  "  is  "  When  held 
1  hour,  receive  1  hour's  pay  in  excess  of  the  mileage  or  hours 
in  service;  over  1  hour,  1  mile  allo\ved  for  each  6  minutes  held 
thereafter. " 

Colunm  5:  "Eoad  trip  begins,"  you  have  set  out:  "When 
Iea\ing  roundhouse  or  designated  track.     (Art.  6.)" 

In  this  particular  schedule,  Mr.  Bremerman,  you  may  just 
explain  if  you  please  the  relationship  between  Column  3  and 
Column  5,  so  that  we  may  have  that  clear. 

Mr.  BremeiTuan:  Colmnn  3  begins  the  road  time,  "Thirty 
minutes  before  leaving  roundhouse  or  designated  track." 

Column  5,  "Eoad  trip  begins":  "Wlien  leaving  round- 
house or  designated  track,"  However,  Column  3  shows  that 
that  connects  up  with  the  other  as  road  time. 

Mr.  Sheean:  But  I  understand  that  reading  across  this 
Milwaukee  Eoad,  that  the  time  that  would  be  paid  for  as  road 
time,  if  it  ran  into  overtime,  would  begin  thirty  minutes  before 
leaving  roundhouse  or  desig-nated  track? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     But  that  is  time,  and  not  miles. 

Mr.  Bremerman :  It  is  time.  It  is  not  independent  except 
as  it  occurs  in  road  time. 

Mr.  Sheean:  If  on  a  run  a  man  was  on  duty  altogether 
twelve  hours,  but  he  made  on  the  road  130  miles,  and  this 
assuming  that  this  is  10  hours  or  less,  100  miles  or  less,  consti- 


3203 

tute  a  day,  if  he  was  paid  the  130  miles,  he  would  not,  draw 
overtime  ? 

Mr.  Bremerman:  No.  He  would  be  on  the  road  in  this 
schedule  12  hours  and  30  minutes, 

Mr.  Sheean:  That  is,  his  mileage  rate  of  i)aY  would  be 
greater  than  the  total  hours  on  duty,  dating  his  time  back  to 
thirty  minutes  before  time  of  leaving  roundhouse  or  designated 
track? 

Mr.  Bremerman:  That  is  the  way  I  understand  their 
schedules. 

Mr.  Burgess :  In  that  particular  case  cited  by  Mr.  Sheean, 
neither  the  engineer  nor  fireman  would  receive  any  compensa- 
tion for  preparing  the  engine? 

Mr.  Bremerman:     That  is  another  question. 

Mr.  Burgess:     Not  if  I  understand  it. 

Mr,  Sheean:  Save  and  except  the  130  miles,  if  that  was 
higher  and  produced  more  money,  than  if  he  had  twelve  times 
the  hourly  rate,  then  he  would  not  receive  anv  monev.  If  he 
was  on  duty  twelve  hours  all  told  and  the  mileage  rate  was  more 
than  twelve  times  the  hourly  rate,  then  he  would  take  that  sep- 
arate and  distinct — 

Mr.  Burgess:     He  would  receive  pay  for  the  130  miles'? 

Mr.  Sheean:     Yes. 

Mr.  Burgess:  But  in  that  case  he  would  not  get  any  pay 
for  preparing  the  engine  ? 

Mr.  Sheean:  If  the  130  miles  produced  him  more  money 
than  twelve  times  his  hourly  rate  given  him  by  his  schedule, 
he  would  not.  If  it  produced  him  less  he  would  be  permitted  to 
take  his  hours;  but  wherever  the  miles  are  more  than  his  guar- 
anteed hourly  rate,  he  has  a  right  to  take  that,  and  he  does  not 
draw  pay  on  the  hourly  basis. 

Mr.  Burgess :  Or,  putting  it  differently,  Mr.  Sheean,  when 
he  runs  off,  so  to  speak,  he  is  making  miles  quicker  than  on  the 
ten-hour  period,  he  does  not  get  any  compensation  for  getting 
his  engine  ready? 

Mr.  Sheean :  No,  he  is  never  paid  separately  any  particu- 
lar part  of  the  guarantee. 

Mr.  Burgess  :     That  is  just  what  I  am  trying  to  get  at. 

Mr.  Sheean :  There  is  no  question  about  that.  That  guar- 
antee as  to  hours  is  made  to  cover  all  the  hours  that  he  is  on- 
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duty  on  each  of  his  trips,  from  the  time  he  reports  for  duty 
until  he  is  relieved.  If  some  other  provision  in  the  schedule 
gives  him  a  higher  rate  of  pay  then  the  guaranteed  hourly  rate 
then  he  does  not  draw  both  the  hourly  rate  and  the  other 
part  of  it. 

I  don't  know,  Mr.  Bremerman,  whether  you  have  here  any- 
where sought  to  enumerate  schedule  provisions,  that  is,  com- 
pensation in  miles  or  rates,  but  not  both.  Have  you  attempted 
that? 

Mr.  Bremerman:    No. 

Mr.  Sheean:  There  is  nowhere  here  enumerated  any 
phraseology  where  they  are  permitted  to  draw  both  miles  and 
hours  1 

Mr.  Bremerman :  The  exhibit  only  shows  what  is  the  basis 
of  the  day,  Mr.  Sheean,  miles  or  hours. 

Mr.  Sheean:  In  no  part  of  this  is  there  any  assembling 
on  any  of  the  sheets  here,  of  the  various  reservations  whereby 
in  all  the  schedules  employes  shall  not  be  permitted  to  draw 
both  miles  and  hours,  but  they  must  elect  whether  they  will  be 
paid  in  miles  or  hours,  whichever  produces  greater  compen- 
sation. 

Mr.  Bremerman :    No,  sir. 

Mr.  Sheean:  On  each  of  these  roads,  running  across 
through  the  several  columns,  as  numbered  here,  from  1  to  7, 
there  has  been  the  effort  to  show  on  a  particular  road  the  pro- 
vision as  to  compensation  from  the  beginning  to  the  end  of 
the  trip? 

Mr.  Bremerman:    Yes,  sir, 

Mr.  Sheean:  And  the  schedule  reference  in  each  case  as 
to  that? 

Mr.  Bremerman :    Yes,  sir. 

Mr.  Sheean :     Firemen  run  from  259 — 

Mr.  Bremerman :     To  and  including  263. 

Mr.  Sheean:    From  259  to  and  including  263? 

Mr.  Bremerman:    Yes,  sir. 

Mr.  Sheean:  And  again  speaking  generally,  do  the  roads 
show  a  similarity,  that  is,  road  by  road,  show  a  similarity  be- 
tween provisions  as  to  engineers  and  firemen  in  the  relationship 
of  these  compensatory  provisions  from  the  beginning  to  the  end 
of  the  day? 
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Mr.  Bremerman:  There  are  variations,  and  it  is  for  that 
reason  that  we  have  shown  them  separately,  but  speaking 
broadly,  thej^  follow  along  the  same  lines. 

Mr.  Sheean :  And  not  worth  while  yon  think,  Mr.  Bremer- 
man, to  take  up  for  discussion  any  particular  difference  that 
there  may  be  between  the  firemen  and  engineers  f 

Mr.  Bremerman:     I  don't  believe  so. 

Mr.  Sheean :     Page  264,  just  explain  briefly. 

Mr.  Bremerman :  That  is  the  detail  of  the  terminal  delay, 
in  the  East,  and  265  in  the  Southeast,  that  summary  which  we 
discussed  some  pages  back  previous  to  this,  the  picture  of  a  day 
that  we  have  just  passed. 

Mr.  Sheean:  At  page  266,  Mr.  Bremerman,  first,  I  think 
you  had  better  tell  us  the  detail  from  which  this  summary  is 
prepared. 

Mr.  Bremerman :  Terminal  switching  is  prepared  from  the 
schedules  in  the  "Western  territory  as  shown  on  the  details  shown 
on  pages  267  and  268,  covering  in  regard  to  terminal  switching, 
where  it  is  accrued,  how  it  is  computed,  that  is,  whether  on  a 
minute  basis,  thirty-minute  basis  or  otherwise,  how  it  is  paid, 
meaning  by  how  paid,  whether  separate  and  independent  of  the 
trip  or  other  regulations  which  affect  its  payment  or  non-pay- 
ment under  certain  conditions. 

Mr.  Sheean :  Just  what  do  you  mean  by  terminal  switching 
in  this  brief  summary,  the  heading  ''Terminal  Switching?" 

Mr.  Bremerman:  Switching  at  terminals,  either  on  their 
own  trains  or  for  other  trains  by  road  crews  as  distinguished 
from  other  crews. 

Mr.  Sheean :  And  this  was  intended  to  bring  into  relation- 
ship the  provision  whereby  men  in  yard  service  may  under  differ- 
ent schedules  be  called  upon  to  do  switching  at  terminals. 

Mr.  Bremerman:     Engines  in  road  service. 

Mr.  Sheean :  Men  in  road  service  may  be  called  upon  to  do 
switching  at  terminals  ?  • 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Now,  at  page  267,  showing  the  detail  by, 
roads,  you  have  carried  from  column  6,  over  to  column  12,  the 
various  provisions  as  to  what  shall  or  shall  not  be  counted,  less 
than  thirty  minutes  not  counted.  Over  thirty  minutes,  actual 
time.    Computed  to  nearest  quarter-hour,  and  over  thirty-five 
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minutes  to-  one  hour,  pay  one  hour;  actual  tmie  thereafter;  per- 
iods of  fifteen  minutes  and  so  on  have  been  adopted  or  appear 
in  the  schedules  of  different  roads,  as  to  how  this  switching- 
is  to  be  computed? 

Mr.  Bremerman:     Yes,  sir. 

Mr,  Sheean:  Now,  the  first  part  of  the  sheet  on  which 
this  information  is  assembled,  shows  how  it  accrues  or  when  it 
accrues. 

Mr.  Bremerman:     Where. 

Mr.  Sheean :     Where  it  accrues,  yes. 

Mr.  Bremerman:  Column  1,  at  ''Terminal  Stations;" 
column  2  "Main  Line  District  Terminal;"  coluinn  3,  "Terminals 
where  switch  engines  are  not  maintained;"  column  4,  "Termi- 
nals where  switch  engines  are  maintained  and  on  runs  70  miles 
or  over;"     Column  5,  "Terminals  prior  to  departure  only." 

Mr.  Sheean:  By  that  last  column,  "Terminals  prior  to 
departure  only,"  what  do  you  mean  by  that? 

Mr.  Bremerman :     Initial  terminals. 

Mr.  Sheean:  That  is,  there  is  a  schedule  provision  cover- 
ing switching  at  terminals  by  road  crews,  prior  to  their  depar- 
ture on  the  road  trip. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Now,  as  to  the  engineers  and  firemen,  what 
is  generally  the  situation  here  in  the  West,  as  summarized  on 
page  266? 

Mr.  Bremerman:  That  44.7  per  cent  terminal  switching 
would  accrue  at  terminal  stations  in  freight  and  passenger  serv- 
ice. Six  per  cent  at  main  line  district  terminals,  freight  and  pas- 
senger. Six  per  cent  at  terminals  where  switch  engines  are  not 
maintained.  Five  per  cent  at  terminals  where  switch  engines 
are  maintained,  freight  and  passenger.  Eight  per  cent  at  term- 
inal stations  in  freight  service  only.  Six  per  cent  in  freight  serv- 
ice paid  at  main  line  terminals  or  points  where  smtch  engines 
are  employed. 

Mr.  Sheean:     Now,  how  paid? 

Mr.  Bremerman:  Separate  and  independent  trip,  56.6 
per  cent. 

Mr.  Sheean:  That  is,  if  I  understand  that,  that  no  matter 
what  the  time  or  hours  of  the  trip  would  be,  that  when  this  ter- 
minal switching  thus  defined,  accrues  under  the  two  preceding, 
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that  ill  su,cli  cases  on  56.6  per  cent  of  the  I'oads  it  would  be  by 
independent  time  and  mileage  otlierwise  made. 

Mr.  Bremerman:  Yes,  sir,  that  is  what  is  meant.  On  11 
per  cent  it  is  not  paid  on  trips  70  miles  or  less  nntil  after  10 
hours'  service.  5  per  cent,  except  on  branch  rims  of  thirty-five 
miles  or  less  paid  after  10  hours'  service.  11  ]ier  cent  not  paid 
on  trips  of  less  than  100  miles  or  10  hours,  except  at  main  line 
terminals  or  points  where  switch  engines  are  employed.  9  per 
cent  not  paid  on  trips  of  less  than  100  miles  unless  such  i-un  cov- 
ers entire  district, 

Mr.  Sheean:  Just  a  moment  on  that  11.2  per  cent,  Mr. 
Bremerman,  as  to  just  what  that  means  in  the  summary  way  in 
which  you  have  put  it.  That  in  order  that  an  engineer  and  fire- 
man be  entitled  to  be  paid  as  a  separate  and  distinct  item  in  his 
day's  compensation,  on  11,2  pe^"  cent  of  the  roads,  it  w^ould  not 
be  paid  separately,  unless  he  had  already  run  100  miles,  or  unless 
his  total  time  on  duty  was  ten  hours, 

Mr.  Bremerman:  Yes,  sir,  that  is  the  meaning  of  that  sen- 
ten,ce, 

Mr.  Sheean:  So  that,  11.2  per  cent  of  the  roads  having  pro- 
visions, whereby,  under  their  schedules,  in  which  they  guarantee 
payment  for  100  miles  or  10  hours,  have  counter  provisions  that 
enables  them,  either  in  miles  or  hours,  to  get  the  100  miles,  be- 
fore they  have  to  pay  an  additional  premium  for  work  that  is 
done. 

Mr.  Bremerman:     I  think  that  is  true,  yes,  sir. 

Mr.  Sheean:  And  on  11.3  per  cent  of  the  roads,  there  is  a 
reservation  of  some  sort  in  the  schedule,  whereby  they  can  get 
either  70  miles  or  10  hours,  before  they  are  required  to  pay  this 
additional  amount  for  any  switching  that  is  done. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  in  that  ten  hours  that,  of  course,  would 
include  total  time  on  duty;  anything  on  the  road,  plus  all  the 
switching,  must  make  a  total  of  ten  hours,  or  they  must  either 
work  the  ten  hours  or  run  70  miles,  before  this  would  accrue  on 
these  i)articular  roads? 

Mr,  Bremerman:     Yes,  sir, 

Mr.  Sheean:  9  per  ,cent  have  the  provision  that  it  is  not 
paid  on  trips  less  than  100  miles.     Just  what  is  the  difference 
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between  that  and  the  not  paid  on  trips  of  less  than  100  miles  or 
10  hours — the  other  11  per  cent?         ^ 

Mr.  Bremerman:  The  difference  is  that  they  do  not  specify 
hours. 

Mr.  Sheean:  I  mean  practical  effect.  Of  course,  if  it  is 
over  10  hours  it  runs  into  overtime,  in  any  case. 

Mr.  Bremerman:  I  do  not  know.  I  do  not  believe  I  get 
your  question. 

Mr.  Sheean:  In  practical  effect,  what  difference  would 
there  be  on  two  10-hour  roads  here,  between  the  two  provisions 
of  "Not  paid  on  less  than  100  miles,"  and  "Not  paid  on  trips  of 
less  than  100  miles  or  10  hours'?" 

Mr.  Bremerman:  It  seems  to  me,  from  your  question,  if 
he  exceeded  the  10  hours,  that  it  would  not  be  paid  in  addition, 
unless  he  had  made  100  miles.  That  the  100  miles  governs,  in- 
stead of  100  miles  or  10  hours. 

Mr.  Sheean:  Of  course,  in  case  it  is  over  10  hours,  it 
would  be  overtime  in  either  case — would  be  paid  as  overtime? 

Mr.  Bremerman:  Unless  it  was  paid  as  an  arbitrary,  in 
addition  to  overtime. 

Mr.  Sheean :  Well,  both  of  these  provisions,  the  9  per  cent 
and  the  11  per  cent  on  these  roads  presei^e  the  right  to  obtain 
— and  the  other  one  that  was  considered  there — preserve  the 
right  either  to  get  70  miles,  or  100  miles,  or  10  hours,  what- 
ever they  pay,  separately  and  distinctly  for  this  work. 

Mr.  Bremerman:     Either  of  thern,  yes,  sir. 

Mr.  Sheean:  Now,  in  a  general  way,  the  situation  as  to 
firemen  follow^  the  lines  as  to  engineers  in  Western  territory? 

Mr.  Bremerman :     I  think  it  does. 

The  Chairman:  What  do  vou  mean  by  "Get  70  miles  or 
100  miles,"  Mr.  Sheean? 

Mr.  Sheean:  Under  this  provision  of  terminal  switching, 
there  being  in  all  the  schedules  a  provision  that  100  miles  or 
less,  10  hours  or  less  shall  constitute  a  day,  therefore,  the  roads 
guaranteeing  payment  for  100  miles  or  for  10  hours,  whenever 
an  engineer  or  fireman  is  sent  out  on  a  main  branch  line,  or 
otherwise,  these  particular  roads  provide  that  for  switching, 
before  starting  out,  or  after  coming;  in,  they  will  not  pay  as  a 
separate  item,  in  addition  to  that  minimum  day's  guarantee, 
unless  the  length  of  the  run  has  been  70  miles  or  100  miles, 
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or  the  total  time  on  duty  as  much  as  10  hours,  including  the 
time  covered  by  the  switching.  What  I  meant  by  the  form  of 
question  was  that  these  particular  roads,  having  guaranteed 
payment  for  100  miles  or  10  hours,  reserve  in  their  schedules 
the  right  to  use  roadmen  in  switching,  either  before  or  after 
every  run,  in  cases  where  the  run  has  not  been  70  miles,  or  the 
total  time  on  duty  has  not  been  10  hours. 

Mr.  Nagel:  Covers  the  difference  between  the  70  and  the 
100? 

Mr.  Sheean :  They  could  not  exceed  the  ten  hours,  in  any 
case.  That,  of  course,  would  run  into  overtime,  yes,  and  some 
have  the  actual  100,  unless  the  total  time  on  duty  be  as  high  as 
10  hours.  There  is  11.3  per  cent  not  paid  on  trips  of  70  miles 
or  less,  until  after  10  hours,  and  11  per  cent  not  paid  on  trips 
of  less  than  100  miles  or  10  hours. 

The  Chairman:  You  put  it  in  the  alternative.  I  under- 
stand now. 

Mr.  Stone :  Mr.  Sheean,  on  those  trips  of  70  miles,  do  you 
understand  that  that  is  main  line  mileage? 

Mr.  Sheean:  I  do  not  know  in  these  particular  roads, 
whether  it  be  or  not.  I  guess  we  can  tell  that ;  11.33,  Mr.  Stone, 
would  be  shown  on  the  detail  on  page 

Mr.  Bremerman:  That  is  the  Chicago,  Milwaukee  &  St. 
Paul,  Eastern  Lines,  shown  by  note  ^^Q,"  Chicago  &  North 
Western. 

Mr.  Sheean:     What  page  is  that? 

Mr.  Bremerman:  That  is  page  267,  not  paid  for  on  trips 
of  70  miles  or  less,  until  after  10  hours'  service.  After  first 
hour  actual  time,  one  mile  for  each  6  minutes. 

Mr.  Sheean:  On  trips  of  70  miles  or  less,  until  after  10 
hours'  service,  after  first  hour,  actual  time  one  mile  for  each  6 
minutes.  Now,  the  detail  as  to  this  terminal  switching,  when  it 
accrues  and  when  to  be  paid,  separate  and  distinct  from  road 
trip,  as  to  all  the  roads,  is  shown  in  detail  on  page  267,  as  to 
•engineers. 

Mr.  Bremerman:     267  as  to  engineers,  268  as  to  firemen. 

Mr.  Sheean:  Now,  at  page  269,  Mr.  Bremerman,  you  have 
switching  in  connection  with  road  work  of  engineers  in  Eastern 
territory,  but  no  effort  there  to  summarize  under  headings,  as 
jou  did  in  the  West  ? 
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Mr.  Bremerman:  No,  it  covers  botli  intermediate  work 
and  terminal  work,  and  in  that  connection  has  some  relation 
to  the  phase  we  discussed  this  morning,  of  intermediate  switch- 
ing, and  there  was  no  attempt  to  summarize  it;  it  varies, 

Mr.  Sheean:  Well,  now,  can  you  give  us,  just  in  a  general 
way,  some  idea  of  how  wide  the  variations  or  practices  are  made 
in  the  East,  as  shown  b}^  these  schedule  provisions? 

Mr.  Bremerman:  I  can  read  joii  the  rules.  I  do  not  know 
whether  I  can  state  it  in  a  short  way  or  not. 

Mr.  Sheean:  I  mean,  can  you -take  out  some  one  rule  that 
illustrates.  The  biggest  one  there  seems  to  be  the  New  York,. 
New  Haven  &  Hartford.  I  have  no  idea  of  what  it  covers,  or 
w^hether  it  shows  anything  particularly. 

Mr.  Bremerman:  I  have  not  noted  anything  here  par- 
ticularly. 

Mr.  Sheean:  Except  that  you  cannot  classify  or  arrange 
them  under  the  groupings  and  headings? 

Mr.  Bremerman:  It  was  very  difficult  to  do — unsatisfac- 
tory, and  we  started  it  and  abandoned  the  idea  of  trying  to  clas- 
sify it,  as  between  intermediate  and  terminal  and  relating  it  to 
the  different  rules.  So  we  placed  it  in  here,  in  its  entirety,  with- 
out attempting  to  summarize  it. 

The  Chairman:  The  Board  will  now  adjourn  until  ten 
o  'clock  tomorrow  morning. 

(Whereupon,  at  5  o'clock  P.  M.,  January  20,  1915,  an  ad- 
journment was  taken  to  January  21,  1915,  at  10  o'clock  A.  M.) 
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IN  THE  MATTER  OF  THE 

ARBITRATION 

between  the 

WESTERN  RAILWAYS 

and 

BROTHERHOOD  OF  LOCOMOTIVE 

ENGINEERS 

and 

BROTHERHOOD  OF  LOCOMOTIVE  FIRE 

MEN  AND  ENGINEMEN 
under  the  Act  approved  July  15,  1913,  by  agree- 
ment dated  August  3,  1914. 

Cliicai>:o,  JUinois,  January  21,  1915. 

Met  piu'siiant  to  adjoiirnnient  at  10:00  o'clock  A.  M. 
Present:     Arbitrators  and  ])arties  as  before. 

DAN  H.  BREMERMAN  was  recalled  for  further  examina- 
tion, and  having  been  previously  sworn,  testified  as  follows : 

Mr.  Sheean:  1  tliink.  Mr.  Bremerman,  at  the  time  of  ad- 
journment that  you  were  si)eaking-  of  tlie  detail  shown  as  to 
switching  in  connection  with  road  work. 

Mr.  Bremerman:     What  ])age! 

Mr.  Sheean:  At  pages  267-8-9,  and  271-2,  is  shown  the 
detail  which  is  summarized  at  page  266 ;  that  is  correct,  is  it  ? 

Mr.  Bremerman:  Yes,  the  summaries  for  the  west  are  at 
page  266.    There  are  no  summaries  for  the  East  and  Southeast. 

Mr.  Sheean :  But  as  to  the  East  and  Southeast,  tjie  various 
provisions  ])ertaining  to  switching  in  connection  with  road  work 
appear  on  these  i)ages,  269  to  271,  inclusive  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  At  page  272,  Mr,  Bremerman,  api)ears  the 
heading,  "Rules  Providing  for  Automatic  Release  and  Miscel- 
laneous Rules  Contrary  Thereto — Engineers.  Western  Terri- 
tory. ' ' 

Rules  assembled,  as  T  take  it,  on  this  part  of  the  Exhibit 
in  their  relationship  to  the  ])roposed  Article  7,  which  reads: 

"Engineers  and  firemen  arriving  at  terminal  or  end  of  run 
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are  aiitoinatically  released ;  when  used  again,  they  begin  a  new 
day." 

Mr.  Bremernian  :     Yes,  sir, 

Mr.  Sheean :  Now,  will  you  explain  briefly  the  manner  of 
assembling  these  rnles  which  relate  to  the  subject  of  automatic 
release  ? 

Mr.  Bremerman:  As  the  reading  indicates,  they  are  the 
rules  taken  in  full,  direct  from  the  Engineers'  Schedules  in 
Western  territory,  which  provide  for  automatic  release,  or  are 
contrary  thereto. 

Mr.  Sheean :  Now,  let  us  take  first  a  schedule  which  has  a 
provision  similar  to  the  one  proposed,  and  see  what  rules  in 
the  same  schedule  modify  the  general  statement  of  that  rule. 
Take  the  Great  Northern,  for  instance,  appearing  at  page  273 
in  the  second  column  on  that  page;  you  have  set  out  there  about 
the  middle  of  the  part  excerpted  from  the  schedule  of  the  Great 
Northern,  Rule  33.  "Engineers  arriving  at  Terminals  or  end  of 
run  are  automatically  released."  Under  this  rule  it  is  agreed 
that  the  Company  will  be  allowed  to  run  engineers  to  first  siding 
out  of  regular  terminal  to  pick  up  train  set  out  account  of 
blocked  yard,  and  run  through  terminal  with  same. 

"Assigned  to  Turn-Around  Trips.  This  will  not  prevent 
the  assignment  of  engineers  to  a  succession  of  short  trips  out  of 
a  terminal,  provided  that  second  or  any  succeeding  tri])  shall 
leave  the  terminal  within  ten  hours  from  the  time  called  to  leave 
designated  track  on  first  trij),  or  ])rovided  the  actual  miles  run 
are  less  than  one  hundred,  otherwise  the  additional  run  will  be 
considered  as  commencing  a  new  day.  Engineers  so  assigned 
not  to  be  run  around  by  each  other  at  their  terminals.  The  term 
assignment,  as  used  in  the  foregoing,  applies  where  there  are  15 
or  more  clays  continuous  service." 

In  the  rules  from  the  Great  Northern  schedule,  which  are 
here  excerpted,  you  enumerate  such  rules  as  modify  or  relate 
to  the  general  statement  in  the  first  part  of  Rule  33  ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  Will  you  just  give  us,  as  to  the  Great  North- 
ern, the  various  rules  which  are  numerated,  and  which  modify 
this  general  statement  of  automatic  release? 

Mr.  Bremerman :     Rules  6,  14,  31,  34  and  36. 
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Mr.  Slieean:  And,  in  a  siinnnary  way,  just  what  matters 
are  covered  by  these  modifications? 

Mr.  Bremerman:  The  matters  of  turn-around  trips,  for 
service  at  terminals,  for  handling  connecting  trains,  in  emer- 
gencies. 

Mr.  Sheean :  And  Rule  36  makes  what  modifications  of  the 
rule? 

Mr.  Bremerman:  '^(a)  A  straight-away  run  is  a  run 
from  one  terminal  to  another  terminal,  and  not  less  than  100 
miles  will  be  allowed  for  each  such  run,  except  as  hereinafter 
provided. 

'*  (b)  In  ]jassenger  service  a  turn-around  run  between  two 
terminals  will  be  computed  as  a  straight-away  run,  provided : 

''1.  The  distance  between  such  terminals  does  not  exceed 
85  miles,  or, 

''2.  The  turn-around  run  leaves  within  ten  hours  from  the 
time  called  to  leave  designated  track  on  the  first  trip. 

"(c)  In  freight  service,  providing  the  turn-around  run 
leaves  turn-around  point  within  ten  hours  from  the  time  called 
to  leave  designated  track  on  first  trip. 

"Otherwise  a  minimum  of  100  miles  will  be  allowed  for  each 
such  run  between  terminals,"  with  examples  of  turn-around  runs 
of  eighty-five  miles  or  less. 

Mr.  Sheean :  Now,  the  Northern  Pacific  schedule  is  shown 
at  page  274,  which  also  has  in  it  the  language  in  Rule  6,  that 
engineers  arriving  at  terminals  or  end  of  run  are  automatically 
released. 

Mr.  Bremerman :     Yes. 

Mr.  Sheean :  Give  us  briefly  what  modifications  or  excep- 
tions appear  in  the  schedule  to  that  rule? 

Mr.  Bremerman :  Rule  24,  ])roviding  for  actual  time  for 
turning  engines  at  terminals,  and  Rule  30,  providing  for  turn- 
around runs;  Rules  32,  33,  34,  35  and  36,  for  various  terminal 
services ;  Rule  44,  turn-around  runs  in  freight  and  mixed  service, 
and  providing  for  assignment  of  crews  to  a  succession  of  short 
trips  out  of  a  terminal. 

Mr.  Sheean  :  Now,  other  roads  handle  the  subject  of  turn- 
arounds and  series  of  short  trii)s  and  various  matters  of  that 
sort,  in  different  manners  in  their  schedules? 

Mr.  Bremerman :     Yes,  sir. 
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Mr.  Slieean:  For  example,  the  El  Paso  &  Southwestern, 
which  appears  at  page  273,  will  you  indicate  the  manner  in  which 
they  handle  matters  of  this  sort? 

Mr.  Bremerman:  "Article  XVIII.  An  engineer  is  under- 
stood to  have  reached  the  terminal  of  a  trip  on  any  division  or 
district  when  he  reaches  tlie  division  or  district  terminal  at 
which  engines  of  trains  are  usually  changed,  or  of  the  train  of 
which  the  tri])  is  made  and  having  done  so  and  proceeding 
farther  with  the  same  train,  or  lieing  sent  out  again  on  another 
trip  or  train,  he  is  in  either  case  understood  to  have  begun  an- 
other trip.  This  is  not  to  he  construed  to  ai:)ply  to  engineers 
working  on  short  trips  in  and  out  of  a  terminal  or  on  trains 
where  it  is  understood  that  engines  are  not  usually  changed." 

Mr.  Sheean:  And  are  there  similar  provisions  or  excep- 
tions in  the  schedule,  speaking  broadly,  not  limiting  you  to  any 
particular  language? 

Mr.  Bremerman :  There  are,  on  several  of  the  other  roads 
in  the  Western  territory. 

Mr.  Slieean :  Eoads  having  no  specific  provision  as  to  au- 
tomatic release,  what  is  the  Burlington  rule,  appearing  on  page 
272? 

Mr.  Bremerman:  Bule  23  reads:  "A  single  or  turn- 
around trip  of  less  than  one  hundred  miles  will  be  computed  one 
hundred  miles,  except  when  engineer  is  ordered  for  and  imme- 
diately makes  another  trip  in  the  same  day  in  his  turn,  both 
aggregating  one  hundred  miles  or  more ;  then  actual  mileage  will 
be  allowed." 

Mr.  Slieean:     And  Rule  21? 

Mr.  Bremerman:  ''Terminals  are  the  points  where  runs 
begin  or  end.  A  turning  point  on  a  turn-around  run  shall  be  con- 
sidered as  an  intermediate  point  on  a  continuous  run." 

Mr.  Sheean:     The  Illinois  Central,  page  273? 

Mr.  Bremerman:  "Article  10.  A.  A  series  of  short  runs 
in  continuous  service  will  be  computed  as  a  single  trip. 

"(B)  Engineers  returning  from  short  trips  will  rei)ort  to 
engine  house  foreman  for  further  orders  before  being  released. 

"(C)  When  engineers  make  a  short  trip  and  are  released 
at  end  of  said  trip  and  within  ten  hours  from  the  time  listed 
on  first  trip  start  to  make  a  second  short  trip  the  two  trips  will 
be  coupled  and  miles  and  hours  computed  continuously. 
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"Article  11.  A.  Where  a  trip  is  completed  over  a  district 
or  districts  exceedinj>'  90  miles  and  on  all  local  frei!L»:lit  runs  it 
will  not  be  coupled  witli  any  other  run  made  i)reviously  or  sub- 
sequently. 

''Note. —  it  is  understood  that  'a  tri]i  is  ooui])lete(r  when 
the  train  arrives  at  tlie  ])oint  of  delivery. 

"(B)  Where  a  day  is  completed  in  any  kind  of  service,  it 
will  not  be  coupled  with  another  run  made  jjicviousiy  or  subse- 
quently. 

"■((')  In  freight  or  irregular  i)assenger  service  a  trip  over 
a  district  of  90  miles  or  less  will  be  ])aid  100  miles  unless  doubled 
within  15  hours,  in  which  case  actual  mileage  will  be  paid  with  a 
minimum  of  100  miles  for  the  double.  If  an  intermediate  trip  is 
made  it  shall  be  computed  se]mrately  from  the  double. 

"'Article  12.  A.  Trips  turning  at  intermediate  ])oints  will 
be  termed  'turn-around  tri])s'  and  the  time  will  ])e  computed 
continuously  less  time  off  duty  at  the  turning  i)oint.  (Trii:)s  paid 
through  freight  rates  will  be  computed  continuously.) 

"(B)  A  turn-around  tri])  of  100  miles  or  less-  not  com- 
pleted within  15  hours  from  initial  listing  time  will  constitute  a 
separate  tri])  in  each  direction. 

"(C)  A  turn-around  tri})  exceeding  100  miles  not  com- 
pleted within  20  hours  from  initial  listing  time  will  constitute 
a  se])arate  tri]i  in  each  direction. 

"(D)  A  turn-around  trip  in  regular  passenger  or  mixed 
train  service,  over  a  district  of  90  miles  or  less,  will  l)e  com])uted 
and  paid  as  per  this  Article  12. 

"(E)  A  turn-around  trip  of  100  miles  or  more,  10  hours  or 
more,  will  not  be  coui)led  with  another  run  made  jireviously  or 
sul)sequently, 

"(P)  A  trip  originating  at  an  intermediate  terminal  or 
point  and  turning  at  a  district  terminal,  the  engineer  will  be 
allowed  continuous  time  unless  tied  up  at  the  turning  ])oint,  in 
which  event  a  mininnnn  of  100  miles  in  each  direction  will  be 
allowed.  REGULAR  ASSIGNED  TURX-AROUND  TRIPS 
EXCEPTED. 

"(G)  On  turn-around  trips,  where  actual  mileage  is  al- 
lowed, engineers  will  be  paid  at  overtime  rates  for  switching  at 
the  turning  point  when  the  same  exceeds  thirty  minutes.  This 
not  to  apply  to  local  freights." 
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Mr.  Sheean:  From  page  272  down  to  and  including  page 
275,  you  liave  set  forth  the  provisions  of  the  Engineers'  sched- 
ules in  Western  territory  which  relate  to  the  matter  of  auto- 
matic release,  or  are  contrary  thereto? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  And  at  the  bottom  of  page  275,  I  see  you 
note  ''For  brevity,  exhibit  of  corresponding  rules  in  schedules 
of  Western  Firemen  are  omitted,  with  the  statement  that  the 
Engineers'  rules  are  representative  in  a  general  way  of  Fire- 
men's rules  on  the  same  subjects." 

Mr.  Bremerman :     Yes,  sir. 

The  Chairman:  Mr.  Sheean,  how  many  railroads  now, 
parties  to  this  arbitration,  have  rules  that  are  uniform  as  re- 
spects this  particular  point? 

Mr.  Sheean:     Have  you  made  any  check  on  that? 

Mr.  Bremerman :  The  only  two  roads  that  have  rules  pro- 
viding for  automatic  release  are  the  Great  Northern  and  the 
Northern  Pacific,  10  per  cent  of  the  mileage.  As  to  uniformity 
on  other  rules,  I  have  made  no  study  of  that.  I  doubt  if  it 
could  be  considered  entirely  uniform.  There  are  great  varia- 
tions everywhere. 

The  Chairman :  Well,  is  it  the  purpose  of  this  exhibit  to 
show  that  there  is  a  diversity  of  rules  as  respects  the  different 
roads  on  this  particular  point? 

Mr.  Bremerman :  The  exliil)its  show  that  there  are  two 
roads  that  provide  for  automatic  release  similar  to  the  lan- 
guage of  the  proposal,  and  the  exhibit  also  shows  that  that  is 
modified  by  subsequent  provisions. 

The  exhibit,  as  to  the  other  roads,  shows  the  present  pro- 
visions for  turn-around  service  and  for  other  services,  and 
methods  of  payment  which  were  considered  contrary  to  the 
principle  of  automatic  release  as  it  was  understood. 

The  Chairman:  You  did  not  exactly  answer  my  (juestion. 
For  what  particular  puipose  is  this  exhibit  offered? 

Mr.  Sheean :  I  think  ])erliaps  I  should  answer  that.  It  is 
offered,  your  Honor,  for  the  purpose  of  showing  that  an  auto- 
matic release^  in  the  form  I'equested  is  found  only  in  the  two 
schedules,  and  that  in  those  two  there  are  specific  modifications 
covering  turn-arounds  and  short  runs,  and  that  the  ironclad 
rule  as  proposed  is  found  in  no  schedule  except  as  modified  by 
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various  exeei)tioiis ;  that  outside  of  those  two  roads,  even  thus 
modified,  other  roads  have  ])rovisions  which  are  specifieally 
contrary  to  the  ]^rinciple  that  whenever  a  man  arrives  at  a 
terminal  he  shall  receive  i)ay  for  100  miles. 

The  Chairman:  I  su))pose  it  is  your  contention  that  it 
would  he  impracticable  to  have  a  uniform  rule  ai)plying'  to  the 
various  roads? 

Mr,  Slieean:  To  have  a  uniform  rule,  and  that  even  though 
a  uniform  rule  were  possible,  that  the  particular  rule  which  is 
proposed  is  not — in  the  form  proposed — a  fair,  proper  or  equi- 
table rule  for  both  purposes. 

The  Chairman:  Of  course,  when  I  said  "Uniform  Rule," 
I  had  reference  to  the  ])roposition  which  is  now  before  us. 

Mr,  Sheean :  Yes.  There  are  the  two  purposes :  first,  the 
one  of  showing  that  it  is  impracticable  to  have  a  uniform  rule; 
and  second,  that  the  rule  proposed  is  not  a  fair  and  ]H'oper  rule. 

Mr.  Shea:     That  is  from  the  railroad  point  of  view? 

Mr.  Sheean:  Oh,  yes,  I  am  speaking  entirely  from  the 
railroad  point  of  view.  I  would  not  assume  at  any  time  to 
attempt  to  present  the  views  of  those  wdio  are  on  the  other  side 
of  the  table.  And  I  understood,  the  query  was  directed  as  to 
what  the  purpose  of  the  railroads  was  in  offering  the  exhibit. 

Mr.  Shea :  That  applies  to  all  of  your  opposition  or  criti- 
cism ? 

Mr,  Sheean:  Oh,  I  do  not  at  any  time  attempt  to  speak 
for  the  organizations  who  are  presenting  the  claims. 

The  Chairman:     That  goes  without  saying. 

Mr.  Shea:  Your  statement  was  so  general,  I  wanted  to 
have  that  fixed  in  my  mind  at  least. 

Mr.  Sheean:  Now,  Mr.  Bremerman,  following  ])age  275, 
a  similar  comparison  is  made  as  to  miscellaneous  rules  found 
in  the  schedules  in  Eastern  territory? 

Mr.  Bremerman :     Y'^es,  sir,  and  page  277,  the  Southeast. 

Mr.  Sheean:  And,  speaking  briefly,  in  all  of  these  terri- 
tories the  provisions  in  Firemen's  schedules  on  the  various 
roads  are  representative,  or  rather,  the  provisions  applying  in 
the  Engineers'  schedules  that  you  have  set  forth,  are  repre- 
sentative of  provisions  in  the  Firemen's  schedules? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     Page  278,  proposed  Article  7,  "Continuous 
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Time.  Engineers  and  Firemen  tied  up  between  their  terminals 
will  be  paid  continuous  time,  no  deductions  will  be  made  for 
time  tied  up."  Just  state  what  the  comparison  there  is,  page 
278. 

Mr.  Bremerman:  Page  278  contains  a  summary  of  rules 
in  the  three  territories,  for  both  engineers  and  firemen,  covering 
compensation  when  tied  U]:>  under  law. 

Mr.  Sheean :  At  page  279,  Mr.  Bremerman,  there  is  set  out 
in  the  right  hand  column  of  that  page,  an  agreement  to  which 
reference  has  been  made  heretofore. 

Mr.  Bremerman :  Known  as  the  agreeipent  of  April  1st, 
1908. 

Mr.  Sheean  :  That  is  the  standard  agreement,  or  what  you 
speak  of  as  the  standard  agreement,  at  page  278  in  the  sum- 
mary ? 

Mr.  Bremerman  :     Yes,  sir. 

^h\  Sheean :  That  agreement  is  an  agreement  with  the 
four  organizations  ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Now,  T  think  in  order  to  get  that  clear,  that 
you  had  better,  at  this  time,  just  summarize  briefly  what  tliat 
agreement  is,  and  if  there  are  any  particular  articles  in  that 
agreement  to  which  it  is  desired  to  call  attention  as  we  go 
along — 

The  Chairman :  Please  give  us  the  names  of  the  parties  to 
the  agreement. 

Mr.  Bremerman:  The  agreement  of  April  1st,  1908,  was 
made  between  the  "Western  railroads  and  representatives  of  the 
four  transportation  organizations,  the  Brotherhood  of  Locomo- 
tive Engineers,  the  Brotherhood  of  Locomotive  Firemen  and 
Enginemen,  the  Order  of  Railway  C^onductors,  and  the  Brotlier- 
hood  of  Railroad  Trainmen. 

Mr.  Sheean:     And  the  agreement  provides  what? 

Mr.  Bremerman :  The  provisions  of  the  agreement,  so  far 
as  it  has  relation  to  the  proposal  here  made,  will  be  found  in 
Articles  5  and  6,  in  column  5,  of  page  279.    Article  5  reads : 

"Road  crews  tied  up  under  the  law  will  be  paid  the  time 
or  mileage  of  their  schedules,  from  initial  point  to  tie-up  point. 
When  such  crews  resume  duty  on  a  continuous  trip,  they  will  be 
paid  miles  or  hours,  whichever  is  the  greater,  from  the  tie-up 
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point  to  the  next  tie-uj)  ])()int,  or  to  the  terminal.  It  is  under- 
stood that  this  article  does  not  i)erinit  crews  to  be  run  through 
terminals  unless  such  practice  is  permitted  under  their  sched- 
ules." 

Article  6.  "Road  crews  tied  uj)  for  rest  under  the  law,  and 
then  towed  or  dead-headed  into  terminal,  with  or  without  engine 
or  caboose,  will  l)e  ]iaid  therefor  as  ])er  Article  5,  the  same  as  if 
they  had  run  the  train  to  such  terminal." 

Article  7.  ''If  any  service  is  required  of  an  engine  crew,  or 
if  held  responsible  foi-  the  engine  during;  the  tie-up  under  the 
law,  they  will  be  ]iaid  for  all  such  service." 

Mr.  Sheean:  Now,  Mr.  Bremerman,  at  page  279,  just  ex- 
]')lain  briefly  what  is  shown  in  the  two  columns.  Engineers  and 
Firemen,  as  to  the  various  roads? 

Mr.  Bremerman :  The  first  column,  and  tlie  third  column, 
show  for  engineers  and  firemen  the  roads  which  were  ])arties  to 
the  agreement  of  x\])ril  1,  1908.  The  second  and  fourth  columns 
show  those  schedules  in  whicli  we  found  the  agreement  printed 
or  embodied. 

Mr.  Sheean:  Turning  back  to  page  278,  what  is  sununar- 
ized  there? 

Mr.  Bremerman :  As  to  Western  engineers,  70  per  cent  of 
the  mileage  was  party  to  the  agreement  of  April  1,  1908,  and  the 
agreement  is  now  found  in  the  schedules. 

().7  |)er  cent  were  shown  as  parties  to  that  agreement,  but 
the  agreements  were  not  found  in  the  schedules. 

10  per  cent  were  not  parties,  but  the  agreement  or  major 
parts  thereof  wei'e  found  in  the  schedules. 

12  per  cent  made  no  provision. 

^Ir.  Sheean:  And  substantially  the  same  situation  as  to 
firemen  in  Western  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  in  the  Eastern  territory,  what  is  the 
situation? 

Mr.  Bremernuin:  As  to  engineers,  91  ])er  cent  have  the 
Standard  "Hours  of  Service  Law"  rule  with  awarded  Article  E. 

;Mr.  Sheean:  Just  make  clear  what  that  awarded  Article 
Eis. 

The  Chairman:     Hue  mom(Mit,  iilease.     What  does  it  indi- 
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cate  when  you  find  a  schednle  which  does  not  contain  the  rules 
set  forth  here? 

Mr.  Sheean:  As  to  those  who  were  parties  to  the  agree- 
ment, it  would  simply  mean,  I  take  it,  that  they  did  not  go  to  the 
trouble  of  printing  it  in  the  schedule,  but  that  it  is  a  part  of  the 
conditions  under  which  they  operate.  Some  of  the  railroads,  the 
greater  part  of  them,  printed  the  agreement  in  full  as  a  pr«rt  of 
the  schedule. 

The  Chairman :  It  is  not  contended  that  they  are  not  living 
up  to  that  agreement? 

Mr.  Sheean :  Not  that  I  know  of,  no.  It  was  only  for  the 
purpose  of  showing  the  general  uniformity  here  either  by  sche- 
dule provision  specifically  appearing  in  the  schedule,  or  by  the 
fact  that  they  were  ]3arties  to  the  award. 

In  the  Eastern  territory,  Mr.  Bremerman,  Standard  "Hours 
of  Service  Law"  rule,  appears  in  90  per  cent  of  the  schedule 
with  awarded  Article  E.  Now,  just  make  clear  what  awarded 
Article  E  is. 

Mr.  Bremerman:  At  page  280,  in  the  footnotes,  the  first 
column  and  the  last  item  will  be  found  awarded  Article  E  for 
engineers,  reading: 

"Engineers  in  train  service  tied  up  under  the  law  will  be 
paid  continuous  time  from  initial  point  to  tie-up  point.  When 
they  resume  duty  on  continuous  trip,  they  will  be  paid  from  tie- 
up  point  to  terminal  on  the  following  basis:  For  fifty  (50)  miles 
or  less,  for  five  (5)  hours  or  less,  fifty  (50)  miles  pay;  for  more 
than  fifty  (50)  miles  and  up  to  one  hundred  (100)  miles,  or  over 
five  (5)  hours  and  up  to  ten  (10)  hours,  one  hundred  (100) 
miles  pay;  over  one  hundred  (100)  miles,  or  over  ten  (10)  hours, 
at  schedule  rates.  It  is  understood  that  this  does  not  permit 
running  engines  through  terminals  or  around  other  crews  at 
terminals  unless  such  practice  is  permitted  under  the  pay 
schedule." 

The  Chairman:     What  column  are  you  reading  from? 

Mr.  Bremerman:  The  last  paragraph  in  the  first  column 
on  page  280,  running  over  into  the  second  column. 

Mr.  Sheean:  Headed  "Aw^arded  Article  E."  So  that  turn- 
ing back  again  to  page  278  in  the  summary,  the  Standard  "Hours 
of  Service  Law"  rule  which  you  first  called  attention  to,  together 
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with  this  awarded  Article  E  which  you  have  just  read,  is  ef- 
fective on  over  90  per  cent  of  the  raihoadsf 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     And  as  to  firemen,  upon  93  per  centf 

Mr.  Bremerman:     Yes,  sir;  that  refers,  as  to  firemen,  to 
Article  8. 

Mr.  Sheean:     Yes. 

Mr.  Bremerman:     Which  is  also  shown  on  the  same  page. 

Mr.  Sheean:     Now,  Article  8  of  firemen,  shown  on  page  280. 

Mr.  Bremerman:  There  is  a  slight  change  from  Awarded 
Article  E  in  actual  language,  but  the  provision  is  the  same. 

Mr.  Sheean:  The  rule  itself,  as  to  the  firemen,  is  shown 
also  on  the  same  page  I 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:.  Now,  in  Southeastern  territory,  what  is  the 
situation  ? 

Mr.  Bremerman:  23.5  per  cent  have  Standard  "Hours  of 
Service  Law"  rule  with  Eastern  aw^arded  Article  "E."  20  per 
cent  the  same  except  x\_rticle  ''D"  is  omitted;  25  per  ,cent  have 
the  standard  rule  with  Eastern  Awarded  Article  "E"  omitted; 
also  Article  "D"  omitted;  but  retaining  that  portion  of  old 
Article  "E"  referring  to  running  through  terminals;  20.6  per 
cent  standard  ''Hours  of  Service  Law"  rule,  and  retaining  old 
Article  "E";  2.5  per  cent  standard  "Hours  of  Service  Law" 
rules  with  awarded  Article  "E"  omitted,  and  providing  when 
tied  up  under  law  paid  continuous  time  or  mileage  at  schedule 
rate  from  initial  to  terminal  less  dead  time  at  point  where  tied 
up.  3.7  per  cent  only  Article  "A"  and  "B"  of  standard  rule, 
and  providing  that  when  tied  up  will  be  relieved  and  deadheaded 
to  terminal  and  paid  same  as  though  they  had  completed  trip. 

Mr.  Sheean:     Now,  all  the  detail,  Mr.  Bremerman,  of  these 
provisions  is  shown  on  the  pages  which  follow  your  summary? 
Mr.  Bremerman:     Yes,  sir,  to  page  281. 

Mr.  Sheean:     And  there  have  been  in,corporated  here  the 
provisions  which  pertain  to  the  matter  of  tie-ups  under  the  law? 
Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     At  page  282  you  have  a  summary  of  tie-ups 
other  than  under  the  law  ? 

Mr.  Bremerman:     Yes,  sir. 
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Mr.  Slieean :  Which  you  have  set  up  in  connection  with  the 
proposal  for  continuous  time  in  Article  71 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Explain  briefly  just  how  this  summary  is 
made. 

Mr.  Bremerman:  It  is  made  from  the  details  found  on 
page  283  and  284  as  to  the  West,  and  following  pages  as  to  tlie 
East  and  Southeast. 

Mr.  Sheean :  Turning  back  for  just  a  moment,  Mr.  Bremer- 
man, to  ])age  279,  I  wanted  to  call  attention  to  the  fact  that 
under  Article  1  of  this  uniform  agreement,  ' '  Under  the  laws  lim- 
iting the  hours  on  duty,  creAvs  in  road  service  will  not  be  tied  up 
unless  it  is  apparent  that  the  trip  cannot  be  completed  within 
the  lawful  time ;  and  not  then,  until  after  the  expiration  of  four- 
teen hours  on  duty  or  under  the  Federal  Law,  or  within  two 
hours  of  the  time  i^rovided  by  the  state  laws  if  state  laws  gov- 
ern. ' ' 

Article  2.  "If  road  crews  are  tied  u])  in  a  less  number  of 
hours  than  provided  in  the  preceding  paragraph,  they  shall  not 
be  regarded  as  having  been  tied  up  under  the  law,  and  their 
services  will  be  paid  for  under  the  individual  schedules  of  the 
different  roads." 

Do  you  find  that,  to  meet  the  situation,  that  any  tie-up  in 
less  than  fourteen  hours  shall  not  be  considered  a  tie-U])  under 
the  law,  has  caused  to  be  ]3rovided  in  the  various  schedules,  pro- 
visions concerning  tie-n])s  that  are  under  the  agreement  not  to 
be  considered  tie-ups  under  the  law? 

Mr.  Bremerman :  I  could  not  say  that  it  caused  them  to  l)e 
put  in,  but  they  are  there. 

Mr.  Sheean:  That  there  are  provisions  in  the  schedules 
covering — 

My.  Bremerman :     Tie-ups,  other  than  under  the  law. 

Mr.  Sheean :  At  page  282,  you  have  summarized  these  pro- 
visions which  pertain  to  tie-ups,  other  than  under  the  law  f 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  give  us  generally  what  the  situation 
in  that  res])ect  is  to  Engineers  in  Western  territory? 

Mr.  Bremerman :  31  ]^er  cent  provide  that  crews  will  not 
be  tied  u])  between  terminals  to  avoid  payment  of  overtime, 
except  account  Federal  or  State  law.     3.9  per  cent  will  not  be 
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tied  lip  between  terminals  to  avoid  ]:>ayment  of  overtime,  except 
account  wrecks,  snow  blockade's  or  wasli-onts,  ol)structin,o;  line. 
4.4  per  cent  may  tie  np  trains  between  terminals  for  any  cause, 
without  allowing  continuous  time.  4.4  ])er  cent  will  not  be  tied 
up  between  terminals  except  account  wrecks,  snow  blockades  or 
wash-outs,  in  which  case  will  allow  ]iay  for  tirst  10  hours  so  held, 
in  addition  to  time  or  miles  made  and  not  less  than  TOO  miles 
for  each  succeeding  calendar  day  so  held.  3.4  i)er  cent  in 
through  or  irregular  freight  service  will  not  be  tied  up  between 
terminals  without  pay,  except  in  case  of  wrecks,  snow  blockades, 
or  wash-outs,  in  which  case  one-lialf  time  will  lie  allowed. 

Mr.  Sheean:  Now,  there  are  other  provisions  than  the 
ones  you  have  read  which  are  here  summarized  on  ]iage  282. 

Mr.  Bremerman :     These  are  for  engineers. 

Mr.  Sheean:  Now,  as  to  engineers  in  Eastern  territory, 
what  do  you  find  the  situation  to  be  as  shown  in  the  schedules? 

Mr.  Bremerman:  9V2  per  cent  provide  that  "Engineers 
despatched  from  terminal  shall  not  be  relieved  until  they  reach 
a  terminal  or  return  to  the  terminal  from  which  they  started, 
unless  released  from  change  of  turn  by' another  engineer.  May 
be  relieved  between  terminals  as  necessity  of  the  service  re- 
quires. A  minimum  of  100  miles  will  be  allowed  between 
relieving  points." 

4.6  per  cent,  "Engineers  will  not  be  held  l)etween  terminals 
except  under  overtime  rules." 

66  per  cent  have  no  provision  in  schedules. 

Firemen  follow  along  the  same  general  lines. 

Mr.  Sheean:     In  both  territories,  substantially? 

Mr.  Bremerman :     West  and  East,  yes. 

Mr.  Sheean :  Now,  in  the  Southeast,  as  to  tie-ups  not  under 
the  law. 

Mr.  Bremerman:  29  per  cent,  "Will  not  be  relieved  be- 
tween terminals  without  pay  and  held  for  further  duty,,  except 
in  compliance  with  Federal  or  State  Laws,  or  to  accord  them 
rest  when  asked  for,  or  when  line  is  broken  by  an  act  of  Provi- 
dence. 

"When  relieved  between  terminals  and  deadheaded  to  ter- 
minal, time  will  be  computed  until  arrival  at  terminal." 

That  is  the  largest  single  item,  and  is  fairly  representative 
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of  the  others.  There  are  variations ;  39.8  per  cent  have  no 
provision. 

Mr.  Sheean:  And  as  to  firemen,  about  15  per  cent  have 
the  same  provision  in  the  schedule  as  the  one  you  have  just 
read  f 

Mr.  Bremerman :  Yes,  sir.  43  per  cent,  no  provision ;  and 
38  per  cent,  no  schedules  shown. 

Mr.  Sheean:  The  detail  as  to  these  provisions  of  "Tie- 
ups  other  than  under  law,"  is  shown  at  pages  283  and  284  as 
to  Western  territory,  and  page  285  as  to  Eastern  and  South- 
eastern territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  At  page  286  is  shown  "Proposed  Article  8. 
Held  away  from  Home  Terminals.  Engineers  and  firemen  held 
at  other  than  home  terminal  (including  rest  period)  will  be  paid 
continuous  time  for  all  time  so  held,  after  the  expiration  of  15 
hours  from  time  relieved  from  previous  duty,  at  the  rate  per 
hour  paid  for  the  last  service  performed;  less  than  one  hour 
not  to  be  paid  for." 

Have  you  assembled  in  connection  with  this  the  provisions 
which  pertain  to  the  subject  of  "Held  away  from  home  ter- 
.  minals  "1 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  There  has  been  no  effort,  or  has  there  been 
an  effort  to  make  any  summary  as  to  uniformity  as  to  what  the 
rules  were? 

Mr.  Bremerman:  As  to  the  specific  provisions  of  the  dif- 
ferent rules  in  the  West,  we  have  covered  it  in  the  summary, 
merely  by  the  summary  that  there  are  provisions  in  a  certain 
percentage  of  the  mileage. 

Mr.  Sheean :  But  what  particular  provision  there  is  would 
ap])ear  from  the  schedules  themselves? 

Mr.  Bremerman:     And  the  details  on  page  287. 

Mr.  Sheean:  In  by  far  the  greater  part  of  the  mileage  in 
Western  territory,  there  is  no  provision  in  the  schedule  spe- 
cifically covering  the  matter  of  "Held  away  from  home  ter- 
minal"? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  in  the  East  and  Southeast,  in  substan- 
tially all  of  both  the  territories  whose  mileage  is  here  shown, 
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there  are  provisions  \Tliicli  cover  the  matter  of  being  held  away 
from  home  terminals? 

Mr.  Bremerman :  Yes,  sir,  for  some  branch  of  the  service 
in  all  territory. 

Mr.  Slieean :  Now,  just  briefly  give  ns  from  the  detail  the 
manner  in  -which  the  subject  of  being  held  away  from  home 
terminals  is  covered,  what  the  provisions  are? 

Mr.  Bremerman:.  Page  287,  engineers,  Western  territory, 
the  Canadian  Northern  Article  12  reads: 

''After  expiration  of  eighteen  hours,  engineers  on  unas- 
signed  runs,  held  away  from  home  terminal,  will  be  paid  mini- 
mum passenger  rates  for  each  hour  up  to  nine  hours,  and  there- 
after for  the  last  nine  hours  of  each  succeeding  twenty-four 
hours  so  held.  The  eighteen  hours,  as  above  mentioned,  must 
be  in  excess  of  any  time  occupied  in  taking  rest  that  was 
booked.  Does  not  apply  if  due  to  blockades  or  will  it  include 
Sundays.  Enginemen  will  not  be  required  to  make  more  than 
two  tum-arounds  before  being  returned  to  home  terminal." 

The  Duluth,  Winnipeg  &  Pacific  appears  to  be  the  same 
except  as  to  the  last  sentence  just  read. 

Mr.  Sheean :  The  Ft.  Worth  &  Denver  City  seems  to  have 
a  provision — 

Mr.  Bremerman:  "Engineers  held  away  from  home  ter- 
minals, after  required  rest  is  up,  shall  receive  one  day's  pay, 
after  being  held  twenty-four  hours,  for  each  additional  twenty- 
four  hours,  or  less,  or  deadheaded  home,  rate  to  apply  as  per 
class  of  engine  handled." 

Mr.  Sheean:  Now,  all  of  the  provisions  on  this  subject 
which  appear  in  Western  schedules  are  shown  on  page  287  ? 

Mr.  Bremerman:  Except  as  to  held  for  snow  plow,  and 
messenger  service,  and  some  other  arrangements  for  a  special 
service  other  than  the  pool  freight  and  passenger. 

Mr.  Sheean:  And  those  special  services  you  have  not  at- 
tempted to  show  here? 

Mr.  Bremerman :     No,  sir. 

Mr.  Sheean :  Now,  in  the  Eastern  territory,  where  they 
have  90  per  cent  of  the  mileage  covered  by  some  provisions  con- 
cerning held  away  from  home  terminal,  just  give  us  what  the 
provisions  in  the  Eastern  territory  are? 

Mr,  Bremerman:     7.'>   ]ier   cent   take   the   rule   that   "En- 
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gineers  in  luiassigned  freight  service  held  28  hours  at  other  than 
designated  home  terminals  without  performing  service,  are  to 
be  paid  overtime  rates  as  follows:  10  hours  for  the  first  28 
hours  so  held,  and  10  hours  additional  overtime  for  each  com- 
plete 24  hours  so  held  thereafter,  provided  that  this  regulation 
does  not  apply  to  engineers  delayed  by  reason  of  compliance 
with  the  law,  or  obstruction  of  the  line  through  act  of  Provi- 
dence. "  . 

Mr.  Slieean:  Now,  Mr.  Bremerman,  your  summary  at 
page  286,  in  which  you  relate  to  the  proposal  here  the  Eastern 
territory,  in  w^hich  you  show  provisions  covering  engineers  held 
awaj^  from  home  terminals,  might,  at  the  first  glance,  be  con- 
sidered as  showing  that  provisions  in  Eastern  territory  were 
similar  in  their  actual  operation  to  the  request  here  made.  You 
have,  without  reference  to  the  differences  as  to  the  time  or  the 
differences  of  methods  of  payment,  simply  assembled  the  rules 
which  cover  the  matter  of  being  held  awav  from  home  terminals. 

Mr.  Bremerman:  Yes,  sir;  the  summary  of  these  detailed 
sheets  would  be  very  little  smaller  than  the  detailed  sheets 
themselves,  and  practically,  I  suppose,  we  could  have  omitted 
this  summary.  It  only  shows  the  relative  proportions  of  the 
mileage. 

Mr.  Sheean:  In  the  part  you  have  just  read  here  as  being 
in  force  on  73  per  cent  of  the  mileage  in  Western  territory,  the 
rule,  as  you  read  it,  pertains  ap]3arently  only  to  engineers  in  un- 
assigiied  freight  service! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  While  the  request  here,  as  made,  applies  to 
all  classes  of  service? 

Mr.  Stone:  Pardon  me,  Mr.  Sheean.  You  said  Western 
territorv ;  vou  mean  Eastern  territorv  f 

Mr.  Sheean :     Eastern  territorv,  ves,  sir. 

Mr.  Bremerman:  I  would  understand  from  the  proposal 
which  says  "Engineers  and  firemen"  that  it  would  mean  with 
no  qualification.    I  do  not  know  as  to  the  exact  application. 

Mr.  Sheean :  But  in  the  language  quoted  here,  there  is  no 
limitation  to  it,  if  unassigned  freight  service,  as  to  the  rule  in 
the  East  you  have  read ! 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  The  rule  in  the  East  you  have  read,  being  in 
effect  on  73  per  cent  of  the  mileage  there,  provides  for  payments 
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when  they  are  held  28  hours  at  other  than  designated  home  ter- 
minal, while  the  re(inest  here  is  after  the  exi)iration  of  15  hours? 

Mr.  Bremernian :     Yes,  sir. 

Mr.  Sheean:  Now,  what  other  ruU>s  do  you  find  in 
Eastern  territory!  Well,  they  are  varied  and  small  in  ])ercent- 
age,  apparently,  as  shown  at  page  288? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Tlio  Uirge  percentage  of  73  per  cent  is  llie 
rule  you  have  just  given,  and  as  to  firemen — 

Mr.  Bremernian:  Practically  82  i)er  cent  take  th(»  follow- 
ing rule,  as  shown  on  page  288:  "Firemen  in  pool  freight  and 
in  unassigiied  service  held  at  otlier  than  home  terminal,  will  he 
paid  continuous  time  for  all  time  so  held  after  the  exi)iration  of 
eighteen  hours  from  time  relieved  from  ])revious  duty,  at  the 
rate  per  hour  paid  him  for  the  last  service  ])erformed.  If  held 
fourteen  hours  after  the  expiration  of  the  first  twenty-eight  hour 
period,  he  will  be  paid  continuous  time  for  tlie  next  succeeding 
ten  hours,  or  until  the  end  of  the  twentj'-four  hour  i)eriod,  and 
similarly  for  each  twenty-four  hour  period  thereafter.  Should 
a  fireman  be  called  for  duty  after  pay  begins,  his  time  will  be 
computed  continuously. ' ' 

Mr.  Sheean:  Now,  in  the  Southeastern  territory,  where 
there  are  provisions  of  some  sort  covering  schedules — there 
are  provisions  of  some  sort  covering  the  matter  of  held  away 
from  home  terminals.     Will  you  give  us  that,  if  you  |)lease? 

Mr.  Bremerman:  87 V^  per  cent  as  to  engineers  carry  the 
rule:  "F]ngineers  held  at  other  than  home  terminal,  ]iaid  ten 
hours  for  the  first  twenty-eight  hours  and  ten  hours  for  each 
twenty-four  hours  held  thereafter.  Does  not  apply  to  men  de- 
layed by  reason  of  compliance  with  the  law,  delayed  on  account 
of  line  obstructed  by  act  of  Providence,  nor  to  men  on  assigned 


runs. ' ' 


Mr.  Sheean:  Now,  as  to  firemen,  what  is  the  ]n-e]ionder- 
ating  rule  in  Southeastern  territory? 

Mr.  Bremerman:  The  largest  single  item  is  39 V^  ])er  cent, 
whicli  takes  the  same  rule  that  I  just  read.  Of  course,  approxi- 
mately 37  per  cent  we  have  no  schedules  covering. 

Mr.  Sheean:  So  that  the  preponderating  rule,  both  as  to 
engineers  and  firemen  in  the  Southeast,  is  to  pay  ten  hours  for 
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the  first  28  hours  and  ten  hours  for  each  24  hours  held  there- 
after! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  not  applicable  to  men  on  assigned  runs, 
or  not  ajjplicable  where  the  delay  is  due  to  an  act  of  Providence 
or  because  of  compliance  with  the  law. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  At  page  290  you  have  proposed  Article  IX, 
on  the  subject  of  "Deadheading — Engineers  and  firemen  dead- 
heading on  comi)any  business  shall  be  paid  the  same  rate  and 
on  the  same  basis  as  the  engineer  and  fireman  on  the  train  on 
which  deadheading.  Rules  in  individual  schedules  governing 
minimum  day  and  other  conditions  to  apply."  The  summary 
here  shows  what,  Mr.  Bremerman? 

Mr.  Bremerman :  Compares  the  present  rules  covering 
deadheading  in  the  three  territories  for  both  engineers  and  fire- 
men, as  related  direct^  to  the  proposal  to  pay  the  same  rate, 
and  on  the  same  basis  as  the  engineer  and  fireman  on  the  train 
on  which  deadheading.  In  the  West,  as  to  engineers,  6  per  cent 
pay  the  same  rate  as  engineer  pulling  train. 

Mr.  Sheean:     And  how  many  in  the  East  i^ay  in  that  way! 

Mr.  Bremerman:     2  per  cent. 

Mr.  Sheean :     And  in  the  Southeast  ? 

Mr.  Bremerman:  32  per  cent  the  same  as  the  engineer  on 
the  train  on  which  deadheading;  5  per  cent  one-half  of  the  rate 
of  the  engineer  of  the  train  on  which  deadheading,  2  per  cent  of 
which  pays  the  full  rate,  if  not  used  again  in  18  hours ;  31  per 
cent  pay  the  same  rate  as  engineer  pulling  train  when  dead- 
heading on  freight  train,  for  the  distance  traveled. 

Mr.  Sheean:  Coming  back  to  the  West,  the  large  item  is 
varied,  rates  and  rules  governing  deadheading? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  92  per  cent  in  the  East — 97  per  cent  varied 
rates  and  rules  governing  deadheading,  and  in  the  Southeast, 
31  per  cent  have  varied  rates  and  rules? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Substantially  the  same  thing  as  to  firemen 
in  the  territories  as  there  is  with  reference  to  engineers? 

Mr.  Bremerman :  With  the  usual  percentage  of  variations, 
yes. 


3229 

Mr.  Slieean :  Now,  will  you  just  give  us,  please,  Mr,  Brem- 
erman,  some  of  the  examples  to  illustrate  the  different  manners 
in  which  deadheading  is  provided  for,  in  different  schedules? 
Take  the  West  first. 

Mr.  Bremerman :  Page  291,  Deadheading — Phigineers. 
Denver  &  Kio  G-rande  provides  that  on  company  business  they 
pay  the  same  rate  as  engineer  handling  train  on  which  dead- 
headed, no  overtime  minimum  of  one-half  day.  Can  be  com- 
bined. 

Mr.  Slieean  :     What  do  you  mean  by  ' '  can  be  combined ' '  ? 

Mr.  Bremerman :  I  understand  the  schedule  provision  that 
the  deadheading  service  can  be  combined  with  full  service  in 
the  computing  of  the  time.  That  is  my  understanding  of  that 
phrase. 

Mr.  Sheean:  That  is,  a  person  deadheading  out  a  short 
distance  and  taking  a  train  in,  would  be  in  continuous  service  ; 
could  combine  the  deadhead  trip  with  the  trip  of  the  train  that 
he  brought  in? 

Mr.  Bremerman:  Yes,  the  two  could  be  combined,  but  it 
would  be  under  the  schedule  provisions  that  are  not  shown  in 
full  here. 

Mr.  Sheean :  I  did  not  mean  necessarily  to  say  under  con- 
tinuous time,  but  that  you  could  combine  the  deadheading  trip 
with  the  trip  on  which  he  brought  in  the  train? 

Mr.  Bremerman:     In  the  computation. 

Mr.  Sheean :  That  is,  there  would  not  be,  necessarily,  two 
different  classes  of  service,  or  two  minimum  pays,  or  anything 
of  that  sort.  Now,  give  us  some  of  the  other  examples,  how 
they  differ  on  different  roads,  in  matter  of  deadheading? 

Mr.  Bremerman :  Well,  the  Santa  Fe,  Eastern  and  West- 
ern Lines,  pay  actual  mileage  at  2V'2  cents  per  mile,  not  to  be 
coml)ined  with  other  service.  The  Santa  Fe,  Coast  Lines,  3^2 
cents  i)er  first  100  miles  and  1-14  cents  per  mile  for  miles  in 
excess  of  100.  Canadian  Pacific,  on  company  business,  200 
miles  or  less,  minimum  passenger  rate  applied  to  actual  mile- 
age ;  in  excess  of  200  miles,  Mi  minimum  passenger  rates.  Mini- 
mum day  allowed  at  minimum  passenger  rate,  but  can  be  com- 
bined with  other  service  to  extent  of  10  hours.  The  Alton  pays 
414  cents  per  mile.  North  Western,  Mi  actual  mileage  at  4.4 
cents  per  mile.     Can  be  used  to  make  up  constructive  mileage. 
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Burlington,  2.4  cents  per  mile,  in  connection  ^itli  passenger 
service  and  lone  engine  service ;  4.8  cents  per  mile  in  connection 
with  freight  service.  Other  classes  services,  2.4  cents  per  mile 
on  passenger  trains  and  4.8  cents  per  mile  on  freight  trains. 
Milwaukee,  Eastern  Lines,  full  mileage  at  one-half  rate  on  pas- 
senger trains ;  full  mileage  at  full  rates  on  freight  trains,  with 
minimum  of  100  miles,  if  no  other  service  performed.  If  liours 
exceed  miles,  hours  are  allowed.  If  deadheading  on  freight 
trains,  will  be  paid  initial  terminal  delay  time,  same  as  crew 
they  are  deadheading  with.  Temporary  transfers  to  Foreign 
Division  paid  at  rate  of  $4.70.  Mileage  and  other  conditions 
above  to  apply. 

Mr.  Sheean :  Well,  all'  of  the  various  provisions  in  AVest- 
ern  territory,  as  to  engineers,  are  shown  at  page  291? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean:  And  as  to  tiremen  in  Western  territory,  the 
variety  of  provisions  and  variety  of.  manners  of  handling  dead- 
heading is  shown! 

Mr.  Bremerman:  Yes,  sir.  It  was  found  impractical )]e  to 
try  to  draw  it  up  in  a  summarized  form. 

Mr.  Sheean:  Practically  all  the  roads,  I  judge  from  this, 
have  some  provision  pertaining  to  the  matter  of  deadheading — 
treated  as  a  special  subject! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Page  293  shows  the  same  information  as  to 
the  Eastern  territory ! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Do  you  find  a  like  dissimilarity  as  to  the 
manner  in  which  deadheading  is  paid! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Any  particular  road  or  roads  there,  Mr. 
Bremerman,  that  will  illustrate  the  ditferences  in  practice  as  to 
deadheading  f 

Mr.  Bremerman:  Well,  the  Baltimore  &  Ohio,  "Deadhead- 
ing under  orders  on  freight  trains,  their  full  rate.  On  passenger 
trains,  one-half  the  regular  rate." 

Boston  &  Maine,  "One-half  mileage  allowed  for  deadhead- 
ing except  that  at  least  100  miles  will  be  allowed  when  this  is 
the  only  service  performed  during  the  day." 

Delaware  &  Hudson,  "When  deadheading  one-half  mileage 
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made  ill  their  class  will  be  allowed  on  passenger  trains,  and  full 
mileage  on  freight  trains. ' ' 

I  am  ])icking  just  some  of  the  shorter  ones. 

Pennsylvania  Lines,  East,  "Freight  engineers  running  light 
or  deadheading  on  another  freight  train  allowed  full  time.  On 
passenger  trains,  one-half  time  and  mark  up  on  arrival.  Pas- 
senger engineers  running  light  or  deadheading  allowed  full 
time." 

Mr.  Sheean:  Firemen  in  Eastern  territory  are  shown  at 
294? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  same  impracticability  of  trying  to  sum- 
marize or  assemble  in  the  East  that  you  found  in  the  West, 
under  classitications  of  rules! 

Mr.  Bremerman:  Yes;  the  thought  was  that  the  summary 
would  be  little,  if  any,  shorter  than  the  details  themselves. 

Mr.  Sheean:  Now,  the  Southeast  is  shown  at  page  295,  as 
to  lioth  engineers  and  firemen? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Give  us  a  few  examples  of  the  way  in  which 
the  deadheading  subject  is  handled  in  the  schedules  in  the  South- 
east. 

Mr.  Bremerman:  Well,  the  first  one,  the  Alabama  Great 
Southern,  as  to  engineers  and  firemen:  "Engineers  or  firemen 
deadheading  less  than  one  hundred  miles  will  be  allowed  a 
minimum  of  fifty  miles  at  through  freight  rates  if  required  to 
deadhead  on  passenger  trains  and  a  minimum  of  one  hundred 
miles  at  through  freight  rates  if  required  to  deadhead  on  freight 
trains,  provided  that  other  seryice  is  not  required  of  them  with- 
in nine  hours  after  deadhead  trip  is  completed,  the  nine  hour 
maximum  not  to  apply  Avlien  they  reach  home  terminal;  if  other 
service  is  required  within  nine  hours  after  the  completion  of 
deadhead  trip  they  shall  be  i)aid  specified  rates  (engineers  4.25 
cents,  firemen  2.50  cents  per  mile,  if  deadheaded  on  passenger 
trains;  5.15  cents,  firemen  3.10  cents  per  mile  if  deadheaded  on 
freight  trains)  for  actual  miles  made  when  deadheading  and 
shall  receive  at  least  a  minimum  day's  pay  for  service  for  which 
called  after  completion  of  deadhead  trips,  deadhead  trips  to  be 
]>aid  for  independently  of  service  trips.  When  for  any  reason 
euiiineers  or  firemen  lav  oif  tliev  will  not  be  allowed  to  deadhead 
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to  their  engines  until  three  days  after  laying  off;  engineers  or 
firemen  deadheading  to  or  from  engines  under  such  conditions 
will  not  receive  pay  for  such  deadhead  trips." 

Atlanta  &  West  Point:  "Engineers  deadheading  over  the 
road  on  company's  business  will  be  paid  one-half  the  rate  of 
engineers  of  the  train  on  Avhich  they  are  traveling." 

Atlanta,  Birmingham  &  Atlantic:  "Engineers  deadhead- 
ing over  the  road  on  Company's  business  will  be  paid  one-half 
the  rate  which  the  engineer  of  the  train  on  which  they  travel  is 
paid,  provided  such  engineers  are  called  to  go  out  on  a  run 
within  ten  hours  after  arrival  at  terminal ;  if  not,  he  will  receive 
a  minimum  day's  pay  for  the  deadhead  trip." 

Mr.  Sheean:  In  the  Southeast,  also,  you  have  simply  set 
out  the  schedule  provisions  of  the  diiferent  roads? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Both  as  to  engineers  and  firemen;  pertaining 
to  the  subject  of  deadheading? 

Mr.  Biemerman:     Yes,  sir. 

Mr.  Byram:  This  exhibit  of  the  proposed  rules  seems  to 
say  that  this  deadheading  will  be  paid  at  the  same  rate  and  on 
the  same  basis  as  the  engineer  and  fireman  on  the  train  on  which 
deadheading.  Do  you  find  that  these  provisions  in  the  schedules 
of  these  various  roads  generally  provide  that  the  basis  of  pay- 
ment shall  be  tlie  same? 

Mr.  Bremerman  :     Generally  speaking,  it  provides  the  rate. 

Mr.  Byram:     The  rate  only? 

Mr.  Bremerman :     Yes,  1  just  read  one-^ 

Mr.  Byram :  And  it  specifies  the  conditions  under  wliieh 
that  rate  shall  be  applied? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Byram  :  As  distinguished  from  the  basis  of  ])ay  of  the 
crew  in  service? 

Mr.  Bremerman :  Yes.  There  may  be  an  exce])tion  to  that, 
l)ut  where  it  is  paid  it  is  ordinarily  the  same  rate,  that  is  so 
mentioned  in  the  schedule. 

Mr.  Byram:     The  same  rate? 

Mr.  Bremerman :     Yes. 

Mr.  Byram:     But  not  the  same  basis? 

Mr.  Bremerman :  It  does  not  say  the  same  basis  in  that 
rule. 
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Mr.  Slieeaii :  But  spcakiii;^'-  broadly,  Mr.  BreimMiimn,  the 
matter  of  deadlieading  is  ii'ciicrally  covorod  1>y  some  provision 
in  the  schedule  ? 

Mr.  Brenieriiiaii :  Oh,  I  tliiiik  so,  witli  the  exeei)tioii,  per- 
haps, of  terminal  comi)aiiies;  and,  some  of  those  have  deadhead- 
ing ])rovisions. 

Mr.  Sheeaii :  That  is,  that  is  made  a  separate  subject  for 
treatment  in  the  schedules? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Sheean :  Both  as  to  the  basis  and  i-ate,  and  manner  of 
payment? 

Mr.   Bremerman  :     Ves,  sir. 

Mr.  Sheean:  Page  296,  in  connection  v.ith  i)roposed 
Article  10,  Hostlers,  "At  points  where  an  average  of  six  or 
more  locomotives  are  handled  within  twelve  hours,  day  or  night, 
hostlers  shall  be  maintained."  Just  what  have  you  assembled 
in  connection  with  that  part  of  proposed  Article  101 

Mr.  Bremerman :  Page  296  covers  that  ])art  which  relates 
to  provisions  for  the  maintenance,  or  providing  of  hostlers,  at 
certain  points ;  and  their  duties  in  a  general  way. 

Mr.  Sheean:     And  at  ])age  297,  what  is  assembled? 

Mr.  Bremerman :  At  i)age  297,  the  rates  as  found  in  the 
schedules  where  mentioned,  for  hostling  service. 

Mr.  Sheean :  Assembled  in  connection  with  the  proposed 
request  as  to  the  Hostler's  rate? 

Mr.  Bremerman:  Yes,  sir;  also  the  meal  liour  regulations 
on  page  297. 

Mr.  Sheean  :  Then,  at  page  296,  as  to  that  ])art  of  the  pro- 
posal which  says  that  "At  points  where  an  average  of  six  or 
more  locomotives  are  handled  within  twelve  hours,  day  or  night, 
hostlers  shall  be  maintained,"  give  us,  if  you  please,  the  result 
of  information  obtained  from  th6  schedules  on  ]irovisions  that 
bear  any  relations!) i})  to  that '! 

Mr.  Bremerman:  On  48  per  cent  of  the  mileage  the  sche- 
dules provide  that  hostlers  shall  receive  and  deliver  engines  on 
designated  track. 

On  10  per  cent,  engines  will  be  taken  to  and  from  trains,  at 
terminal  points  by  hostlers,  except  specitied  ])oints. 

13^A  per  cent,  hostlers  shall  receive  and  deliver  engines  on 
designated  track,  and  where  engineers  are  required  to  house 
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engines  or  take  them  out  of  roiindlioiise  shall  be  allowed  5  miles 
for  each  move. 

9.8  per  cent,  no  ])rovision.     Other  smaller  items  appearing. 

Mr.  Sheean :  I  note  as  to  Western  territory,  yon  have  no 
heading  "Where  maintained,"  as  yon  have  nnder  Eastern  terri- 
tory and  Sontheastern  territory. 

Mr.  Bremerman:     No. 

Mr.  Sheean :  Under  the  heading,  in  Eastern  territory, 
'*' Where  Maintained,"  what  is  the  sitnation? 

Mr.  Bremerman:  There  was  fonnd  in  the  schedules  on  5 
per  cent  of  the  mileage,  the  provision  that  hostlers  would  be 
maintained  at  points  where  8  or  more  engines  put  up. 

5.5  per  cent  at  terminals  and  changed  as  conditions  may 
require.     Otherwise,  no  provision. 

Mr.  Sheean :  In  the  Southeast,  under  the  heading  ' '  Where 
Maintained,"  what  is  the  situation? 

Mr.  Bremerman:  78  per  cent  at  points  specified  in  local 
agreements. 

7  per  cent  at  relay  points. 

8  per  cent  at  main  line  terminals  or  division  terminals. 
Mr.  Sheean :     What  is  the  situation  in  the  East  as  to  the 

Tuaintenance,  or  the  providing,  rather,  of  hostlers  to  handle 
passenger  trains  between  dejoot  and  roundhouse,  and  receive 
:and  deliver  all  engines  on  designated  track? 

Mr.  Bremerman :  52  per  cent  of  the  mileage  carries  the 
provision  that  hostlers  will  handle  passenger  engines  between 
depot  and  roundhouse  and  will  receive  and  deliver  all  other 
engines  on  designated  track. 

7  per  cent,  when  firemen  act  as  hostlers  will  receive  highest 
rate  of  road  pay. 

5  per  cent,  hostlers  will  take  engines  to  and  from  trains 
at  terminals,  except  specified  points  agreed  upon. 

Mr.   Sheean:     In  the   Southeast,  what  is  the  situation? 

Mr.  Bremerman :  24  per  cent,  hostlers  will  receive  engines 
on  all  trains  and  deliver  engines  on  designated  track. 

21%  per  cent,  hostlers'  duties  at  specified  points  include 
helping  and  switching? 

15  per  cent,  hostlers  will  not  be  used  outside  yard  limits, 
or  to  break  in  engines. 

12.7  per  cent,  no  definition  of  hostlers'  duties. 
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Mr.  Sheean:  Now,  on  page  297,  Mr.  Biemermaii,  what  is 
the  showing  as  to  the  rates  now  found,  in  comparison  with  the 
rates  requested? 

Mr.  Bremerman:  Well,  there  is  a  wide  variation  there, 
or  a  large  number  of  rates.  Would  you  care  to  have  me  read 
them  all,  or  give  the  range  ? 

Mr.  Sheean:  No,  just  the  spread  as  shown  in  AVestern 
territory. 

Mr.  Bremerman:  In  monthly  rates  from  $80.()()  days  and 
$85.00  nights,  to  $97.50,  day  or  night.  Daily  rates  range  from 
$2.50  ])er  day  and  $2.65  per  night  to  $3.35,  day  or  night. 

Mr.  Sheean:  Mr.  Bremerman,  as  to  this  part  of  your  ex- 
hibit, I  understand  the  information  here  assembled  is  simply 
the  schedule  information  obtainable  either  from  the  engineers' 
or  firemen 's  schedules  .' 

Mr.  Bremerman:  Those  are  the  rates  shown  that  will  be 
paid  hostlers,  when  used,  in  the  schedules. 

Mr.  Sheean :  In  other  words,  on  the  roads  where  engineers 
and  firemen  have  been  given  jurisdiction,  as  you  stated,  or  as 
it  is  stated  in  railroad  circles,  in  the  matter  of  hostlers,  do  you 
show  the  hostlers'  rates  of  pay? 

Mr.  Bremerman:  We  show  it  also  where  the  s.chedule  pro- 
vides a  rate  if  they  are  used. 

Mr.  Sheean:     If  they  are  used? 

Mr,  Bremerman:     Yes,  sir. 

Mr.  Shceaii:  But  only  the  schedule  information  is  con- 
tained here '! 

^Ir.  Bremerman:     Yes. 

Mr.  Sheean:  Now,  in  the  Eastern  territory,  what  is  the 
situation  as  to  rates  of  hostlers? 

]\li-.  Bremerman:  48  jier  cent,  "Road  Hostlers  $3.25,  assist- 
ant road  liostlers  $2.50,  hostlers  .$2.40  per  day  of  10  hours  or 
less," 

1.4  ])er  cent  *'Road  hostlers,  $3.25,  hostlers  $2.40  ])er  day." 

7  i)er  cent  "Road  Hostlers  $2.40  and  hostlers  $2.15  per  day 
of  10  hours  or  less.    Engineers  $3,75  i)er  day." 

6,2  ])er  cent,  "Extra  firemen  will  be  used  as  hostlers.  When 
necessary  to  use  regular  assigned  firemen  paid  not  less  than 
his  regular  earnings." 

Mr.  Sheean:     As  to  rates  in  the  Southeast,  of  hostlers. 
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Mr.  Bremerman :  3.4  per  cent,  "$80.00  days,  $85.00  nights, 
per  month. ' ' 

Daily  rates,  rnnning'  from  $3.25  })er  day  for  road  hostlers, 
$2.50  per  day  for  assistant  road  hostlers,  and  $2.4-0  per  day  for 
hostlers  to  $2.80,  $3.00,  $3.10,  $3.25,  $3.35  per  day,  or  $115.00 
per  month. 

16  per  cent,  ''Engineers  required  to  perform  liostling  duty 
paid  rate  of-  60  cents  per  hour.  No  regular  hostler's  rate 
shown." 

Mr.  Slieean:  Xow,  as  to  meal  hours  in  the  different  terri- 
tories.    What  generally  speaking  is  the  situation? 

Mr.  Bremerman :  48  per  cent  make  no  provision  regarding 
meal  hours,  and  24  per  cent  no  provision  in  schedules  covering 
hostler  service.  5  per  cent  show  meal  hours  between  11  and,  2; 
5  per  cent  between  11 :30  and  1 :30 ;  3/10  of  one  per  cent  between 
31  and  1 ;  5  per  cent  the  sixth  hour.    Those  are  the  larger  items. 

Mr.  Slieeau:     And  in  the  Eastern  territory? 

Mr.  Bremerman:  2  ])er  cent  between  11  and  2,  and  if 
worked  paid  one  hour  and  allowed  30  minutes  for  meal.  4  per 
cent  "if  work  meal  hour  paid  therefor."  72  per  cent  "No  men- 
tion of  meal  hours  in  schedules. ' ' 

Mr.  Slieean:     The  Southeastern  territory  as  to  meal  hours? 

Mr.  Bremerman :  5  per  cent  meal  hours  assigned  between 
11  and  2.  21  per  cent,  commencing  between  11:30  and  12:30.  If 
Avorked,  ])aid  1  hour  and  given  30  minutes  for  meal.  Not  re- 
quired to  work  longer  than  6  hours  without  time  to  eat.  62  per 
cent  no  meal  hour  shown. 

Mr.  Shea:  Mr.  Bremerman,  does  this  represent  or  refer  to 
the  engineers'  schedules  or  the  firemen's  schedules,  or  both? 

Mr.  Bremerman:     Both. 

Mr.  Shea:  Now,  taking  the  East,  I  see  you  show  20  per 
cent  of  the  total  mileage  have  no  provisions  in  the  schedule  in 
regard  to  the  rates  of  pay  for  hostlers? 

Ml-.  Bremerman:     Yes,  sir. 

Mr.  Shea:,  What  are  a  few  of  those  roads  that  make  up 
that  20  per  cent  ? 

Mr.  Bremerman:  The  Michigan  Central,  the  Pennsylvania 
Lines  West — 

Mr.  Shea:  Does  not  the  Michigan  Central  have  a  rule, 
page  305? 


3237 

Mr.  Bremerman:  Micliigan  Central?  Yes,  you  are  cor- 
rect. The  same  as  the  B.  &  O.  They  have  a  rule.  That  is  all. 
That  looks  as  though  it  were  wrong.  I  think  that  ought  to  be 
corrected. 

Mr.  Sheean:  Take  the  Monon.  I  was  just  glancing  at  it, 
Mr.  Bremerman,  the  Chicago,  Indianapolis  &  Louisville:  "When 
firemen  are  required  to  act  as  hostlers  or  watch  engines  at  ter- 
minals, they  shall  receive  highest  rate  of  road  ])ay,  excluding 
Mikado  rate."  Now,  there  is  no  rate  carried  out  there,  and 
apparently  no  provision  except  when  fireman  does  certain  work. 

Mr.  Bremerman:  Well,  tliat  shows  in  the  summary  on 
page  297,  that  same  provision.  So,  it  is  not  in  the  20  per  cent. 
That  is  what  you  want  to  ask  for,  is  it  not  "I 

Mr.  Shea:     Yes. 

Mr.  Bremerman:  That  will  have  to  be  checked  closer.  It 
looks  offhand  as  though  there  was  an  error  there. 

Mr.  Sheean:  Let  me  follow  it  and  see  if  I  can  get  it  clear. 
Would  that  provision  of  the  Monon  give  a  hostler  a  rate? 

Mr.  Bremerman:     It  pays  "Highest  road  rate." 

Mr.  Sheean:  Well,  where  a  fireman  does  any  hostling 
work. 

Mr.  Bremerman:  We  are  showing  what  he  is  paid.  It  is 
done  in  the  West  and  the  East.  The  provision  calls  for  it.  In 
the  West,  it  shows  what  they  are  paid  if  they  perform  hostlers' 
work. 

Mr.  Sheean:     What  firemen  are  paid? 

Mr.  Bremerman:     Yes,  or  engineers. 

Mr.  Sheean:  Yes,  engineers  or  firemen.  But  is  not  that 
provision  simply  that  when  a  fireman  or  an  engineer  does  hos- 
tler work,  that  fireman  or  that  engineer  shall  get  that  rate,  and 
does  not  provide  what  the  hostler  shall  get,  when  they  have  a 
hostler  to  do  the  hostler  work. 

Mr.  Bremerman:     Yes,  that  is  true. 

Mr.  Sheean :  Well,  in  all  of  the  information  that  you  have 
assembled  here  then  on  page  297,  you  have  included  in  this  48 
per  cent  showing  rates,  what  an  engineer  or  a  fireman  would  get 
if  he  did  hostler  work? 

Mr.  Bremerman:     Or  a  hostler. 

Mr.  Sheean:     Or  a  hostler? 

Mr.  Bremerman :     An  engineer  or  fireman  or  a  hostler. 
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Mr.  Sheean :  Well,  I  understand,  Mr.  Bremerman,  on  page 
305,  you  show,  of  course,  certain  specific  rates  for  hostlers  which 
would  apply  for  all  hostlers  ? 

Mr.  Bremerman:     Yes. 

Mr.  Sheean :  Then,  as  to  the  Monon  here  that  I  just  called 
attention  to.  If  you  called  upon  a  fireman  to  do  hostler  work, 
that  fireman  would  receive  road  pay,  but  that  does  not  mean, 
does  it,  that  all  hostlers  on  the  Monon  would  be  paid  a  fireman's 
rate? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean :  And  so  as  to  these  others  shown  on  page  305, 
you  have  extended  the  rates  which  are  specifically  applicable  to 
hostler  work,  whether  performed  by  a  fireman,  an  engineer  or  by 
a  hostler — by  any  person? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:     By  any  person! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     Those  are  the  specified  hostler  rate?? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  in  addition  to  that,  an  engineer  or  fire- 
man, if  called  upon  to  do  hostler  work  in  certain  schedules,  has 
provision  made  for  his  pay? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Which  is  not  specially  applicable  to  hostlers 
who  are  assigned  to  hostler  duty? 

Mr.  Bremerman:  Well,  we  showed  the  present  schedule 
provisions  when  hostling  service  is  performed  either  by  hostlers 
or  by  engineers  and  firemen. 

Mr.  Sheean:  Yes,  where  hostling  service  is  performed, 
and  carries  a  particular  rate,  that,  of  course,  would  apply  to 
any  one,  but  as  I  read  this  Monon  rule,  "When  firemen  are  re- 
quired to  act  as  ^hostlers  or  watch  engines  at  terminals,  they 
shall  receive  highest  rate  of  road  pay,  etc.?" 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  But  that  would  not  preclude  the  Monon  hav- 
ing all  of  its  hostling  work  done  by  anyone  it  saw  fit  to  have  it 
done  bv? 

Mr.  Bremerman :     No,  sir. 

The  Chairman:     Have  you  any  other  rale  on  that  subject* 

Mr.  Bremerman  :     No,  sir. 
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Mr.  Slieean :  You  liave  given  the  spread  in  meal  hours  in 
these  three  different  territories! 

Mr.  Bremerman:     Yes,  I  think  that  covered  it. 

Mr.  Sheean:  And  the  detail  of  that  is  shown  on  these 
later  pages  to  which  you  have  just  referred? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now%  proposed  Article  10,  ^'Hostling  posi- 
tions shall  be  filled  from  the  ranks  of  the  firemen,  and  they  shall 
be  paid  $3.35  per  day  of  ten  Jiours  or  less ;  provided,  that  where 
hostlers  are  required  to  make  main  line  movements,  they  shall 
be  paid  $4.75  per  day  of  10  hours  or  less,  overtime  in  each  case 
to  be  computed  on  the  minute  basis  and  paid  for  at  the  rate  of 
time  and  one-half."  AVhat  information  have  you  assembled  for 
comparison  with  that  part  of  the  proposed  request  ? 

Mr.  Bremerman:  The  present  basis  of  day's  work  and  of 
overtime  rate. 

Mr.  Sheean :  Have  you  attempted  to  assemble  or  ascertain 
from  the  schedules  for  comparison,  any  schedule  provision 
similar  to  or  related  to  the  statement,  ' '  Hostling  positions  shall 
be  filled  from  the  ranks  of  firemen. ' ' 

Mr.  Bremerman:     Page  299  covers  that,  Mr.  Sheean. 

Mr.  Sheean:  298  then  compares  the  part  of  that  request 
which  pertains  to  the  basis  of  the  day's  work,  and  to  the  pay- 
ment of  overtime? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  And  page  299  makes  comparison  of  that  part 
of  the  request  wiiich  pertains  to  ' '  Positions,  How  Filled. ' ' 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Stating  that  hostling  positions  shall  be  filled 
from  the  ranks  qf  firemen  ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Taking  298  first,  then,  wdiat  is  the  situation 
as  to  the  basis  of  day's  work  in  Western,  Eastern  and  South- 
eastern territory? 

Mr.  Bremerman :     67  per  cent,  12  hours  or  less. 

Mr.  Sheean:     In  the  Western  territory? 

Mr.  Bremerman:  In  the  West.  In  the  East,  55  per  cent, 
10  hours  or  less.  In  the  Southeast,  211/2  per  cent,  11  hours  or 
less;  20  per  cent,  12  hours  or  less;  47  per  cent,  no  daily  basis 
shown. 
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Mr.  Slieean :  Now,  Mr.  Bremerman,  that  10  hours  or  less, 
and  12  hours  or  less,  how  much  actual  difference  in  the  spread  of 
time  between  the  time  that  a  man  goes  to  work  in  the  morning 
and  the  time  that  he  is  off  in  the  evening,  is  there  between  this 
10  hours  or  less  and  this  12  hours  or  less! 

Mr.  Bremerman:     Two  hours. 

Mr.  Sheean:  The  12  hours  here  enumerated  is  the  12 
hours,  with  one  hour^ — ^is  that  12  actual  working  hours?  You 
had  here  yesterday  a  day  of  actual  10  hours.  That  is  of  12 
hours  or  less.    The  day  of  actual  working  hours! 

Mr.  Bremerman :  I  understand  it  has  12  actual  working 
hours. 

Mr.  Sheean :  And  the  10  hours  or  less  is  the  day  of  10 
actual  working  hours? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  provision  with  reference  to  meal  hours, 
wherever  it  obtains,  as  enumerated  before,  may  change  the  num- 
ber of  hours  that  are  paid  for  in  accordance  with  the  provisions  ? 

Mr.  Bremerman :  Yes,  sir.  Where  they  have  the  provi- 
sions for  pay  if  not  given. 

Mr.  Sheean :  Now,  Avhat  is  the  basis  of  paying  overtime  in 
the  different  territories? 

Mr.  Bremerman :  In  the  West,  10  per  cent  specify  a  pro 
rata  rate ;  5  per  cent  25  cents ;  varying  other  rates,  with  small 
percentages.  That  is  hourly  rates.  44  per  cent  make  no  pro- 
vision for  the  overtime  rate  in  the  schedule.  24  per  cent  make  no 
provision  for  the  hostler  service. 

Mr.  Sheean :  But  as  shown  in  the  previous  part,  the  limita- 
tion of  the  hours,  the  twelve  hours  or  less  on  the  majority  and 
ten  hours  or  less  on  the  small  percentage  is  specifically  provided 
for. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now%  in  the  East  what  is  the  'basis  of  over- 
time? 

Mr.  Bremerman:  28V:.  per  cent  pro  rata;  4  per  cent,  27 
cents  per  hour. 

Mr.  Sheean:     And  in  the  Southeast? 

Mr.  Bremerman:  16  per  cent  pro  rata,  and  about  32  per 
cent  running  from  25  cents  to  35  cents.  No  rate  shown  for  over- 
time on  45  per  cent. 
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Mr.  Shea :  Take  this  Western  territory,  Mr.  Bremerman. 
^'No  }irovisioii  in  schedule  for  the  payment  of  overtime."  Is 
that  what  that  eonveys? 

Mr.  Bremerman:     Tliat  44  ])er  cent? 

Mr.  Shea :     Yes. 

Mr.  Bremerman :     Yes. 

Mr.  Shea :  Wonld  that  indicate  that  they  do  not  allow 
overtime  in  case  they  did  work  longer  than  a  day's  work! 

Mr.  Bremerman :  I  don 't  know  as  to  that,  Mr.  Shea.  We 
have  shown  what  we  have  found  in  the  schedules.  I  could  not 
tell. 

Mr.  Shea:  Well,  that  would  seem  to  indicate  that,  M'ould 
it  not? 

^fr.  Bremerman:  Well,  T  would  not  want  to  make  that  in- 
ference here.    I  am  showing-  just  what  J  found  in  the  schedule. 

Mr.  Sheean :  Ts  there  any  difference  between  what  you 
have  there  of  "No  provision  in  schedule,"  as  to  Western  terri- 
tory 44  per  cent ;  "  no  mention  in  schedules, ' '  46  per  cent  in  East- 
ern territory;  and  "No  rate"  shown,  on  45  jier  cent  in  South- 
eastern territory  ■ 

Mr.  Bremerman:  They  all  mean  the  same.  They  did  use 
different  language  there,  however. 

Mr.  Sheean :  There  is  no  deduction  drawn  from  the  ab- 
sence of  any  specific  provision,  but  you  simply  set  out  that  the 
payment  of  overtime  is  not  specifically  provided  for! 

Mr.  Bremerman  :     The  rate,  no,  sir ;  in  the  schedule. 

Mr.  Sheean :  Proposed  Article  10,  Positions,  How  Filled, 
page  299.  What  is  set  forth  in  the  three  territories  in  that  re- 
spect ? 

Mr.  Bremerman:  In  the  Western  territory  the  first  item 
shows  55  per  cent  of  the  schedules  have  provisions  covering 
regular  hostling  positions. 

43  per  cent,  agreements  do  not  cover  regular  hostling  posi- 
tions. 

44  per  cent,  firemen  legislate  for  hostlers,  as  shown  by  the 
rules  in  the  schedules. 

9  per  cent,  either  engineers  or  firemen  legislate  for  hostlers. 
43  per  cent,  no  provision  as  to  that  particular  phase. 
25  per  cent,  the  schedules  provide  that  hostler's  position 
is  filled  from  the  ranks  of  firemen. 


27  per  cent,  from  the  ranks  of  either  engineers  or  firemen. 

2  per  cent,  the  hostler's  position  and  rate  in  both  engineers' 
and  firemen's  schedule  but  no  mention  of  how  filled. 

43  per  cent  do  not  provide  how  the  positions  shall  be  filled. 

Mr.  Slieean:  In  the  Eastern  territory,  what  is  the  situa- 
tion? 

Mr.  Bremerman :  Either  engineers  or  firemen  legislate  for 
hostlers,  12  per  cent. 

63  per  cent,  firemen  legislate  for  hostlers. 

No  provision  in  schedules,  24  per  cent. 

3  per  cent,  hostlers'  positions  filled  from  ranks  of  firemen. 
96  per  cent,  no  provision  as  to  how  the  hostlers'  positions 

are  filled. 

Mr.  Sheean:     And  in  the  Southeast  f 

Mr.  Bremerman:  25.9  per  cent  hostlers'  positions  filled 
from  ranks  of  firemen. 

69  per  cent,  no  provision  as  to  filling  positions. 

Mr.  Sheean :  When  you  speak  in  this  summary,  of  firemen 
legislating  for  hostlers,  you  mean  by  that,  as  I  understand  it, 
Mr.  Bremerman,  that  you  find  in  firemen's  schedules,  in  that 
percentage,  provisions  pertaining  to  hostlers? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  from  the  fact  that  in  the  firemen's 
schedules  provision  is  made  with  reference  to  hostlers,  you 
summarize  that  as  showing  that  the  firemen  on  that  particular 
road  legislate  for  hostlers! 

Mr.  Bremerman:     That  they  represent  the  hostlers. 

Mr.  Sheean:     That  they  represent  the  hostlers? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  The  temi,  I  think,  is  generally  understood. 
That  is  a  common  term,  is  it  not,  Mr.  Stone,  the  term  that 
"Firemen  legislate  for  hostlers,"  or  "engineers  legislate  for 
hostlers"?  It  simply  means  that  the  schedule  of  the  firemen 
contains  provisions  concerning  hostlers,  does  it  not? 

Mr.  Stone :  It  simply  means  that  that  organization  makes 
the  working  agreement  for  that  class  of  service. 

Mr.  Sheean :  And  the  term  ' '  legislate ' '  is  well  understood, 
I  think,  in  dealings  between  the  railroads  and  the  men  as  to 
what  it  means? 

Mr.  Stone :     It  is  with  us,  at  least. 
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Mr.  Slieeaii:  Yes.  I  wanted  to  just  make  clear  why  that 
term  was  used  in  that  way. 

In  the  nse  of  tliat  term  thronghont,  Mi-.  Bremerman,  you 
have  simply  extended  these  percentages  in  accordance  with 
whichever  schedule  you  found  provisions  in  t 

Mr.  Bremerman:  Yes,  sir;  it  would  indicate  to  ns  that 
one  organization  re])resented  that  class  of  service. 

Mr.  Slieean:  So,  in  Eastern  territorv,  where  you  sav  there 
"Either  engineers  or  firemen  legislate  for  hostlers,"  you  find 
in  hotli  the  engineers'  and  firemen's  schedules  on  a  certain 
number  of  roads,  provisions  ])ertaining  to  hostlers  I 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And,  if  found  in  both  schedules,  l)oth  organi- 
zations are  recognized  as  dealing  with  and  representing  the 
hostlers  "l 

Mr.  Bremerman:  That  is  the  wav  we  understood  it,  in 
making  the  compilation. 

Mr.  Sheean:  Now,  the  detail  as  to  hostlers  is  shown  at 
what  pages,  Mr.  Bremerman! 

Mr.  Bremerman :  Pages  300,  301,  for  the  "West ;  302  in 
another  form  supplementary  to  300  and  301. 

Mr.  Sheean:  Now,  on  page  302,  you  have,  as  columns 
across  the  page,  the  information  which  you  extended  in  the 
summary  there,  showing  on  what  roads  firemen  legislate  for 
hostlers ;  on  what  roads  either  engineers  or  firemen  legislate 
for  hostlers;  on  what  roads  the  hostler's  position  is  fiUed  from 
the  ranks  of  the  firemen;  and  on  what  roads  the  hostler's  posi- 
tion is  filled  from  the  ranks  of  either  engineers  or  firemen  l 

Mr.  Bremerman:  Yes,  sir,  as  we  found  them  from  the 
schedules. 

Ml'.  Sheean :  At  ])age  303  the  detail  on  the  different  roads 
of  the  rates  which  you  have  summarized  heretofore,  is  set  forth? 

Ml'.  Bremerman :  Y'es,  sir,  for  the  Western  territory ;  meal 
hours,  basis  of  a  day's  work,  and  rates  of  pay.  Also  the  over- 
time rates  where  they  are  shown. 

]\rr.  Sheean:  At  page  304,  the  same  information  ns  to 
Eastern  roads? 

Mr.  Bremerman:     In  the  Engineers'  schedule,  yes,  sir. 

Mr.  Sheean:  And  page  305,  the  same  information  as  given 
ill  the  firemen's  schedules? 
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Mr.  Bremerman :     Yes,  sir. 

Mr.  Slieean:  Then,  summarized  iii  the  same  manner  as 
you  did  for  the  West,  at  page  306,  you  show  the  roads  on  which 
hostler's  positions  are  filled  from  the  ranks  of  firemen,  and 
the  roads  on  which  hostlers'  positions  and  rates  are  carried  in 
both  engineers'  and  firemen's  schedules,  and  so  forth? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Slieean:  Page  307,  as  to  Southeastern  territory,  by 
roads? 

Mr.  Bremerman :  Yes,  sir.  Page  308,  the  firemen  in  South- 
eastern territory',  as  to  hostling. 

Mr.  Sheean:  At  page  309,  proposed  Article  11,  as  to  sur- 
prise tests,  you  find  no  schedule  rules  in  any  of  the  territories? 

Mr.  Bremerman:     No,  sir,  none. 

Mr.  Sheean:  At  page  310,  assistance  for  firemen.  The 
part  of  proposed  Article  12  which  provides  for  coal  of  the  proper 
size  for  firing  purposes  to  be  placed  on  tenders,  and  kept  where 
it  can  be  reached  bv  firemen  from  the  deck  of  the  locomotive, 
what  have  you  caused  to  be  compared  with  or  assembled  in 
connection  with  that  part  of  proposed  Article  12? 

Mr.  Bremerman:  The  two  phases,  shoveling  coal  ahead  on 
engines,  or,  in  other  words,  keeping  it  where  it  can  be  reached 
by  fireman;  and  coal  of  proper  size. 

As  to  Western  territory,  as  to  shoveling  coal  ahead,  no  pro- 
vision appears  in  the  schedules  of  98  per  cent  of  the  mileage. 
In  the  Eastern  territory  firemen  are  not  required  to  shovel  coal 
ahead  on  engines  on  33.7  per  cent  of  the  mileage. 

7  per  cent  not  required  to  shovel  coal  ahead  on  engines  at 
points  where  no  coaling  station  is  located. 

1  per  cent  not  required  on  engines  at  spe.cified  points. 

Mr.  Sheean:     In  the  Southeast,  what  is  the  situation? 

Mr.  Bremerman:  In  the  Southeast  1.9  per  cent  not  re* 
quired  to  shovel  coal  ahead. 

3  per  cent  not  required  to  shovel  coal  ahead  on  passenger 
runs  at  specified  points. 

7  per  cent  specifies  that  the  present  practice  shall  be  con- 
tinued at  certain  points. 

27  per  cent,  not  required  to  shovel  coal  ahead  at  terminals 
or  points  where  enginehouse  force  is  maintained. 

Mr.  Sheean:     The  second  part  of  this  proposed  Article  12, 
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that  "Coal  of  the  proper  size  for  firing  purposes  will  be  placed 
on  all  tenders,"  what  is  the  situation  in  the  West,  East  and 
South,  in  that  respe.ct,  now? 

Mr.  Bremerman:  75  per  cent,  in  the  West,  provide  that 
coal  will  be  broken  to  proper  size  before  placed  on  tenders. 

3.8  per  cent,  not  required  to  crack  coal  over  10  pounds  in 
weight. 

1  per  cent,  very  large  lumps  will  be  broken. 

4.8  per  cent,  coal  will  be  broken  to  reasonable  size  for  road 
engines. 

No  provision,  12  per  cent. 

In  the  East,  8.7  per  cent,  coal  will  be  broken  to  proper  size 
before  placed  on  engines. 

91  per  cent,  no  provision  in  schedules. 

5  per  cent  in  the  Southeast  provide  that  coal  will  be  broken 
to  proper  size  before  placed  on  engines. 

3  per  cent,  the  same  at  specified  points. 

No  i^rovision,  53  per  cent. 

Mr.  Sheean:  Speaking  broadly  then,  on  these  two  requests 
embodied  here  in  the  one  article,  in  the  East  and  South  a  greater 
percentage  of  the  mileage  makes  provision  that  firemen  shall  not 
be  required  to  shovel  coal  ahead,  than  is  made  in  the  West;  while 
the  West  makes  provision  on  a  very  much  larger  percentage  of 
the  mileage  than  is  true  in  the  East  and  South,  that  coal  will  be 
broken  to  the  proper  size? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  I  assume  you  have  not  made  any  effort  to  try 
and  ascertain  on  M^liat  roads  the  two  provisions  which  are  em- 
bodied in  this  one  article  are  combined. 

Mr,  Bremerman:     No,  sir,  they  are  separated. 

Mr.  Sheean:  Or  as  to  whether  or  not  one  road  would  have 
the  same  provision  and  another  road  have  the  other  provision? 

Mr.  Bremerman:  No,  sir,  not  in  any  statement  form  em- 
bodied here. 

Mr.  Sheean:     Not  in  any  statement  form? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  At  page  311,  of  proposed  Article  14,  Cleaning 
of  Locomotives,  "On  railroads  where  firemen  are  required  to 
clean  locomotives,  they  shall  be  relieved  of  such  service,"  what 
do  you  find  in  that  respect  in  the  three  territories? 
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Mr.  Bremermau:  93  per  cent  relieve  firemen  of  all  clean- 
ing of  engines,  in  the  West. 

.18  jDer  cent  require  firemen  to  keep  engines  clean  above 
running  board. 

1.8  per  cent,  relieved  of  all  cleaning  exce])t  to  clean  inside 
cabs  on  switch  engines. 

.5  per  cent  not  required  to  scour  brass,  but  will  keep  ])oiler- 
liead,  jacket,  cab  and  cab  windows  clean. 

Mr.  Sheean:     Now,  in  the  Eastern  territory! 

Mr.  Bremermau :  13  ])er  cent  not  required  to  clean  en- 
gines. 

5  per  cent  not  recjuired  to  clean  engines,  excei)t  on  switch 
engines,  and  work  train  engines  away  from  home,  firemen  clean 
above  foot  board  and  inside  and  outside  of  cab. 

Mr.  Sheean:     And  in  the  Southeast? 

Mr.  Bremermau :  10  per  cent  not  I'equired  to  clean  en- 
gines. 

25  per  cent  not  required  to  clean  engines  at  terminals  or 
points  where  engine  house  force  is  maintained. 

3  per  cent  not  recpiired  to  clean  engines  at  specified  points. 

Mr.  Sheean :  The  part  of  i)roposed  Article  14,  set  out  at 
page  312,  Setting  u])  wedges,  filling  grease  cups  and  cleaning 
headlights ;  you  make  a  comparison  there  territorially  as  to  each 
of  those  three  items,  setting  up  wedges,  filling  grease  cups  and 
cleaning  headlights'? 

Mr.  Bremermau:     Yes,  sir. 

Mr.  Sheean :  Now,  taking  them  up  one  l)y  one,  or,  rather, 
going  across  the  page  by  territories,  what  is  the  situation  as  to 
setting  up  wedges  ? 

Mr.  Bremermau :  44  per  cent  of  the  engineers  are  not  re- 
quired to  set  up  wedges  at  terminals  or  ])oints  where  sho]:)  force 
is,  or  where  Company  has  facilities  for  doing  the  work. 

5  per  cent  not  required  to  set  wp  wedges. 

Mr.  Sheean :     This  is  in  the  West? 

Mr.  Bremermau:  Yes.  4  per  cent  not  required  to  set  up 
wedges  at  specified  points. 

43  per  cent,  no  provision  in  schedules  regarding  setting  up 
wedges,  in  the  West. 

Mr.  Sheean:     Now,  in  the  East? 

Mr.  Bremermau:     In  the  East,  16.8  per  cent  not  required 
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to  set  11) )  wedii,es  at  terminals  or  points  where  there  is  shop  force, 
or  facilities  for  doing  the  work. 

.■>  ])er  cent  not  reqnired  to  set  up  wedges. 

Mr.  SlKH'an:     And  in  the  Southeast? 

Mr.  Breniernian:  23.5  ]ier  cent  not  recjuired  to  set  up 
Avedges  at  terminals  or  i)oints  where  there  is  sho])  force  or  facil- 
ities for  doing  work. 

Mr.  Shcean:  No  ))rovision  in  schedules  as  to  the  re- 
mainder. That  does  not  mean  anything  as  to  what  the  prac- 
tice is  or  is  not  on  any  road  ? 

Mr.   Bremerman :     Schedule  only. 

Mr.  Shecan  :     Exce])t  as  shown  In"  the  schedule? 

Mr.   Bremerman  :     Yes,  sir. 

Mr.  Sheean  :  Now,  as  to  the  second  item,  just  in  a  general 
way,  filling  grease  cups. 

Mr.  Bremerman:  Pilling  grease  cups,  in  the  West,  as  to 
engineers,  44.6  ])er  cent  not  required  to  fill  grease  cups  at  ter- 
minals or  ])oints  where  there  is  slio])  force  or  where  company 
has  facilities  for  doing  the  work. 

Mr.  Sheean:     That  is  the  largest  single  item? 

Mr.  Bremerman:  In  the  East,  37  per  cent  the  same  pro- 
vision; 11  ]^er  cent  ])ractically  the  same. 

Mr.  Sheean:     And  in  the  Southeast? 

Mr.  Bremerman :  In  the  Southeast,  13  ])er  cent  not  re- 
quired to  fill  grease  cups  at  specified  points. 

16  per  cent  not  recpiired  at  ]mints  where  there  is  shop  force 
or  facilities  for  doing  work. 

24  per  cent  has  that  same  provision,  and  adds  "This  also 
ap])lies  to  turn-around  points." 

Mr.  Sheean:  JNow,  as  to  the  cleaning  of  headlights  in  the 
West,  43.6  per  cent  not  required  to  clean  headlights  at  terminals 
or  ])oints  where  there  is  shop  force  or  where  company  has  facil- 
ities for  doing  the  work? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Sheean:  And  in  the  East,  55  per  cent,  not  required 
to  clean  headlights  at  terminals  or  points  where  there  is  shoj) 
force  or  facilities  for  doing  the  work? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Sheean:     And  in  the  Southeast,  3.5  per  cent  not  re- 
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quired  to  clean  headiiglits  at  terminals  or  points  where  there  is 
shop  force  or  facilities  for  doing. the  work! 

Mr,  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  same  information  is  extended  as  to  fire- 
men in  the  territories,  across  this  same  page,  so  far  as  schedule 
provisions  relate  to  that  subject? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Page  313,  the  matter  of  placing  of  sup- 
plies on  locomotives ;  that  lias  been  assembled  in  just  the  same 
way  as  the  preceding  page,  has  it! 

Mr.  Bremerman:     Yes.  sir. 

Mr.  Sheean:  That  shows  that,  speaking  broadly,  the  89.9 
per  cent  of  the  mileage  in  this  movement  have  provisions  in 
firemen's  schedules  that  the  company  will  place  supplies  on  the 
engines. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  percentage  as  to  the  other  territories  is 
also  shown  about  53  per  cent  in  the  East,  and  38  per  cent  in  the 
South? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  The  next  ciomparison  made  with  the  filling 
of  lubricators,  lamps,  etc.,  as  to  schedule  provisions  in  the  West, 
East  and  South? 

Mr.  Bremerman :     Y'es,  sir,  for  both  engineers  and  firemen. 

Mr.  Sheean :  You  have  separated  as  to  the  West,  the  three 
items  of  lubricators,  head  lights,  markers  and  other  lamps, 
while  in  the  East  and  South  the  three  matters  are  treated  to- 
gether ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  This  is  simply  a  summary  of  the  three  items 
contained  in  this  jDart  of  proposed  Article  14  ? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:  Now,  the  details,  Mr.  Bremerman,  of  these 
last  several  summaries  that  you  have  made,  as  to  the  breaking 
of  coal,  placing  of  supplies  on  engines  and  relieved  of  cleaning 
engines,  is  shown  as  to  Western  territory  at  page  314? 

Mr,  Bremerman:     Yes,  sir. 

Mr.  Sheean :  The  setting  up  of  wedges  and  filling  of  grease 
cups,  shown  road  by  road  at  315. 

Mr.  Bremerman:     Yes,  sir. 
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road,  at  316? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Slieean :  The  detail  as  to  the  Eastern  roads,  vshown  at 
317,  on  the  three  subjects! 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Sheean:     The  Southeast,  at  318? 

Mr.  Bremerman :     That  is  the  East. 

Mr.  Sheean :  Oh,  yes,  317  and  318,  East ;  the  Southeast  at 
319  and  320. 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Slieean :  At  page  321,  the  i:>art  of  proposed  Article  13^ 
which  provides  for  two  firemen  on  coal-burning  locomotives 
weighing  185,000  pounds  or  more  on  drivers.  You  find  no  such 
provision — well,  no  provision  calling  for  two  firemen  in  any 
schedule  in  Western  territory! 

Mr.  Bremerman :     No,  sir,  none. 

Mr.  Slieean:  What  is  the  situation  in  the  East,  in  that 
respect ! 

Mr,  Bremerman :  90  Y>ev  cent  have  no  ]irovision,  perhaps 
4— 

Mr.  Sheean:     Well,  just  give  us  the  detail  of  all  this. 

Mr.  Bremerman :  .437  of  1  per  cent  provide  two  firemen 
on  engines  150  to  157  in  freight  service.  Where  stokers  are 
provided,  only  one  fireman  required.  1.4  per  cent,  two  firemen 
will  be  employed  on  engines  370,  380  and  381,  also  engines  of 
the  430,  650  and  675  classes,  on  runs  between  Ashley  and  Phil- 
lipsburg,  Maucli  Chunk  and  West  Eighth  Street,  Mauch  Chunk 
and  Hampton,  Phillipsburg  and  Eliabethport,  and  return,  June 
15th  to  September  15tli.  3  per  cent  in  freight  helping  service^ 
between  Coxton  and  Glenn  Summit  Springs,  or  Leliighton,  when 
regularly  boarded  for  helping  service  engines  M-31  to  M-38 
and  engines  N-1,  N-2  and  N-3  shall  have  two  firemen.  4.9  per 
cent  provide  two  firemen  on  each  engine  in  snow-plow  service. 

Mr.  Sheean:     Now,  in  the  East — the  Southeast, 

Mr.  Bremerman :  In  the  Southeast,  7  per  cent  provide  for 
specified  rates  and  rules  governing  two  firemen  on  a  locomotive 
as  result  of  application  of  Article  4  and  provides  $2.75  and 
$3.00  per  day,  according  to  weight  of  engine  on  drivers.  When 
firemen's  committee  and  local  officials  cannot  agree  as  to  neces- 
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sity  for  two  firemen,  the  matter  will  be  arbitrated  by  an  Adjust- 
ment Committee.     54  per  cent,  no  rule  in  schedules. 

Mr.  Sheean:     That  7.17  per  cent,  what  is  the  detail  of  that? 

Mr.  Bremerman :  Found  on  page  322,  Chesapeake  &  Ohio 
and  Chesapeake  &  Ohio  of  Indiana  schedule. 

Mr.  Sheean:     Just  read  it,  please? 

Mr.  Bremerman :  ' '  Where  two  firemen  are  employed  on 
a  locomotive  as  a  result  of  the  application  of  Article  4,  herein- 
after, the  rates  of  pay  to  each  fireman  shall  be  as  follows : 
Weights  on  drivers,  100,000  up  to  250,000  pounds,  $2.75  per 
day ;  overtime  at  rate  of  .30  per  hour.  Weights  on  drivers  over 
250,000,  $3.00  per  day ;  overtime  at  rate  of  .33  per  hour.  Wlien 
a  second  fireman  is  deemed  necessary  on  any  engine  or  assist- 
ance is  deemed  necessary  on  any  engine  where  one  fireman  is 
employed,  the  matter  will  be  taken  up  with  the  proper  officials 
by  the  firemen's  committee.  Failing  to  reach  a  settlement,  the 
matter  shall  be  referred  to  an  Adjustment  Commission,  to  be 
composed  of  five  persons,  two  of  whom  shall  be  chosen  by  the 
Railroad  Company,  two  by  the  Firemen's  Committee,  and  one 
to  be  selected  by  the  four  thus  chosen,  who  shall  be  the  Chair- 
man of  the  Commission.  Should  the  four  men  fail  to  agree  upon 
the  fifth,  then  three  days  after  the  last  of  the  four  is  selected, 
the  fifth  man  shall  be  named  by  the  Presiding  Judge  of  the 
United  States  Commerce  Court.  If,  for  any  reason,  the  selec- 
tion of  the  fifth  man  can  not  be  made  by  the  presiding  judge  of 
said  Court,  he  shall  be  named  by  the  United  States  District 
Judge  of  the  District  in  which  the  controversy  may  have  arisen. 
All  expenses  incurred  in  connection  with  the  settlement  of  such 
matters  shall  be  borne  by  the  two  parties  to  the  controversy." 

Mr.  Sheean :  That  is  a  schedule  provision  of  the  Chesa- 
peake &  Ohio! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  Now,  Mr.  Bremerman,  in  Eastern  territory, 
at  that  same  page  322,  you  had,  in  Eastern  territory,  no  schedule 
provisions  for  other  roads  in  Eastern  territory.  Is  not  this 
that  you  have  just  read  here  in  Southeastern  territory  prac- 
tically a  transcript  or  a  copy  of  the  award  applicable  to  roads  in 
Eastern  territory? 

Mr.  Bremerman :     I  understand  that  it  is,  yes,  sir. 

Mr.  Sheean:     But  at  the  time  this  was    made    up,    that 
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award  had  not  been  incorporated  into  the  schedules  in  the  East- 
ern territory? 

Mr.  Bremerman:  Well,  this  is  what  they  gave  lis  from 
the  Bnreau  of  Information.  I  do  not  know  as  to  how  far  th"(J 
award  has  been  incorporated  into  the  actnal  schedules. 

Mr.  Sheean :     Rut  this  part  in  Southwestern  territory  is  ex- 
tended  over  the   Chesapeake    &    Ohio,    in    substantially    the 
lan>>uage  of  the  award  covering  Eastern  territory? 
Mr.  Bremerman  :     Yes,  sir. 

Mr.  Sheean :  Now,  at  page  323,  proposed  Article  16, 
"Throwing  Switches  and  Flagging — Engineers  and  firemen  will 
not  be  required  to  throw  switches,  flag  through  ])locks,  oi-  fill 
water  cars."  What  schedule  of  information  have  you  assembled 
in  relationship  to  that  proposal  ? 

Mr.  Bremerman  :  For  the  three  territories,  both  (nigineers 
and  firemen,  the  three  features,  first,  throwing  switches ;  second, 
flagging  through  blocks,  and  third,  filling  water  cars. 

Mr.  Sheean:  Now,  taking  them  up,  one  by  one — let  us 
take  tlirowing  switches  in  the  West,  East  and  Southeast? 

Mr.  Bremerman:  99  per  cent  in  the  West  make  no  pro- 
vision. 

Mr.  Sheean  :  What  is  the  only  other  provision  that  is  made 
in  tlie  Westf 

Mr.  Bremerman :  One-half  of  1  per  cent  engineers  will  be 
exem])t  from  throwing  switches,  except  when  out  on  the  road 
away  from  terminals  or  turning  points,  and  not  accompanied  Iw 
a  trainman,  or  where  no  roundhouse  force  is  maintained. 
Mr.  Sheean:  In  the  East,  as  to  engineers? 
Mr.  Bremerman :  4  per  cent  of  engineers  not  required  to 
throw  switches  going  to  or  coming  from  engine  houses  to  stand- 
ing ti-ack  ;  2  per  cent  of  engineers  not  required  to  throw  switches ; 
1  ])er  cent  of  engineers  not  required  to  throw  switches  at 
terminals  wliere  switcli  tenders  are  available;  2V.  per  cent  of 
engineers  not  rcM^uired  to  throw  switches,  couple  or  uncouple 
engines,  air  hose  or  steam  hose,  except  in  cases  of  emergency; 
88  per  cent,  no  ])rovision. 

In  the  Southeast,  23^/^  per  cent  do  not  require  engineers  to 
throw  switches  except  in  case  of  emergency ;  76  per  cent,  no  pro- 
vision. 

Mr.  Slieean :     Now,  the  flagging  through  blocks — there  is 
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nothing-  shown  in  any  of  the  available  schedules  in  the  West  on 
that  subject? 

Mr.  Bremerman:  No,  sir,  none.  In  the  East,  23  per  cent  of 
engineers  not  required  to  flag  when  running  light  engines.  5 
per  cent  does  not  apply  to  pusher  engines.  .844  per  cent  does 
not  apply  between  engine  house  and  terminals.  1.8  per  cent 
engineers  not  required  to  flag  on  Mallet  engines  and  light  en- 
gines running  greater  distance  than  25  miles.  4.9  per  cent  en- 
gineers not  required  to  flag  light  engines  when  running  from  one 
terminal  to  another.    63  per  cent,  no  provision. 

Mr.  Sheean:     In  the  Southeast? 

Mr.  Bremerman:  In  the  Southeast,  34.9  i^er  cent  do  not 
require  engineers  to  flag  when  running  light  engine. 

Mr.  Sheean:     With  certain  ex,ceptions? 

Mr.  Bremerman:  22  per  cent  of  which,  except  in  cases  of 
emergency.    65  per  cent,  no  provision. 

Mr.  Sheean:  Now,  filling  water  cars,  there  is  no  provision 
in  any  available  schedule  in  the  West? 

Mr.  Bremerman:  Nor  in  the  East,  or  in  the  Southeast,  as 
to  engineers. 

Mr.  Sheean:  Now,  as  to  firemen  in  the  West,  on  the  sub- 
ject of  throwing  switches? 

Mr.  Bremerman:  76.8  per  cent,  no  provision  found  in  the 
schedules.  5.5-  per  cent  firemen  on  helpers,  turning  engines  on 
wye  at  Summit,  will  be  relieved  of  throwing  switches  between 
November  1st  and  April  1st.  4.4  per  cent  firemen  not  required 
to  pilot  engines  to  and  from  roundhouse  and  trains  at  divisions 
or  district  terminals.  3  per  cent  firemen  will  not  be  required  to 
let  engine  in  or  out  of  slioj:>  track.  This  not  to  apply  to  passen- 
ger trains  or  light  engines.    76  per  cent,  no  provision. 

In  the  East,  12.7  per  cent  firemen  not  required  to  throw 
switches,  couple  or  uncouple  engines,  air  hose  or  steam  hose, 
except  in  emergency  when  directed  by  engineer.  8  per  cent 
firemen  not  required  to  throw  switches  except  in  extreme  emer- 
gency. 6  per  cent  firemen  not  required  to  throw  switches  at 
terminals  where  switch  tenders  are  available.  3  per  cent  fire- 
ment  not  required  to  throw  switches.    62  per  ,cent,  no  provision. 

In  the  Southeast — 

Mr.  Sheean:  Just  a  moment.  2  per  cent,  firemen  not  re- 
(juired  to  throw  switches  going  to  or  coming  from  enginehouse 
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to  standing  track  or  train.  That  is  for  a  single  road,  is  it, 
practically  2  per  cent? 

Mr.  Bremerman:     2  per  cent. 

Mr.  Slieean:  In  the  Southeast,  on  the  subject  of  throwing 
switches. 

Mr.  Bremerman:  23yi>  per  cent  do  not  require  firemen  to 
throw  switches,  except  in  cases  of  emergency.  13  per  cent  do  not 
require  firemen  to  throw  switches,  couple  or  uncouple  engines, 
except  in  cases  of  emergency. 

Mr.  Sheean:     On  flagging  through  blocks,  in  the  West? 

Mr.  Bremerman:  7/10  of  one  per  cent  firemen  not  required 
to  flag  through  electric  block,  except  in  case  of  emergency. 

Mr.  Sheean:  That  is  the  only  schedule  provision  you  find 
in  the  West? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  In  the  East,  on  flagging  through  blocks,  what 
are  the  variety  of  provisions — or  80  per  cent  have  no  schedule 
provision  on  the  subject? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  And  what  are  some  of  the  other  provisions 
there  in  the  East  ? 

Mr.  Bremerman:  1.8  per  cent  firemen  not  required  to  flag 
when  running  light  engine.  Does  not  apply  to  pusher  engines. 
Does  not  apply  between  engine  house  and  terminals  on  8/10  of 
vone  per  cent.  When  stopped  by  preceding  trains,  protected  by 
flagman  of  such  trains  until  called,  when  firemen  will  protect 
engine,  1.2  per  cent.  7.2  per  cent  does  not  specify  light  engine 
service. 

Mr.  Sheean:     In  the  Southeast. 

Mr.  Bremerman:  30  per  cent  do  not  require  flagmen  to 
flag  when  running  light  engines.  29  per  cent,  except  in  case  of 
emergency. 

Mr.  Sheean:     That  is,  of  that — 

Mr.  Bremerman:  Of  that  30  per  cent,  29  per  cent  except 
in  case  of  emergency.     31  per  cent,  no  provision. 

Mr.  Sheean:  As  to  filling  w^ater  cars  in  firemen's  schedules, 
what  do  you  find  in  the  West,  one  schedule  which  provides  that 
firemen  will  not  be  required  to  load  or  unload  Avater  on  water 
trains? 

Mr.  Bremerman:     Yes,  sir. 
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Mr.  Sheean:  No  provision  in  any  Eastern  or  Southeastern 
scliedule  ? 

Mr.  Breraerman:     None. 

Mr.  Sheean:  That  59/100  of  one  per  cent  is  on  a  single 
road,  having-  that  provision? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:     What  road  is  that? 

Mr.   Bremerman  :     The  Kansas  City  Southern. 

Mr.  Sheean :  Now,  the  detail,  road  by  road,  on  these  va- 
rious subjects,  is  shown  then  at  pages  324  to  the  end  of  the 
exhibit? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean :  Now,  Mr.  Bremerman,  there  were  some  er- 
rors or  inaccuracies  in  the  exhibit,  to  which  you  wished  to  direct 
attention,  1  believe.    If  we  could  correct  by  interlineation — 

Mr.  Bremerman:  Page  10,  overtime  in  passenger  service 
on  the  Charleston  &  Western  Carolina,  is  shown  as  60  cents.  It 
should  be  65  cents. 

Mr.  Sheean:     Page  10? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean  :     What  is  the  name  of  that  road  f 

Mr.  Bremerman  :  The  third  column,  Charleston  &  Western 
Carolina. 

Mr.  Sheean:     (50  cents  per  hour,  should  be  65  cents? 

Mr.  Bremerman:  Yes,  sir;  that  will  change  the  summary 
on  ])age  48,  the  Southeastern  territory  engineers,  under  the 
heading  of  ' '  Rates. ' '  The  percentage  opposite  60  cents  per  hour, 
instead  of  46.170  will  now  be  45.126,  and  the  second  item,  instead 
of  being  47.566,  will  now  be  48.6]  0.   . 

Page  18,  the  tirst  column,  second  item,  Atlanta,  Birmingham 
&  Atlantic,  overtime  rate  shown  as  57  cents,  should  be  60  cents. 
The  summary  is  correct. 

Page  23,  the  Atlantic  Coast  lines,  in  the  third  column  we 
show  52V1:  cents  overtime  rate  per  hour,  for  engines  over  20  inch 
cvlinders.     This  should  be  50  cents. 

Mr.  Sheean:  That  is  cylinders  less  than  20  inches  and 
cylinders  over  20  inches,  just  the  same? 

Mr.  Bremerman:  Yes,  sir,  they  are  both  50  cents.  On 
that  same  page,  opposite,  in  the  next  column — in  the  last  column, 
overtime  rate,  Nashville,  Chattanooga  &  St.  Louis,  we  show  60 
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cents  for  regular  work  trains.  It  is  55  cents  for  re,i>iilar  work 
trains  and  60  cents  for  irre<i,nlar  work  trains,  on  a  daily  basis, 
so  that  the  insertion  of  55  cents  there  will  correct  that.  The 
summary  on  ])ag"e  .'>(>  would  he  cliani»ed,  therefore,  under  in 
Southeastern  territory,  engineers,  overtime  rates,  work  train 
service.  The  second  item  of  i^ercentage,  52.958,  becomes  67.173 
and  the  following  ])ercentage,  instead  of  being  16.192,  will  be 
1.977. 

Page  34,  we  have  shown  the  Southern,  in  column  2,  at  a  ]iro 
rata  overtime  rate.  The  rate  is  60  cents  and  70  cents  for  Mallets. 
That  would  change  the  summary  on  ])age  25,  Southeastern  ter- 
ritory, engineers,  under  tlie  sui)heading,  "Rate."  The  second 
main  item  now  shown  |)ro  rata,  sliould  read,  60  cents.  Mallets 
70  cents. 

Mr.  Charter:     Where  is  that,  on  what  page? 

Mr.  Bremerman :  Page  25,  the  fourth  sul)-heading,  under 
Southeastern  territory.  Instead  of  being  ]^ro  rata,  it  should 
read  60  cents,  Mallets  70  cents. 

Mr.  Sheean:     That  is  opposite  tlie  item  21.523  per  cent? 

Mr.  Bremerman:     Yes,  sir,  the  i^ercentage  is  not  changed. 

Mr.  Carter:     Where  I  lost  you,  you  had  the  word  "rate." 

Mr.  Bremerman:     I  think  I  did  say  "rates." 

Mr.  Stone:  AVould  that  not  also  change  the  |)ercentage  on 
the  first  column  in  rates? 

Mr.  Bremerman :     No,  this  is  overtime  rates. 

Mr.  Stone:  Tliat  is  what  I  am  talking  about.  It  is  one 
more  road  with  60  cents  overtime,  is  it  not? 

Mr.  Bremerman :     Well,  it  also  has  the  70  cents  for  Mallets. 

Mr.  Stone :     Yes. 

Mr.  Bremerman :     Well,  they  can  be  combined,  if  you  wisli. 

Mr.  Stone :  Would  have  the  effect  of  combining  the  two 
percentages,  wouldn't  is  really? 

Mr.  Bremerman :  Well,  of  the  28  per  cent  there,  Mr.  Stone, 
only  1  ])er  cent  has  the  70  cents  per  hour  rate,  in  addition,  so 
you  could  not  really  combine  them,  except  as  to  the  60  cents. 

Mr.  Bremerman:  Page  180.  The  footnote  "m"  at  the 
lower  right-hand  coiner  of  the  page,  reads  "Paid  when  cars 
are  first  out  to  pick  u]) -or  set  out."  That  should  read  "Paid 
when  cars  are  not  first  out  to  pick  up  or  set  out."  Insert  the 
word  "not"  between  "are"  and  "first." 
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On  page  233,  in  the  middle  column,  "Eastern  territory. 
Engineers.  Passenger  service."  The  first  qualifying  note  fol- 
lowing the  first  item  now  reads  "actual  time  3.856  per  cent." 
Instead  of  "actual  time,"  it  should  read  "after  two  hours." 

Mr.  Sheean:     233,  Mr.  Bremerman? 

Mr.  Bremerman :  Yes,  sir.  On  page  232,  the  first  item,  as 
to  the  Alabama  Great  Southern,  and  likewise  as  to  the  Cincin- 
nati, New  Orleans  &  Texas  Pacific,  reads:  "Should  initial  delay 
accrue  and  road  overtime  on  the  regular  road  miles  per  hour 
basis  also  accrue,  computed  from  the  time  called  to  leave  until 
time  of  final  relief,  the  initial  delay  will  be  deducted  from  the 
road  delay." 

I  find  that  in  giving  us  when  time  begins,  this  section  of 
that  schedule  was  taken,  but  Article  2  of  that  schedule  reads  in 
part  as  follows:  "Time  allowance  will  commence  when  men 
are  required  to  report  for  duty,  and  will  end  *  *  *  engi- 
neers and  firemen  in  road  service,  except  work  train  service, 
are  required  to  report  for  duty  30  minutes  before  time  of  de- 
parture of  train.  Road  time  of  engineers  and  firemen  engaged 
in  through  freight  service  will  begin  one  hour  before  the  time 
set  for  departure  of  their  trains."    On  page  228,  therefore — 

Mr.  Sheean:     Engineers  and  firemen  in  what"? 

Mr.  Bremerman:  Through  freight  service.  Time  begins 
one  hour  before  time  set  for  departure  of  trains. 

Page  228,  therefore,  in  the  Southeast  territory,  engineers, 
the  second  sub-heading,  entitled  "Time  begins — Road  serv- 
ice— "  the  first  percentage  shown  of  7.843  should  be  5.866.  The 
third  percentage  of  15.993  should  be  changed  to  17.910,  and 
that  percentage  would  be  qualified  by  the  statement  that  on  1.9 
per  cent  of  that  17.9  per  cent,  through  freight  service  begins 
one  hour  before  time  set  for  departure  of  train. 

As  to  firemen,  in  that  same  column,  under  the  second  sub- 
head of  percentage,  5.744  is  changed  to  3.767 ;  the  following 
percentage  from  14.949  to  16.926,  with  the  same  qualification 
as  noted  for  engineers,  that  on  1.9  per  cent  through  freight 
service  begins  one  hour  before  time  set  for  departure  of  train. 

I  think  that  is  all  I  have  here. 

Mr.  Sheean:  Mr.  Bremerman,  I  wish  you  would  explain 
just  a  little  more  fully  the  manner  in  which  the  roads  in  East- 
ern and  Southeastern  territorv  were  selected.     You  have  in  the 
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roads  in  Western  territory  all  the  roads  in  this  concerted  move- 
ment f 

Mr.  Bremernian :     Yes,  sir. 

Mr.  Sheean :  And  have  computed  at  page  2  the  mileage  of 
the  roads  which  are  here  represented? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  Now,  as  to  the  Eastern  territory,  there  are 
some  roads  omitted.     The  Grand  Trunk  does  not  appear  there? 

Mr.  Bremerman :  The  Western  lines  of  the  Grand  Trunk 
and  the  Grand  Trunk  Lines  in  New  England  do  not  appear. 

Mr.  Sheean :  That  is,  you  omitted  the  Grand  Trunk  Pa- 
cific in  the  showing  in  the  West  and  the  Grand  Trunk  Lines  in 
the  East? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :     Now,  there  are  certain  other  roads  here. 

Mr.  Bremerman :  The  Bangor  &  Aroostook  is  not  shown, 
nor  the  Central  Vermont.  Some  smaller  roads,  like  the  Ann 
Arbor,  the  Coal  &  Coke,  the  Maryland  &  Pennsylvania,  the  Le- 
high &  Hudson  Eiver,  and  other  detached  companies. 

Mr.  Sheean:  Now,  the  various  terminal  companies,  you 
have  made  no  showing  there  as  to  terminal  companies. 

Mr.  Bremerman:  We  did  not  attempt  to  take  them  all.  We 
took  what  were  in  the  Western  territory  in  the  movement  except 
one  or  two,  the  Indianapolis  Union,  the  Wajjash  &  Pittsburgh 
Terminal  and  the  West  Side  Belt. 

Mr.  Sheean :     AVell,  there  are  numerous  other  terminal  com- 

Mr.  Bremerman:     Yes,  there  are  quite  a  few. 

Mr.  Sheean:     But  none  of  those  were  taken. 

Mr.  Stone:  Might  I  ask  a  question  before  you  leave  that, 
Mr.  Sheean? 

Mr.  Sheean:     Yes. 

Mr.  Stone:  Did  vou  include  anv  of  the  Canadian  roads  in 
the  Eastern  territory? 

Mr.  Bremerman:     No. 

Mr.  Stone:  So  of  the  Canadian  Lines  East,  none  of  them 
are  in? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  There  are  also  in  the  Southeastern  territory', 
shown  at  page  4  the  roads  which  are  actually  taken  in  the  South- 
east.   Now,  there  are  certain  roads  there  in  the  Southeast,  Mr. 
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Bremerniau,  some  of  which  might  be  considered  fairly  imi)ortant 
lines? 

Mr.  Bremerman:  I  think  tlie  memorandum  that  I  made 
showed  that  the  New  Orleans  &  Northwestern  and  its  allied 
lines,  the  Alabama  &:  Vicksburg,  the  Vicksburg,  Shreveport  & 
Paciti,c,  with  a  mileage  of  about  509,  could  properly  have  l)een 
included  here  as  representative  roads  in  that  section.  There 
are  others,  such  as  the  C'arolina,  Clinchlield  &  Ohio,  and  some 
road  in  Carolina,  256  miles,  the  Georgia,  Southern  &  Florida, 
392  miles;  the  Louisville,  Henderson  &  St,  Louis,  188  miles.  Tak- 
ing them  all  ^vould  be  about  1,300  or  1,400  miles.  It  would  add 
about  4  per  cent  to  this  mileage. 

Mr.  Slieean:  Now,  on  some  of  those  roads,  apparently, 
from  Exhibit  56  which  has  been  introduced  here,  there  may  be 
some  rules  more  favorable  than — or  would  fall  into  the  class  of 
the  more  favorable  rules? 

Mr.  Bremerman:     Oh,  yes. 

Mr.  Sheean:     And  others  of  them  less  favorable  ? 

Mr.  Bremerman:  Yes.  1  have  not  made  a  careful  study  of 
them,  except  as  they  are  show^n  by  glancing  over  them. 

Mr.  Sheean:  At  the  time  that  these  roads  were  selected, 
the  expectation  was  that  this  Arbitration  would  start  within  a 
short  time  after  this  selection  was  made  I 

Mr.  Bremerman:  Yes,  we  had  just  a  little  over  a  month, 
we  figured  then. 

Mr.  Sheean:  And  you  followed  generally  the  grou])ing 
that  has  been  adopted  in  the  exhibits  that  were  introduced  as 
between  the  Southeast  and  East  in  your  work? 

Mr.  Bremerman:  (lenerally,  yes,  sir;  attempted  to  get  the 
larger  and  representative  roads. 

Mr.  Sheean:  Now,  in  this  New  Orleans  &  Northeastern; 
and  the  Alabama  &  Vicksburg;  \'icksburg,  Shreveport  &  Pacific, 
having  about  509  miles,  are  fairly  rei)resentative  roads,  and  any 
information  that  is  shown  in  Employes'  Exhibit  56  here  should 
be  considered  in  connection  with  anything  here  if  it  modifies 
in  any  respect — 

Mr.  Bremerman:     Yes,  I  believe  so. 

Mr.  Sheean:  As  to  the  percentage  of  relationship,  Mr. 
Bremerman,  here,  percentage  of  mileage,  the  only  idea  in  select- 
ing mileage  or  any  other  basis  is  to  give  some  idea  of  the  im- 
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portance  or  non-import auce  of  rules  as  to  employes  affected,  or 
the  railroads  affected  ? 

Mr.  Bremerman:  1  understand  that  to  be  the  Committee's 
jDurpose  in  selecting  mileage  for  this  weighting. 

Mr.  Sheean:  This  per  cent  on  mileage  has  no  particular 
significance? 

Mr.  Bremerman:  Xo,  only  as  exhibiting  a  general  ten- 
dency or  a  preponderance  in  the  territories. 

Mr.  Sheean:  And  the  roads  that  you  have  mentioned  here 
in  Southeast  territory  you  think  aggregate  all  told  something 
like  1,300  or  1,400  miles? 

Mr.  Bremerman:  The  ones  I  mentioned  as  being  the  more 
important  representative  roads,  between  1,300  and  1,400  miles, 
and  perhaps  would  add  4  jier  cent  to  the  mileage  we  have  al- 
ready used. 

Mr.  Sheean:     I  think  that  is  all. 

The  (liairman:  The  Board  will  take  a  recess  then  until 
2:30  o'clock. 

(Whereupon,  at  12:30  o'clock  P.  M.  a  recess  was  taken  until 
2:30  o'clock  P.M.) 

After  Recess. 

The  Chairman:     Have  you  anything  further,  Mr.    Sheean? 
Mr.  Sheean:     Just  one  thing. 

DAN  H.  BREMERMAN  was  recalled  for  further  examina- 
tion, and  having  been  ]jreviously  sworn,  testified  as  follows : 

Mr.  vSheean :  Mr.  Bremerman,  have  you  now  the  detail  of 
the  information  that  Mr.  Shea  asked  for  this  morning,  with  ref- 
erence to  hostlers  in  Eastern  territory? 

Mr.  Bremerman :     Yes,  sir.     Mr.  Shea,  in  connection  with  < 
the  showing  on  page  297,  asked  this  morning,  I  l)elieve,  as  to  the 
detail  of  the  percentage  shown  in  the  middle  column  relating  to 
the  Eastern  territory,  20.449,  no  provision  in  schedules. 

The  information  I  have  is  that  the  following  roads  have  not 
reprinted  their  schedules,  but  were  i)arties  to  the  Eastern  Fire- 
men's Association: 

The  Cincinnati,  Hamilton  &  Dayton;  the  Detroit,  Toledo  & 
Ironton;  the  Long  Island;  the  New  York,  Philadel])hia  &  Nor- 
folk;  the   Pennsylvania  Lines   East;   Toledo   l^   Ohio   Central; 
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IVabasli,  Pittsburgh  Terminal  &  West  Side  Belt;  Wheeling  & 
Lake  Erie;  Zanesville  «&  Western. 

Mr.  Sheean :  But,  in  order  to  make  clear  just  what  rule 
or  rules  in  that  connection  these  roads  are  amenable  to,  even 
though  not  printed  in  the  schedule,  will  you  just  give  us  the 
Award  in  the  East  that  covers  those  roads,  if  vou  have  it  con- 
veniently  there. 

Mr.  Bremerman:  From  page  8  of  the  Award  in  the  Arbi- 
tration between  the  Eastern  Railroads  and  the  Brotherhood  of 
Locomotive  Firemen  and  Enginemen,  dated  at  New  York,  April 
23,  1913,  Article  2,  Sub-division  (c),  Hostlers: 

"Hostlers,  per  day  of  ten  (10)  hours  or  less,  2.40. 

' '  If  hostlers  are  employed  in  handling  engines  between  pas- 
senger stations  and  round  houses  or  yards,  or  on  main  tracks, 
they  will  be  paid,  i)er  day  of  ten  (10)  hours  or  less,  3.25. 

"If  men  are  em|)loyed  to  assist  hostlers  in  handling  engines 
between  passenger  stations  and  round  houses  or  yards,  or  on 
main  tracks,  they  will  be  paid  per  day  of  ten  (10)  hours  or  less 
2.50.  -       ' 

In  addition,  the  following  roads  not  parties  to  that  arbitra- 
tion have  no  hostlers'  rule-  The  ButTalo  &  Susquehanna,  and 
the  P.  &  L.  E.  Also  the  Philadelphia  &  Reading,  and  Vandalia, 
parties  to  the  Award,  in  their  present  schedules,  reprint  the 
Award  in  its  entirety  in  the  back  of  the  schedule.  The  total  of 
the  roads  enumerated  is  20.449. 

Mr.  Sheean :  So  that  not  only  as  to  hostlers,  but  as  to  the 
other  provisions  or  other  matters  that  are  specifically  covered 
by  the  Award  in  the  East,  your  compilation  here  has  been  lim- 
ited to  what  ai:>peared  in  the  schedules  at  the  time  the  compila- 
tion was  made? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean :  We  ask  leave  to  file  that  Award.  I  think  that 
request  was  made  some  time  ago,  and  I' got  the  impression  that 
the  Board  had  already  been  provided  with  copies  by  the  secre- 
tary. 

The  Chairman :     I  think  we  have  copies  of  it. 

Mr.  Park :     Mr.  Stone  stated  that  they  were  available. 

Mr.  Sheean :  W-e  ask  leave  to  file  the  Award  of  the  Fire- 
men, the  Award  in  the  Engineers'  Arbitration,  and  the  Award 
in  the  Conductors'  and  Trainmen's  recent  Arbitration,  as  well 
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as  the  Agreement  of  IDIO  in  the  West,  as  to  Engineers.     That 
is  all. 

CROSS  EXAM IXATION. 

Mr.  Stone:  1  tliink,  Mr.  (Uiairnian,  you  can  realize  what  a 
layman  from  the  ranks  has  to  contend  with,  when  he  undertakes 
to  cross-examine  on  the  combined  wisdom  of  years,  boiled  down 
into  one  exliibit  like  this.  In  the  short  time  we  have  had  it,  of 
necessity  we  have  not  liad  time  to  check  it  as  we  should  like  to,  so 
the  examination  of  the  witness  will  perhaps  not  be  as  thorough 
as  we  would  like  to  make  it,  if  we  had  had  more  time. 

Mr.  Sheean:  Well,  Mr.  Stone,  let  it  be  understood  as  to 
checking  and  verification,  that  at  any  time  during  the  proceed- 
ings we  shall  l)e  very  glad  to  have  the  checking  or  verification 
made,  at  any  time,  so  the  fact  that  you  do  not  call  attention  to 
any  error  or  discrepancy  here,  would  not  in  any  way  limit  you 
in  that  respect. 

Mr,  Stone :  I  understand,  as  far  as  that  is  concerned,  that 
we  have  a  right  to  come  back  at  any  time.  The  fact  that  I  shut 
the  leaves  of  the  book  tliis  afternoon  does  not  say  that  I  am 
through  with  it,  by  any  manner  of  means. 

Mr.  Sheean:     No. 

Mr.  Stone :  Mr.  Bremerman,  you  were  with  Mr.  Morrissey 
in  the  Grand  Office  of  the  Brotherhood  of  Railway  Trainmen 
for  some  time,  w^ere  y^ou  not! 

Mr.  Bremeiman :     Yes,  sir. 

Mr.  Stone:     In  what  capacity! 

Mr.  Bremerman :     Secretary  to  the  Grand  Master. 

Mr.  Stone:  You  were  also  his  chief  clerk  or  confidential 
secretary,  when  he  was  president  of  the  Railway  Em])loyes' 
Association,  were  you  not! 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone:  At  the  present,  you  are  still  with  Mr.  Mor- 
rissey, are  you  not! 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone:     Then,  with  your  experience  for  these  years 
and  association  with  Mr.  Morrissey,   3'ou  are   fairly  familiar 
and  have  a  fair  working  knowledge  of  the  labor  of  railroad' 
organizations,  and  how  the  schedules  are  built  up,  are  you  not! 

Mr.  Bremerman :     I  think  so.    . 


3262 

Mr.  Stone :  You  were  also  with  Mr.  Morrissey  at  the  time 
he  represented  the  Brotherhood  of  Locomotive  Engineers  in 
that  Eastern  Arbitration,  were  yon  not? 

Mr.  Bremerman :  I  was  employed  by  him,  yes,  sir,  at  that 
time. 

Mr.  Stone :  You  handled  and  in  fact  prepared  most  of  the 
corres])ondence  that  took  place,  regarding  the  working  out  of 
the  details  of  the  Eastern  Arbitration,  did  you  notf 

Mr.  Bremerman:  I  handled  it  for  him  as  his  secretary, 
yes,  sir. 

Mr.  Stone :  Then  you  are  fairly  familiar  with  all  that 
took  place? 

Mr.  Bremerman:     Yes,  sir,  fairly  so. 

Mr.  Stone :  Coming  back  to  your  exhibit,  I  note  all  the 
waj^  through  that  you  show  the  Norfolk  &  Western,  Chesapeake 
&  Ohio  and  the  Virginian  in  the  Southeastern  group.  Is  it  not 
a  fact  that  they  have  always  been  handled  in  a  group  by  them- 
selves, with  an  intermediate  working  basis  between  the  Eastern 
and  the  Southeastern  territory? 

Mr.  Bremerman:  I  could  not  say  exactly  as  to  that,  Mr. 
Stone.  I  have  a  general  knowledge  as  to  the  division — the 
generally  recognized  division  between  the  three  territories,  but 
there  are  certain  roads  in  the  twilight  zone  that  I  am  not  exactly 
familiar  with.  .  • 

Mr.  Stone :  Well,  I  guess  we  will  be  safe  in  calling  this  in 
the  twilight  zone  because  they  have  always  refused  to  he  a  part 
of  the  Southeastern  Association,  and  we,  as  frankly,  have  re- 
fused to  consider  them  in  the  Eastern  Association,  so  that  they 
are  betwixt  and  between.  I  note  on  pages  2,  3  and  4  that  you 
show  average  miles  operated,  1914.  Just  how  did  you  arrive 
at  this  ? 

Mr.  Bremerman :  That  is  the  figure  reported  to  the  Inter- 
state Commerce  Commission.  I  understand  it  represents 
straightaway  mileage,  of  niain  line  and  branches,  but  as  to  just 
how  the  average  is  arrived  at,  my  recollection  is  that  the  in- 
structions of  the  Commission  are  not  entirely  clear  or  not 
covered. 

Mr.  Stone:  Then  one  would  at  least  draw  the  inference 
that  the  mileage  fluctuated,  perhaps,  during  the  year? 

Mr.  Bremerman:     Yes. 
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Mr.  Stoue:  And  you  have  no  knowledge  as  to  Low  this 
average  mileage  is  arrived  at? 

Mr.  Brenierman:  I  know  how  one  road  arrives  at  it,  by 
the  direct  changes. 

Mr.  Stone:     Then  how  do  they  strike  the  averages,  by — 

Mr.  Bremerman:     Dividing  by  the  ninn])er  of  days. 

Mr.  Stone:     In  the  yearf 

Ml'.  Brenierman :  Yes,  when  a  certain  i^ortion  of  the  road, 
say,  under  construction,  is  put  under  operation,  that  part  that 
is  put  under  operation  then  is  computed  in  arriving  at  the 
average  from  that  day  forward,  to  the  end  of  the  year. 

I  looked  that  up,  and,  as  I  remember  the  instructions  in  the 
Annual  Report,  the  manner  of  arriving  at  the  average  was  not 
specified.  I  may  be  wrong  as  to  that.  I  am  not  an  authority  on 
those  reports. 

Mr.  Stone :  Will  you  kindlj^  turn  to  page  15.  In  the  third 
column  at  the  top  you  show  the  basis  of  a  day's  work  in  through 
freight.  Just  what  do  you  understand  is  meant  by  the  rule 
there  for  the  New  York,  New  Haven  &  Hartford? 

Mr.  Bremerman :  The  heading  given  is  ''100  miles  or  less, 
10  hours  or  less,  overtime  pro  rata  after  10  hours.  Both  over 
miles  and  over  hours  made.     Minute  basis." 

I  understand  by  that,  supposing  a  case  that  a  man  ran  110 
miles  in  eleven  hours,  he  would  be  paid  110  miles  and  also  one 
hour  overtime. 

Mr.  Stone:  Then,  after  you  once  get  into  overtime  it 
doubles  up.    He  is  paid  double  time,  isn't  he? 

Mr.  Bremerman:     He  is  paid  miles  and  hours. 

Mr.  Stone:     Both? 

Mr.  Bremerman:     If  he  is   on  miles.     He  may  get   into 
'overtime  without  having  exceeded  the  one  hundred. 

Mr.  Stone:  Well,  is  it  not  a  fact — or  are  you  familiar 
enough  to  express  an  opinion,  that  the  result  of  this  excessive 
penalty  on  the  New  York,  New  Haven  &  Hartford  is  to  liave 
practically  done  away  with  overtime  on  that  road? 

Mr.  Bremerman:     I  don't  know,  Mr.  Stone. 

Mr.  Stone :  On  page  16  you  show  there  the  Buffalo,  Roch- 
ester and  Pittsburgh,  with  a  mark  beside  it,  and  you  show  at 
the  footnote  * '  three-crewed   way  freight,    overtime    after    15 
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hours."  Is  it  your  understanding  tliat  tliese  crews  only  work 
four  days  a  week? 

Mr.  Bremerman :  I  can  give  you  my  personal  understand- 
ing of  it.  This  was  just  what  was  furnished  me,  if  you  care  for 
that. 

Mr.  Stone:  As  a  schedule  man  who  compiled  these,  what 
does  it  mean? 

Mr.  Bremerman:  I  understand  that  a  three-crewed  way 
freight  works  out  practically  as  you  say — they  would  work  every 
other  day. 

Mr.  Stone:  Well,  would  they  work  every  other  day? 
Wouldn't  they  work  four  days  out  of  the  week?  Make  a  round 
trip  and  lay  in  one  day,  and  then  make  another  round  trip  for 
a  week? 

Mr.  Bremerman:  If  they  ran  a  round  trip.  It  Avould  de- 
pend on  the  length.  I  was  thinking  of  a  single  trip  that  would 
take  the  entire  day. 

Mr.  Stone:  Well,  with  three  crews  on  two  runs,  how  can 
they  work  more  than  four  days  each  in  the  Aveek? 

Mr.  Bremerman:     I  guess  you  are  right  in  the  total. 

Mr.  Stone:  Then,  the  fact  remains  that  these  three- 
crewed  way  freights  that  you  show  here  actually  work  only 
sixty  hours  a  week,  unless  they  run  into  overtime  and  are  paid 
extra  ? 

Mr.  Bremerman :     Overtime  after  fifteen  hours,  yes,  sir. 

Mr.  Stone:  Four  days  a  week  would  be  sixty  hours  work 
a  week? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone:  And  the  same  is  true  of  the  next  footnote 
which  refers  to  the  Michigan  Central,  except  that  they  draw 
overtime  after  twelve  hours,  so  they  only  work  four  days  a  week, 
forty-eight  hours  a  week.    Is  that  correct? 

Mr.  Bremerman:     I  think  that  is  proper,  yes,  sir. 

Mr.  Stone:  On  page  17  I  think  the  correction  you  made 
this  morning  would  straighten  up  that  Cincinnati,  New  Orleans 
&  Texas  Pacific,  or  what  is  commonly  known  as  the  Queen  & 
Crescent  North.  They  are  all  on  an  eight-hour  day,  or  a  12\\>- 
mile-an-hour  basis,  are  they  not,  by  the  correction  that  you 
made  ? 

Mr.  Bremerman :     I  have  not  it  marked  here. 
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•  Mr.  Stone :     You  made  a  correction  just  before  lunch  ? 

Mr.  Bremerman:     I  made  it  on  page  18. 

Mr.  Stone:  Weil,  it  would  have  the  same  effect  here^ 
wouldn't  itf  The  Alabama  Great  Southern  and  the  C.  &  O.  and 
T.  P.,  which,  combined,  make  the  Queen  &  Crescent  North. 

Mr.  Bremerman:  I  do  not  find  on  page  218  the  basis  of  a 
day,  or  was  it  tiie  overtime? 

Mr.  Stone:  218  says  for  the  .Uabama  Great  Southern,. 
"Article  2  (last  paragraph)  "Road  time  of  Engineers  engaged 
in  through  freight  service  will  begin  one  hour  before  the  time 
set  for  the  departure  of  their  trains?" 

Mr.  Bi'emerman:     Yes,  sir. 

Mr.  Stone:  This  makes  an  eight  hour  day  of  the  road  then, 
doesn't  it,  instead  of  a  nine-hour  day? 

Mr.  Bremerman:  Well,  the  speed  basis,  on  the  basis  of  11 
miles  an  hour,  com])uting  the  time,  being  in  through  freight 
service,  from  an  hour  before  the  time  set  for  the  departure  of 
the  train. 

Mr.  Stone:  It  really  makes  an  eight  hour  day  then  on  that 
road?   . 

Mr.  Bremerman:  He  would  be  eight  hours  on  the  road  be- 
fore his  overtime  commenced,  yes,  sir. 

]\Ii'.  Stone:  Instead  of  nine.  And  the  same  is  true  of  the 
Alabama  Great  Southern? 

Mr.  Bremerman:  Yes,  the  two  are  under  the  same  sched- 
ule, I  understand. 

Mr.  Stone:  And  the  same  is  practically  true  of  the  South- 
ern. You  show  the  Southern  rule  all  the  way  through,  but  you 
do  not  apply  it  to  your  11  mile  per  hour  basis.  If  you  will  turrt 
to  page  224  of  our  exhibit,  you  will  find  the  Southern  rule. 

Mr.  Bremerman:  "'Road  time  will  commence  30  minutes- 
previous  to  the  time  the  Engineer  is  called  to  leave,"  except  at 
specified  points. 

Mr.  Stone:  Well,  the  specified  points,  are  all  the  principal 
terminals  of  the  Southern  Railway,  are  they  not? 

Mr.  Bremerman :  I  am  not  entirely  familiar  with  the  South- 
ern Railway. 

Mr.  Stone:  And  at  those  points,  just  read  the  rule  while' 
you  have  it  there? 

Mr.  Bremerman:     "Road  time  will  commence  30  minutes 
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previous  to  the  time  the  Engineer  is  called  to  leave,  except  at 
Savannah;  Columbia;  Spencer;  Birmingham;  Selma;  Alabama; 
Inman  Yard;  Hamburg;  Sheffield,  and  Macon.  Engineers  will  be 
called  at  these  points  one  and  one-half  hours  previous  to  the 
time  their  trains  are  booked  to  leave,  road  time  to  commence  30 
minutes  after  engineers  are  called  and  to  .continue  until  released 
at  end  of  run. ' ' 

Mr.  Stone:  That  makes  road  time  begin  one  hour  before 
the  departure  of  the  trains,  does  it  not? 

Mr.  Bremerman :     At  those  points. 
!         Mr.  Stone:     Yes. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  On  page  18,  you  show  the  Louisville  &  Nash- 
ville there  in  the  first  column  as  local  freight  service,  "100 
miles  or  less  constitute  a  day.  Overtime  on  basis  of  10  miles 
per  hour,"  and  the  footnote  says  ''Over  30  minutes  to  count  as 
one  hour." 

Is  it  not  a  fact  that  nearly  all  of  the  local  runs  of  any  im- 
portance on  the  L.  &  N,  system  are  three-crewed  locals  on  a 
monthly  basis,  and  only  work  four  days  a  week! 

Mr.  Bremerman:     I  don't  know,  Mr.  Stone. 

Mr.  Stone:  Don't  you  find  it  in  comparing  their  schedule? 
Take,  for  example,  your  Paris-Corbin  way-freight  nm,  or  your 
South  Corbin-West  Knoxville  runs,  or  your  Etowah-Copper 
Hill  and  return  run,  your  Etowah  and  Atlanta,  your  Lebanon 
Junction-Corbin  run,  and  so  forth,  they  are  all  three-crewed 
locals  and  overtime  accrues  after  14  hours. 

And  with  three  crews,  take,  for  example,  your  Etowah- 
Atlanta  run,  the  three  crews  are  paid  147.50 ;  overtime  after  14 
hours,  and  the  same  is  practically  true  of  all  their  runs.  There 
are  twenty  or  thirty  of  them  that  are  specified.  In  fact,  Mr. 
Burgess  is  probably  more  familiar  with  the  road  than  I  am, 
although  I  made  the  last  schedule,  but  I  think  it  is  safe  to  say 
that  nearly  all  their  main  line  local  freight  runs  are  handled 
in  that  way,  so  that  this  showing  here  of  "100  miles  or  less 
constitute  a  day.  Overtime  on  basis  of  10  miles  per  hour,"  is 
not  correct. 

Take  your  page  19,  Mr.  Bremerman. 

Mr.  Bremerman :     Yes. 

Mr.  Stone:     I  notice  in  a  great  many  of  these  schedules, 
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you  say  "No  provision  in  schedule."  Where  there  are  no  pro- 
visions in  the  schedule  for  a  certain  basis  of  the  day's  work, 
how  are  they  paid?    They  are  paid  in  some  form,  are  they  not? 

Mr.  Bremerman:  I  don't  know,  Mr,  Stone.  You  will  un- 
derstand, of  course,  that  we  took  only  the  schedules.  I  cannot 
undertake  to  say  how  they  are  paid  on  all  these  ditferent  roads. 
If  the  work  is  performed,  certainly  it  is  paid  for. 

Mr.  Stone :  I  notice  in  the  Southeastern  territory  espe- 
cially, you  say  in  a  great  many,  like  in  your  next  to  the  last  line 
for  firemen,  ''No  schedule,"  37  per  cent. 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone:  Is  it  not  a  fact  that  on  all  those  roads  in  the 
Southeastern  territory  where  there  are  no  schedules  for  fire- 
men, that  they  are  paid  a  certain  fixed  percentage  of  the  engi- 
neer's wage,  varying  all  the  way  from  53  per  cent  to  71  per 
cent? 

Mr.  Bremerman:  I  have  the  detail  of  that  here,  if  you 
care  for  it. 

Mr.  Stone :  It  is  a  fact,  is  it  not,  that  that  is  the  way  they 
are  paid? 

Mr.' Bremerman:  Oh,  they  all  have  firemen,  and  that  37 
per  cent,  I  think,  are  pretty  nearly  all  of  them  paid  on  a  per- 
centage of  the  engineer's  wages.  Just  what  the  range  of 
percentage  is  I  cannot  say. 

Mr.  Stone:  Then  the  statement  that  there  are  no  schedules 
is  really  misleading,  is  it  not?  There  are  schedules  and  there  is 
a  certain,  definite,  fixed  rate  of  pay  for  them? 

Mr.  Bremerman:  What  we  meant  Iry  that  is,  there  is  no 
scheduk^  with  the  organization,  no  ])rinted  official  schedule,  as 
there  is  in  the  case  of  the  Engineers,  an  out  and  out  agreement. 

Mr.  Stone :  Well,  is  it  not  printed  in  the  Engineers  that 
they  will  be  ])aid  a  certain  fixed  percentage,  in  many  cases,  or 
fixed  by  bulletin? 

Mr.  Bremerman :  I  really  do  not  know  as  to  that,  Mr. 
Stone.  The  information  for  the  East  and  Southeast  was  fur- 
nished me,  and  I  have  not  made  a  careful  study  of  the  schedules 
in  those  territories.    I  had  my  hands  full,  in  the  West. 

Mr.  Stone :  I  can  well  believe  it.  That  is  one  strong  argu- 
ment for  standardization.    When  we  get  standardization  once  it 
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will  not  be  so  niucli  trouble  to  compile  one  of  these.  Turn  to 
page  25,  please, 

Mr.  Bremerman  :     Yes,  sir. 

Mr,  Stone:  I  note  you  show  several  places  in  this  pusher 
and  helper  service,  in  a  large  percentage  of  the  mileage  no  pro- 
vision in  schedules.  Do  you  understand  by  that  that  they  do 
not  have  any  ])uslier  and  hel])er  service,  or  that  they  do  not  pay 
])usher  and  helper  service? 

Mr.  Bremerman  :  I  understand  only  that  the  schedule  does 
not  make  provision  for  that  service,  and  could  not  undertake  to 
say  whether  they  have  it  or  have  it  not. 

Mr.  Stone :  Regarding  the  question  of  the  request  of  the 
men  for  freight  rates  for  pusher  and  helper  service,  is  it  not  a 
fact  that  the  freight  rates  being  paid  now  are  higher  than  the 
request,  in  some  localities  in  the  West? 

Mr.  Bremerman:     The  ]mslier  and  helper  rates? 

Mr.  Stone :  The  freight  rate  now  is  higher  than  the  rate 
we  ask  for. 

Mr,  Bremerman :  I  do  not  believe  I  get  your  question 
quite,  Mr.  Stone,  if  you  will  pardon  me. 

Mr.  Stone :  We  are  asking  in  ]^usher  and  helper  service 
that  they  be  paid  the  through  freight  rates,  are  we  not? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone :  Is  it  not  a  fact  that  the  through  freight  rates 
that  we  ask  for  in  the  Western  territory,  are  really  being  paid 
on  a  higher  basis  than  what  we  ask  in  our  request? 

Mr.  Bremerman:     There  are — 

Mr.  Stone :     On  some  roads  ? 

Mr.  Bremerman :  There  are  through  freight  rates  that 
are  now  ])aid,  higher  than,  the  through  freight  rate  you  request. 

Mr.  Stone :  Take,  for  example,  our  Exhibit  No,  4,  on  pages 
33  and  35,  you  will  find  there  on  the  Canadian  Pacific  that  we 
are  asking  for  a  five  dollar  rate  on  less  than  80,000  pounds  on 
drivers,  while  the  rate  they  are  already  paying  is  $6,05. 

Mr,  Sheean :  Are  you  requesting  that  that  rate  be  modified 
in  that  manner,  Mr.  Stone? 

Mr.  Stone:  No,  sir.  I  am  just  simply  showing  that  they 
are  already  paying  higher  than  what  we  are  asking  for. 

Mr.  Sheean :     Well,  T  was  just  trying  to  make  clear  whether 
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what  you  were  asking-  for  on  the  Canadian  Pacific  was  for  the 
maintenance  of  that  rate,  wherever  it  ol)tained. 

Mr.  Stone:  The  chances  are  they  will  retain  their  present 
rate.  I  believe  the  saving  clause  in  the  Agreement  to  Arbitrate 
gives  us  that  right.  I  believe  you  said  this  information  for 
the  Southeastern  territory  was  furnished  you! 

Mr,  Bremerman :     Yes,  sir. 

Mr.  Stone:  So,  when  you  say  34  per  cent  that  has  no 
provision  for  this  class  of  service,  you  do  not  know  whether 
they  have  any  of  that  service  on  their  roads  or  not! 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:  In  the  Eastern  territory,  on  this  pusher  and 
helper  service,  is  it  not  a  fact  that  the  Eastern  Arbitration 
granted  through  freight  rates  to  all  pusher  and  helper  service? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  According  to  class  of  engine,  is  it  not?  It  has 
been  so  long  since  I  read  it — through  freight  rates.  This  is  the 
Eastern  Arbitration  I  am  quoting  from.  "On  all  work,  wreck, 
pusher  or  helper,  etc."  On  page  36,  take  your  showing  in  the 
Western  territory  for  work  train  service,  it  is  a  fact,  is  it  not, 
that  the  payment  of  through  freight  rates  is  a  well  recognized 
practice  in  quite  a  percentage  of  this  Western  territory? 

Mr.  Bremerman:  The  exhibit  shows  22.8  that  pay  through 
freight  rates,  without  qualification. 

Mr.  Stone:  And  a  large  percentage,  through  the  other  pro- 
vision, recognize  through  freight  rates  in  some  form  or  other,  do 
thej'^  not  ? 

Mr.  Bremerman:     Under  certain  conditions,  yes,  sir. 

Mr.  Stone:  Well,  I  got  by  page  31.  I  wanted  to  ask  you 
'jOne  question  on  that,  if  you  will  kindly  turn  back  to  it.  Just 
how  do  you  arrive  at  the  number  of  engines  normally  in  service? 

Mr.  Bremerman:  That  information  was  taken  from  re- 
ports furnished  by  the  road.    I  can  read  you  the  request. 

Mr.  Stone:     No,  wliat  is  normal  service? 

Mr.  Bremerman:     Well,  the  usual  assignment,  I  understand. 

Mr.  Stone:  When,  in  periods  of  depression,  when  j^ou  have 
the  men  cut  off  the  board,  or  with  two  men  for  every  engine  on 
the  road,  in  times  of  rush? 

Mr.  Bremerman:     It  would  depend  on  how  each  road  in- 
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terpreted  it,  Mr.  Stone.  They  were  asked  to  furnish  the  number 
of  engines  normally  in  service. 

Mr.  Stone:     At  that  particular  time,  or  any  fixed  time? 

Mr.  Bremerman:     The  first  of  October,  1914. 

Mr.  Stone:  Well,  I  note,  for  example,  down  there  in  the 
Southern  Pacific  System,  if  I  added  the  number  up  correctly,  you 
show  236  engines  in  helper  service. 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  I  have  a  fairly  good  knowledge  of  the  road,  and 
I  have  talked  with  the  chairman  from  there,  and  we  were  unable 
to  locate  only  about  68,  and  I  am  wondering  if  you  can  explain 
the  wide  discrepancy  in  the  figures. 

Mr.  Bremerman:  I  can  not,  but  I  think  I  can  get  it  for  you, 
!or  undertake  to  explain  it,  if  you  wish. 

Mr.  Stone:  The  onlv  wav  I  can  reconcile  the  figures  at  all 
would  be  like  the  trains  Mr.  Jones  spoke  of,  where  you  have  six 
engine  trains  you  classify  them  as  helpers, 

Mr.  Bremerman :  I  do  not  know  as  to  how  they  arrived  at 
the  number,  Mr.  Stone. 

Mr.  Stone :  Coming  back  to  36  again,  I  think  you  say  there, 
in  temporary  work  train  service,  in  the  Western  territory  for  74 
per  cent  there  is  no  special  provision  in  the  schedule  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:     How  do  you  understand  they  are  paid? 
Mr.  Bremerman:     I  do  not  know. 

Mr.  Stone:  AVhere  you  find  no  provision  in  the  schedule, 
is  it  not  fair  to  infer  they  would  be  paid  the  same  as  regular 
work  of  that  kind,  unless  there  is  a  specific  rule  to  the  .contrary? 

The  Chairman:     Mr.  Stone,  I  did  not  catch  that  question. 

Mr.  Stone:  I  asked  the  question  where  he  finds  no  special 
provision  in  a  schedule  on  the  road  for  this  temporary  work 
train  service,  if  it  would  not  be  fair  to  assume  that  tliev  would, 
be  paid  the  same  as  regular  work  trains,  in  the  absence  of  any 
rules  to  the  contrary. 

Mr.  Bremerman:  You  mil  note  that  percentage  includes, 
also,  roads  paying  through  freight  rates  in  all  classes  of  work 
train  service.  That  does  not  answer  your  question,  of  course. 
I  could  not  sav  as  to  that,  Mr.  Stone.  I  do  not  know  whether 
the  inference  would  be  justified  or  not;  whether  they  would 
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pay  the  work  train  rates,  or  through  freight  rates,  or  what  they 
would  pay. 

Mr.  Stone:  On  page  43,  it  would  seem  from  your  exhibit 
that  already  many  of  these  roads  are  paying  a  much  better  rate 
for  this  class  of  service  than  what  we  are  asking  for,  would  it 
not? 

Mr.  Bremerman:  I  think  so,  yes,  sir,  through  the  work- 
ing conditions. 

Mr.  Stone:  Where  there  are  no  provisions  to  the  con- 
trary, or  where  it  is  in  the  unclassified  service,  we  are  simply 
asking  for  freight  rates? 

Mr.  Bremerman :     I  so  understand  your  proposal,  yes,  sir. 

Mr.  Stone:  Yes,  the  rates  of  pay  on  quite  a  number  of 
these  are  largely  in  excess  of  that  now? 

Mr.  Bremerman:  I  find  one  here  pays  the  local  freight 
rates,  another  pays  the  through  freight  rates,  on  a  basis  of  time 
and  one-half  allowed  as  miles  or  hours,  minimum  150  miles 
each  day  assigned.  That  is  perhaps  six  or  seven  per  cent 
there. 

Mr.  Stone:     Others  pay  200  miles  for  each  move. 

Mr.  Bremerman:  Yes,  in  the  working  conditions,  Mr. 
Stone. 

Mr.  Stone :  On  page  47.  A  careful  reading  of  this  synop- 
sis on  page  47  would  show  that  the  practice  of  paying  for  over- 
time on  a  minute  basis  is  quite  well  established  in  all  three  of 
these  territories,  w^ouldn't  it? 

Mr.  Bremerman:     I  think  it  is,  yes.     As  to  overtime, 

Mr.  Stone :  Page  48 :  In  the  Western  territory  you  show 
there  four  per  cent  and  ten  per  cent  of  mileage  that  the  over- 
time is  computed  on  the  basis  of  a  train,  for  engineers. 

Mr.  Bremerman:     Yes. 

Mr.  Stone :  Is  it  not  fair  to  assume  that  that  may  be  a 
much  higher  rate  than  is  even  paid  on  the  rates  that  you  show 
about  that? 

Mr.  Bremerman:     It  may  be  higher  or  lower. 

Mr.  Stone:  Do  you  know  any  passenger  trains  in  the 
Western  territory  where  the  speed  basis  is  lower  than  twenty 
miles  an  hour? 

Mr.  Bremerman :  I  don 't  know  much  about  the  passenger 
trains  in  the  Western  territory,  the  actual  operation. 
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Mr.  Stone:  On  page  53,  why  is  there  such  a  discrepancy, 
in  the  Southeastern  territory,  between  the  percentage  of  mile- 
age on  121/1'  miles  per  hour  for  engineers,  and  the  percentage 
of  mileage  for  firemen?  It  is  safe  to  say  that  the  engineers 
and  firemen  on  the  same  engine  are  practically  paid  on  the  same 
basis,  are  they  not?  You  show  engineers  as  51  per  cent  at  12i/^ 
miles  per  hour  basis  and  you  show  firemen  20  per  cent  at 
12  V2  miles  per  hour. 

Mr.  Bremerman:  There  are  no  schedules  printed,  so  far 
as  I  was  furnished,  for  37  per  cent.  The  difference  may  be 
in  there.  That  is,  it  may  represent  firemen  who  are  running 
on  trains  with  engineers  who  are  on  a  12%  mile  per  hour  basis, 
but  as  to  Avhether  the  firemen  are  paid  on  that  basis  or  not,  I 
don't  know. 

Mr.  Stone:  On  page  58  I  note  there  is  quite  a  large  per- 
centage of  engineers  in  passenger  service  whose  present  sched- 
ule of  wages  is  based  on  weight  on  drivers. 

Mr.  Bremerman:     Fourteen  and  eight-tenths. 

Mr.  Stone:  And  I  also  note  in  column  8  there  are  5  per 
cent  based  on  tractive  power. 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  Which  is  practically  the  same  thing.  It  is  a 
distinction  without  a  difference,  isn't  it,  because  weight  on 
drivers  practically  means  tractive  power,  doesn't  it? 

Mr.  Bremerman:  Well,  I  have  heard  some  argument  to 
the  contrary. 

Mr.  Stone:  Well,  you  can  hear  arguments  that  2  and  2 
don't  make  4,  so  far  as  that  is  concerned! 

Mr.  Bremerman :  Well,  I  have  heard  Mr.  Carter  say  that 
when  the  superheater  is  on  they  are  not  the  same. 

Mr.  Stone :  Well,  anything  in  favor  of  either  side  would  be 
in.  favor  of  the  company,  wouldn't  it? 

Mr.  Bremerman:  Mr.  Carter  says  so.  I  don't  know,  Mr. 
Stone,  really. 

Mr.  Stone :  On  i)age  66,  I  note  you  show  there  in  the 
schedule  of  ])ay  for  passenger  engineers  for  the  Chicago  & 
North  Western,  a  junior  rate.  Is  it  not  a  fact  that  the  North 
Western  has  an  order  out  that  no  man  is  allowed  to  run  passen- 
ger without  three  years'  experience? 

Mr.  Bremerman :     I  do  not  know,  Mr.  Stone. 
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Mr.  Stone :  Tlieu  tliis  junior  rate  in  passenger  service 
really  does  not  mean  anvtliine*.  You  do  not  believe  thev  would 
allow  a  youni>',  inex])erienced  man  to  run  a  passenger  train, 
do  you? 

Mr.  Bremerman :     Except  in  an  extreme  emergency. 

Mr.  Stone:  Oh,  well,  anybody  would  run  one  in  an  emer- 
gency, 1   suppose,  if  the  emergency  were  bad  enough. 

Mr.  Bremerman :     Yes. 

Mr.  Stone:  They  liave  been  known  to  have  section  men 
run  it. 

Mv.  Bremerman :  The  schedule  contains  that  clause,  and 
we  thouglit  it  fair  to  ]mt  it  in  all  these  rate  sheets. 

^Ir.  Stone:  Do  you  show  any  engines  on  this  page  that  are 
carrying  this  junior  rate? 

Mr.  Bremerman  :     No,  sir. 

Mr.  Stone :  I  think  Mr.  Sheean  explained  yesterday  that 
if  an  engine  made  one  mile  or  one  trip,  that  it  would  show  up 
in  this  sheet  somewhere? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  That  same  engine  might,  during  the  month, 
work  in  each  one  of  these  classes  of  service  that  you  specify, 
might  it  not? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:     This  is  passenger  service  here? 

Mr.  Bremerman :     Yes,  sir. 

Mr,  Stone :  But  it  is  possible  for  that  same  engine  to 
show  several  times  ? 

Mr.  Bremerman :     They  have. 

Mr.  Stone :  They  have  shown  several  times,  and  that  is 
pretty  nearly  as  bad  as  that  pyramiding  which  they  accused 
Mr.  Lauck  of  on  the  Oregon  Short  Line  and  Union  Pacific.  It 
would  have  the  same  effect  when  you  went  to  figuring  cost, 
would  it  not? 

Mr.  Bremerman :  The  exhibit  was  not  intended  to  show 
cost,  Mr.  Stone.  The  note  says  "Superior  figures  indicate  the 
number  of  engines  taking  the  accompanying  rate  that  were  used 
in  passenger  service  in  October,  1913,  and  to  that  extent  show 
the  relative  importance  of  the  rates  in  that  month." 

Mr.  Stone:  Then  I  understand  these  sheets  are  all  com- 
pared from  the  month  of  October,  1914? 
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Mr.  Bremerman:     In  the  West. 

Mr.  Stone:     In  the  West? 

Mr.  Bremerman:     Yes, 

Mr.  Stone:  Sometimes  they  say  1918,  and  sometimes  they 
say  1914,  I  notice,  in  hurriedly  looking  through. 

Mr.  Bremerman:  I  will  qualify  that.  x\s  to  helper  and 
pusher  service  we  had  no  specific  reports,  and  we  got  that  for 
October,  1914. 

Mr.  Stone :     All  the  rest  then  are  for  1913  ? 

Mr.  Bremerman:  Yes,  sir;  except  the  helper  and  pusher 
that  we  were  on  a  few  moments  ago. 

Mr.  Stone:  Coming  back  to  the  schedule  rates  that  you 
show  in  these  exhibits  here,  I  understand  you  to  say  that  they 
are  not  introduced  for  the  purpose  of  showing  cost? 

Mr.  Bremerman:     No,  sir, 

Mr.  Stone:  Then  it  would  not  be  fair  to  take  these  figures 
to  build  up  a  basis  of  cost  on  the  different  roads  from? 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:  On  page  79  here,  we  have  a  summary  of  the 
wages  in  the  three  territories,  for  that  normal  operation. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  Is  it  not  a  fact  that  you  are  comparing  in  the 
East  and  West,  the  rates  shown  for  a  ten  hour  day,  and  drawing 
a  comparison  with  the  Southeastern  territory  where  much  of  it 
is  on  an  eight  hour  day? 

Mr.  Bremerman:  These  rates  do  not  take  into  considera- 
tion, in  any  way,  the  length  of  the  day.  The  entire  exhibit  is 
divided  into  sections,  related  to  the  sections  of  the  proposals. 
With  one  exception,  that  where  we  traced  the  day's  pay  through 
from  the  beginning  of  work,  preparatory  time,  final  delay,  road 
time,  and  final  terminal  delay,  there  is  no  connection  between 
any  of  the  rules. 

Mr.  Stone :  Take,  for  example,  your  engine  there  weighing 
224,999  pounds  on  drivers.  We  are  asking  for  6.10  in  the  West- 
ern territor^^,  are  Ave  not? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :  That  is  exclusive  of  the  10  per  cent.  You  show 
the  rate  down  through  there  at  the  present  time,  from  5.15  to  5.65 
in  the  Western  territory. 

Mr.  Bremerman:     Yes. 
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Mr.  Stone:     And  from  4.75  to  5.00  in  the  Eastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  And  in  the  Southeastern  territory  from  5.40 
to  5.65? 

Mr,  Bremerman:     Yes,  sir. 

Mr.  Stone:  But,  if  j'ou  computed  the  basis  of  that  in  the 
Southeastern  territory  for  the  ten  liour  period,  at  the  end  of  ten 
hours,  instead  of  having  5.40  he  would  liave  6.48,  would  he  not, 
for  a  ten  hour  day? 

Mr.  Bremerman:     Suppose  he  ran  on  miles. 

Mr.  Stone:  It  would  be  the  same  thing-;  it  would  work  out 
in  his  favor  just  the  same,  would  it  not? 

Mr.  Bremerman:  Oh,  yes;  this  takes  no  account  of  the 
length  of  the  dav. 

Mr.  Stone:  So  it  is  not  a  fair  comparison,  only  more  than 
just  the  going  rate  on  that  engine;  you  take  nothing  else  into 
consideration  at  all! 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:  The  fact  that  one  has  the  advantage  of  two 
hours  over  the  other  has  no  bearing  on  the  case? 

Mr.  Bremerman:  That  is  true,  as  between  engines  in  any 
territory,  as  between  territories. 

Mr.  Stone:  On  page  81,  don't  you  think  a  careful  reading 
of  the  Santa  Fe  and  the  Chicago  &  Alton  would  be  a  very  strong 
argument  in  favor  of  standardization? 

Mr.  Bremerman:     I  don't  know,  Mr.  Stone. 

Mr.  Stone:  How  did  you  separate  in  the  Western  terri- 
tory,— I  think  it  is  over  about  page  95,  if  I  recall  rightly,  I 
haven't  got  all  the  fig-ures  on  these, — the  through  freight  and 
local  service;  how  did  you  separate  the  through  freight  from 
the  local  service? 

Mr.  Bremerman:     As  to  number  of  engines? 

Mr.  Stone:     As  to  mileage  on  engines;  how  did  you  get  it? 

Mr.  Bremerman :  That  came  from  the  reports  of  the  roads, 
the  same  as  on  the  passenger  and  through  freight;  they  re- 
ported the  engines  that  were  used  in  that  service  in  that  month. 

Mr.  Stone:  •  And  on  those  roads  where  no  differential  is 
shown,  you  understand  that  they  have  no  local  freights.  Is  it 
not  a  fact  that  many  of  the  Western  roads  claim  they  do  not 
have  local  freights? 
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Mr.  Bremerman :  There  are  one  or  two  that  make  no  spe- 
cific provisions  for  local  freights,  in  that  lang-uage. 

Mr.  Stone:  The  reason  for  that  is  they  are  all  local 
freights  on  that  particular  road,  and  it  is  not  necessary. 

Mr.  Bremerman:  That  amounts  to  3  per  cent  of  the  mile- 
age, on  page  95. 

Mr.  Stone :  On  page  96,  in  this  way  freight  service,  in  the 
Southeastern  territory,  where  you  show  12  engines  that  are  on 
a  $160.00  a  month  basis,  where  will  I  find  Avhat  road  that 
comes  from! 

Mr.  Bremerman:  That  is  the  N.,  C.  &  St.  L.  You  want 
the  detailed  sheet! 

Mr.  Stone ;     No,  I  just  want  to  know  what  road  it  is  from. 

Mr.  Bremerman:     N.,  C.  &  St.  L. 

Mr.  Stone :  Then,  if  it  is  the  N.,  C.  &  St.  L.,  it  is  a  three- 
crew  local? 

Mr.  Bremerman:     I  don't  know. 

Mr.  Stone:  Well,  it  is,  if  it  is  the  N.,  C.  &  St.  L.,  because 
they  run  their  locals  three-crewed  locals,  and  they  only  work 
four  days  in  the  week. 

Mr.  Burgess :  Mr.  Stone,  may  I  ask  one  question  here  so 
that  I  can  follow  you? 

Mr.  Stone:     Surely. 

Mr.  Burgess:     On  page  81 — 

Mr.  Stone:  We  have  got  by  that.  We  were  over  to  page 
96. 

Mr.  Burgess :  I  know,  but  I  was  trying  to  follow  you  in- 
dustriously, and  I  missed  you.  I  was  wondering,  Mr.  Brem- 
erman, how  you  made  the  tabulation  on  the  Chicago  &  Alton, 
setting  forth  the  different  number  of  engines  in  the  respective 
columns  opposite  the  rate  there,  taking,  I  presume,  the  desig- 
nation of  the  engine  as  a  guide  or  a  measure,  as  set  forth  here. 

Mr.  Bremerman :  No,  we  did  not  take  the  schedules  to  fill 
in  the  columns  that  are  numbered  to  the  right.  The  rates 
shown  in  columns  1  to  12,  with  the  superior  figures  indicating 
the  number  of  engines  that  took  that  rate  in  October,  1913, 
came  from  reports  of  the  individual  roads,  which  di\T.ded  in 
the  manner  proposed  as  to  weight  on  drivers.  The  only  con- 
nection between  the  right  hand  side  and  the  schedule  rates,  is 
where  you  can  connect  up,  for  instance,  the  rate  of  4.90  in  the 
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first  one,  with  tlie  4.90  rate  under  the  heading  *■ '  Schedule  Rate ; ' ' 
that  is,  of  those  nine  engines  which  took  the  4.90  rate,  I  have 
no  way  of  knowing  which  one  of  these  classes  D-1,  D-2,  and  so 
forth,  they  are. 

Mr.  Burgess :  "Well,  can  you  give  the  Arbitrators  any  rule 
to  go  by  so  that  we  could  take  this  designation  of  the  engine 
and  verify  whether  that  same  number  was  right,  as  set  forth 
here  in  your  right  hand  column?  As  an  illustration,  under  the 
heading  '^100,000  to  139,999,"  you  show  seven  engines  that 
took  4.90;  nine  engines  that  took  4.95.  Now  then,  if  we  de- 
cided to  check  that,  how  would  we  do  it  by  this  designation  as 
set  forth  under  the  heading  ''Schedule  Rate?" 

Mr.  Bremerman:     You  could  not. 

Mr.  Burgess:     That  would  be  an  impossibility? 

Mr.  Bremerman:  Yes,  sir,  without  the  supplementary  in- 
formation. The  columns  1  to  12,  are  merely  supplementary  to 
the  schedule. 

Mr.  Stone :  Before  you  turn  away  from  that,  Mr.  Bremer- 
man, there  are  eighteen  classes  shown  in  the  first  group,  and 
there  are  only  nine  engines ;  and  in  addition  to  that  it  may  come 
under  all  other  classes,  besides. 

Mr.  Bremerman :  "Well,  there  are  sixteen  engines  that  hap- 
pened to  take  the  4.90  rate  in  that  month. 

Mr.  Stone :  Sixteen  engines,  and  there  are  eighteen  classes 
and  then  it  says  all  other  classes  of  small  engines  besides. 

Mr.  Bremerman:  Well,  in  presenting  the  schedule  rates, 
the  thought  was  that  presented  as  they  are,  they  would  not  mean 
much  to  the  arbitrators,  and  in  an  attem])t  to  give  them  some 
idea  of  the  relative  importance  of  the  rates,  divided  according 
to  the  proposals,  the  columns  to  the  right  were  appended,  and 
only  to  the  extent  that  they  were  engines  that  did  take  one 
trip,  maybe,  or  maybe  more,  or  perhaps  the  entire  month  that 
rate,  the  comparison  is  made. 

Mr.  Burgess :  Of  course,  I  am  only  speaking  for  one  arbi- 
trator; to  me  that  would  be  very  valuable  information.  May 
I  ask  you,  Mr.  Stone,  if  you  can  tell  us  in  one  case  what  kind 
of  an  engine  is  a  class  D-78? 

Mr.  Stone :     I  imagine  she  was  on  the  scrap  heap  long  ago. 

Mr.  Burgess :     I  did  not  intend  it  in  that  wa5\ 

Mr.  Stone:     I  doubt  if  she  is  in  service.    We  will  tell  you 
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in  a  minute- — No,  I  haven't  got  the  blueprints  here,  Mr.  Burgess ; 
I  have  them  all  ovf*r  at  the  room.  It  is  an  easy  matter  to  check 
np  with  the  blueprint  of  the  road. 

Mr.  Burgess:     But  3'ou  could  not  tell  us  from  this  exhibit  I 

Mr.  Stone :  I  do  not  want  to  be  sarcastic  at  all,  but  I  did 
not  put  up  this  exhibit. 

Mr.  Burgess :  No,  but  T  was  seeking  information.  T 
thought  may  be  you  might  be  able  to  advise  us. 

Mr.  Slieean:  But,  Mr.  Stone,  all  of  the  Alton  engineers, 
or  you,  representing  the  engineers  of  the  Alton  Road,  and  the 
Alton  people,  have  the  blueprints  and  are  enabled  to  check  up 
these  numbers,  as  to  just  what  they  mean? 

Mr.  Stone :  The  Alton  engineers  do  not  have  the  blue- 
prints, and,  speaking  for  myself,  I  had  considerable  trouble 
getting  the  blueprints  for  this  occasion.  In  fact,  I  was  notified 
that  the  only  way  I  could  get  them  on  one  particular  road  was 
through  Mr.  Trenholm,  the  Chairman  of  the  Managers'  Asso- 
ciation.   If  I  might  digress  a  moment,  I  will  find  out  for  you. 

Mr.  Sheean :  I  just  wanted  to  know  whether  or  not  the 
impression  was  intended  to  be  conveyed  here  by  the  questions 
asked,  that  the  engineers  upon  the  Alton,  when  the  Alton  Eoad 
classifies  or  designates  their  engines  by  numbers  and  letters, 
have  difficulty  in  ascertaining  and  understanding  the  rate  ap- 
plicable to  any  engine  actually  operated,  because  if  there  was 
such  an  intention  in  the  questions,  I  would  desire  to  have  it 
cleared  up. 

Mr.  Burgess :  Mr.  Sheean,  the  intention  of  the  question 
was  this ;  I  presume  that  some  time  the  last  word  wdll  be  spoken 
in  the  trial  and  the  final  determination  of  the  questions  before 
us  will  rest  with  the  six  gentlemen  who  are  trying,  at  least,  to' 
be  arbitrators. 

Mr.  Sheean :     Yes. 

Mr.  Burgess:  And  juolsably  ayc  will  consult  the  exfiibits 
offered  by  both  sides. 

Mr.  Sheean:  Is  it  the  desire  of  any  of  the  arbitrators 
that  there  be  filed  with  this  exhibit,  blueprints  showing  what 
the  Class  D-1,  2,  o,  or  4  is,  because  if  such  desire  is  expressed 
they  will  be  gladly  furnislied. 

Mr.  Burgess:     It  was  the  desire  of  this  arbitrator,  at  least, 
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to  know  what  these  designations  represented,  as  far  as  the  class 
of  the  engine  was  concerned. 

Mr.  Sheean:  Then  we  shall  be  very  glad  indeed  to  furnish 
the  blueprints  showing  all  of  these  designations,  for  your  in- 
formation; and,  as  to  any  of  the  other  roads,  Mr.  Burgess,  if 
there  be  like  desire.  So  if  you  will  indicate,  either  as  to  the 
Alton  or  any  other  road,  we  shall  be  very  glad  to  file  in  connec- 
tion with  and  as  part  of  this  exhibit,  those  blueprints. 

Mr.  Burgess:  But  without  the  blueprint,  this  exhibit  would 
not  show  that! 

]\Ir.  Sheean:  No,  and  knowing  now  that  you  do  desire  the 
blueprints  as  to  the  Alton,  we  here  and  now  offer  to  furnish  any 
other  blueprints,  or  any  other  supplemental  information,  that 
you  desire  in  connection  with  the  exhibits. 

Mr.  Burgess:     Thank  you. 

Mr.  Stone:  May  I  ask  a  (juestion  from  counsel  for  the  rail- 
roads ? 

The  Chairman:     Yes,  sir. 

Mr.  Stone:  When  joii  furnish  that  blue  print,  will  it  shoAV 
the  average  weight  of  the  engine  or  the  real  weight  of  the  en- 
gine ? 

Mr.  Sheean:  1  do  not  know,  Mr.  Stone,  but  anything  you 
indicate  as  to  your  desires  of  what  you  should  like  furnished, 
I  shall  ask  the  Alton  to  jn'ovide  and  furnish  and  file  with  the 
exhibit. 

Mr.  Stone:  You  know  we  have  had  quite  a  lot  of  trouble 
in  determining  the  weight  of  these  engines  and  arriving*  at  the 
real  weight.  We  have  learned  through  sad  experience  that  the 
weights  do  not  remain  the  same.  We  used  to  get  all  of  that  from 
the  engine  builders,  but  that  source  of  information  has  been  cut 
oif,  positively  refused  to  give  any  information  on  the  subject. 

Mr.  Sheean:  If  you  will  indicate  anything  further  than 
the  official  classification  blue  indnts  that  you  desire  in  this  con- 
nection, we  shall  be  glad  to  supply  anything  we  can  obtain,  and 
will  ask  the  Alton  to  furnish  just  what  you  ask  in  that  regard.  I 
understand  now  the  official  classifications  of  the  engine,  the  blue 
print  showing  these  different  engines  is  desired,  and  that  is 
what  Ave  shall  now  ask  for.  If  anything  further  is  desired  and 
you  indicate  what  it  is,  we  will  make  a  similar  request. 

Mr.  Burgess:     Mr.  Sheean,  I  do  not  know  and  I  have  not 
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che.cked  up  whether  any  other  railroad  classified  their  engines 
in  the  same  manner  as  the  Chicago  &  Alton.  If  there  are  other 
roads,  I  think  it  would  be  well  to  get  them  in. 

Mr.  Sheean:  Well,  at  your  leisure,  Mr.  Burgess.  I  under- 
stand there  is  no  difficulty  about  getting  the  official  classifica- 
tions and  any  of  the  roads  that  you  indicate  at  any  time  during 
the  hearing,  we  will  make  the  request  as  to  particular  roads. 

Mr.  Burgess:     Thank  you. 

Mr.  Stone :  We  were  on  page  96.  If  the  12  engines  shown 
in  the  first  column  in  the  Southeastern  territory  are  on  the  Nash- 
ville, Chattanooga  &  St.  Louis,  I  think  you  will  find  that  they 
are  three-crewed  locals. 

Mr.  Sheean:     Here  is  the  Alton  now,  Mr.  Burgess. 

Mr.  Burgess:     Thank  you. 

Mr.  Sheean:  We  can  get  others  at  a  later  time.  I  thought, 
perhaps,  as  we  were  passing  this,  you  wanted  it. 

Mr.  Stone:  On  page  116,  you  show  there  in  the  Western 
territory  that  21  per  cent  of  the  roads,  or  the  mileage,  have  no 
provision  in  their  schedule  for  mixed  train  service. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  Is  it  safe  to  infer  that  they  are  paid  through 
freight  rates? 

Mr.  Bremerman:  At  least,  yes,  sir,  or  perhaps,  in  cases, 
the  passenger  rate.  It  is  based  generally  on  the  character  of  the 
service  performed,  I  think,  where  there  is  no  provision  and  they 
do  have  a  mixed  train  service. 

Mr.  Stone:  On  page  119,  what  is  the  distinction  you  draw 
in  the  Western  territory,  for  engineers,  between  freight  rates  and 
road  rates,  according  to  class  of  engine? 

Mr.  Bremerman:  I  draw  none.  That  is  the  language  of 
the  schedule. 

Mr.  Stone:  On  page  124,  my  understanding  is  that  these 
percentages  shown  in  the  bottom  column  are  the  percentages 
of  mileage  to  the  total  mileage? 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  Now,  take,  for  example,  in  column  4,  do  I  un- 
derstand that  35  per  cent  of  the  work  train  service,  out  of  all  the 
work  train  service  on  the  Western  territory,  that  assigned  men 
are  paid  for  working  daj^s  not  used  ? 

Mr.  Bremerman:     On  35  per  cent  of  the  mileage  in  the 
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Western  movement,  f^ssigned  men  are  paid  for  working  days 
not  used. 

Mr.  Stone:  Then,  it  appears  to  be  a  well-established  prac- 
tice, does  it  not? 

Mr.  Breraerman:     "Well  established  on  35  per  cent. 

Mr.  Stone:    Well,  that  is  a  pretty  good  start,  is  it  not? 

Mr.  Bremerman:     That  is  pretty  good,  yes. 

Mr.  Stone :  And  we  get  over  to  column  3.  Then  it  is  safe 
to  infer  that  29  per  cent  of  assigned  men  are  ])aid  for  days 
not  used,  including  Sundays? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone :  So  that  appears  to  be  a  well  established  jjrac- 
tice? 

Mr.  Bremerman:     To  the  extent  of  29  per  cent. 

Mr.  Stone:  On  page  137  is  not  your  total  at  the  top  of 
the  page  misleading?  You  call  it  ''turn-around  service."  Is 
it  not  a  fact  that  this  is  not  pay  for  turn-around  service,  but  is 
pay  for  the  work  you  do  at  the  turning  around  point? 

Mr.  Bremerman:  Yes,  it  could  be  transposed  "Pay  for 
work  at  turning  point  in  turn-around  service." 

Mr.  Stone :  Well,  it  might  be  that  the  man  had  gone  clear 
through  to  another  terminal,  might  it  not? 

Mr.  Bremerman:     At  turning  point? 

Mr.  Stone:  Yes.  He  might  go  and  turn  around  and  do 
some  turning  at  a  terminal? 

Mr.  Bremerman :  It  would  be  very  little,  if  it  was  a  turning 
point. 

Mr.  Stone :  If  he  went  to  the  end  of  his  division  and  did 
some  work  in  the  yard? 

Mr.  Bremerman :     Yes,  if  he  is  in  turn-around  service. 

Mr.  Stone:     Well,  would  it  be  in  turn-around  service? 

Mr.  Bremerman:     Well,  there  is  a  distinction  there. 

Mr.  Stone:  You  also  group  into  this,  do  you  not,  the  pay 
for  turning  engines,  for  hostling  engines,  for  watching  engines, 
for  turning  engines  on  "Y,"  and  all  other  work.  You  group  it 
altogether  under  this  work,  do  you  not? 

Mr.  Bremerman:     What  we  find  in  the  schedule,  "for  turn- 
ing, switching,  handling  engines,  etc.,  at  turning  point,"  yes. 
Mr.  Stone:     Now,  page  146. 
The  Chairman :     Mr.  Stone,  as  one  member  of  the  Board,  I 
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would  like  to  know  exactly  what  you  ineaii  by  "turn-around 
service."    Give  me  an  illustration? 

Mr.  Stone:  We  don't  agree  that  there  is  any.  The  other 
side  claims  it  is  all  turn-around  service,  with  the  exception  of 
a  few  through  runs. 

The  Chairman :  What  do  they  say  constitutes  turn-around 
service? 

Mr.  Stone:  It  varies  with  the  ditferent  roads.  Provision 
was  made  in  a  few  schedules  for  short  turn-around  service, 
where  they  thought  the  automatic  release  was  unusualty  burden- 
some, and  they  succeeded  in  having  their  men  agree  to  put  in 
a  short  turn-around  rule,  which  provided  for  going  out  a  feAv 
miles  and  coming  back  to  the  terminal,  and  perhaps  going  out 
again,  and  making  a  few  turns,  and  running  around  other 
crews  in  the  terminal.  That  was  really  what  was  intended  by 
'* turn-around  service,"  in  the  beginning.  But  abuses  crept  in, 
until  they  claim  now  that  if  you  go  over  a  division  95  miles 
and  come  back  the  same  day  that  you  are  in  turn-around  serv- 
ice, instead  of  paying  for  a  trip  each  way. 

Mr.  Sheean:  That  is,  they  insist  on  paying  you  twice  95 
miles,  instead  of  twice  100  miles  for  that.  The  difference  be- 
tween whether  it  is  turn-around  or  not  being  whether  or  not 
the  minimum  day  applies.  That,  substantially,  would  be  the 
case. 

Mr.  Stone :  Although  the  man  has  arrived  at  a  designated 
terminal  and  he  is  running  "first  in,  first  out,"  and  should  be 
automatically  released,  as  we  claim. 

Mr.  Sheean :  The  turn-around  in  the  shorter  branch,  if  I 
might  supplement  that — for  instance,  one  typical  turn-around 
run  is  on  the  Burlington,  from  here  to  Aurora.  You  run  those 
as  turn-arounds,  Mr.  Byram,  don't  you! 

Mr.  Byram:     No.     Galesburg  and  Mendota. 

Mr.  Sheean :  Well,  perhaps  you  could  illustrate  some  par- 
ticular example  of  a  turn-around  rather  than  to  give  a  sup- 
posed case  here. 

Mr.  Byram :  A  short  run,  say  50  or  60  miles,  with  a  crew 
going  out  to  this  point  and  turning  around  and  coming  back. 
It  is  not  the  regular  terminal.  It  is  short  of  the  regular  termi- 
nal, but  the  crew  goes  to  that  point  and  turns  and  comes  back  in 
continuous  service.    In  that  respect  payment  has  been  continu- 
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ous  as  one  trip,  where  under  the  automatic  release  it  would 
constitute  two  trips. 

Mr.  Stone :  You  understand,  Mr.  Chairman,  we  would  not 
agree  in  a  thousand  years  that  a  trip  straightaway  of  a  thou- 
sand miles  was  a  straight  run. 

Mr.  Sheean:  And  that  is  largely  a  difference  of  opinion. 
If,  in  practice,  they  were  run  out  a  distance  of  60  miles,  turned 
around  and  ran  back  60  miles,  under  the  schedule,  many  roads 
would  claim  that  if  they  paid  them  for  the  120  miles  they  were 
paying  them  equitably,  while  in  their  insistence  they  would  ask 
for  100  miles  for  the  60  miles  run  out,  and  another  100  miles 
for  the  60  miles  run  back. 

Mr.  Stone:  We  might  also  run  around  three  or  four 
crews  who  were  lying  at  the  intermediate  terminal,  who  were 
just  as  anxious  to  go  back  as  we  were. 

Mr.  Sheean:     Does  tliat  make  it  clear? 

The  Chairman:     Yes.      I  just  did  not  understand  tlie  term. 

Mr.  Stone:  On  page  146,  you  sliow  a  page  for  firemen  in 
messenger  service.  Do  you  show  anywhere  in  this  exhibit  what 
would  be  paid  to  an  engineer  under  the  same  conditions  f 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:  Isn't  there  in  quite  a  number  of  the  schedules 
a  place  where  an  engineer  is  paid  for  messenger  service? 

Mr.  Bremerman:  I  made  no  studv  of  that,  Mr.  Stone.  I 
could  not  say. 

Mr.  Stone:  On  page  14-7,  you  show  a  page  for  firemen 
watching  engines.  Why  did  you  not  show  a  page  for  engineers 
on  the  same  question? 

Mr.  Bremerman:  The  real  reason  w^as,  I  think  that  ordi- 
narily firemen  are  used  for  the  purpose.  We  made  no  study  for 
engineers,  however. 

Mr.  Stone:     Why  are  firemen  used,  do  you  know? 
Mr.  Bremerman:     No. 

Mr.  Stone:  Well,  I  rather  think  you  do,  by  the  way  you 
smile.     It  is  because  they  are  so  much  cheaper,  is  it  not? 

Mr.  Bremerman:  Well,  the  duties  of  watching  an  engine, 
as  I  see  it,  is  largely  to  kee])  her  warm,  and  that  is  ])art  of  tlie 
fireman's  duty. 

Mr.  Stone:     You  never  tried  keeping  an  engine  warm  on  a 
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night  wlien  it  was  40  below  zero.  He  would  do  something  else 
besides  trying  to  keep  her  warm. 

Mr.  Bremerman:     I  never  was  on  an  engine,  Mr.  Stone. 

Mr.  Stone:  On  page  148,  where  we  request  10  per  cent  in- 
crease where  the  grade  is  1.8  per  cent,  are  we  to  understand  that 
roads  in  the  AVestern  territory  that  show  no  increased  rates, 
either  by  constructive  mileage  or  certain  per.centages,  have  these 
mountain  grades? 

Mr.  Bremerman:     That  show  none  now? 

Mr.  Stone:     Yes. 

Mr.  Bremerman:  I  don't  know  that  I  quite  understand 
that.     "Will  you  read  it? 

(Question  read  by  the  reporter.) 

Mr.  Bremerman:  I  don't  know  as  to  the  geographical  sit- 
uation of  the  other  roads,  as  to  what  is  a  mountain  grade. 

Mr.  Stone:  I  notice  in  this  Great  Northern  showing,  on 
page  151 — I  think  the  Board  will  remember  the  testimony  of 
electric  engineer  Finn.  I  think  you  have  left  out  his  piece  of 
track.  Between  Cascade  and  Tye.  Or  else  I  overlooked  it 
in  checking  it  over. 

Mr.  Bremerman:  The  last  two  lines  in  the  explanation, 
Mr.  Stone,  "Leavenworth,  Cascade  Tunnel,  Skykomish,  Tye," 
would  that  be  it  ?     I  am  not  entirely  familiar  with  the  line  there. 

Mr.  Stone:  The  tunnel  is  between  Cascade  and  Tye.  It 
is  a  space  in  between  here. 

I  note  on  pages  155  and  156,  that  you  show  a  copy  of  the 
rules  and  regulations,  and  you  also  show  another  column  of  ex- 
planations. Are  we  to  understand  that  this  is  the  accepted  in- 
terpretation that  has  been  usually  agreed  upon  by  the  Com- 
mittee of  Engineers  and  Firemen  and  the  officials  of  the  com- 
pany? Or  is  this  an  opinion  expressed  by  the  official  who  gives 
the  information? 

Mr.  Bremerman:  This  is  the  information  received  from 
the  railroad  company. 

Mr.  Stone :  You  don 't  know  whether  the  men  agree  with 
this  expression  or  not? 

Mr.  Bremerman :     I  do  not. 

Mr.  Stone:  Beginning  with  page  157,  or,  before  coming 
to  that,  how  should  we  go  to  work  to  check  the  accuracy  of  this 
explanation  furnished  by  these  officials?     Submit  it  to  the  men? 
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Mr.  Bremerman:  I  should  think  so.  That  is  the  waj"  I 
would  do  it. 

Mr.  Stone:  Beginning  with  page  157,  what  percentage  of 
the  mileage  is  covered  by  these  special  provisions  you  show 
here?     Have  you  made  any  computation? 

Mr.  Bremerman:     No,  I  have  not,  Mr.  Stone. 

Mr.  Stone:  You  do  not  know  wliat  percentage  of  the 
branches  are  shown? 

Mr.  Bremerman:     Percentage  of  the  branches? 

Mr.  Stone :     Are  they  all  shown  1 

Mr.  Bremerman :     They  are  supposed  to  be. 

Mr.  Stone :  Have  you  made  any  computation  anywhere  as 
to  what  the  percentage  of  branches  on  the  different  systems  is, 
as  compared  with  the  so-called  main  line? 

Mr.  Bremerman :     No,  sir. 

Mr.  Stone :  Are  we  to  understand  that  all  of  these  speci- 
fied or  accepted  runs  that  jou  show  here  are  run  on  branches? 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:     They  are  not? 

Mr.  Bremerman:  They  are  branch,  specified  or  excepted 
runs. 

Mr.  Stone:  Then  all  the  specified  or  excepted  runs  may 
be  main  line  runs,  may  they  not? 

Mr.  Bremerman:  I  would  not  say  all  of  them,  but  there 
may  be  and  probably  are,  and  I  think  there  are.  I  know  there 
are  on  main  lines,  in  some  cases. 

Mr.  Stone:  I  thought  so.  The  natural  inference,  from 
reading  that,  without  reading  it  close,  would  be  that  that  was 
all  branch  runs. 

Mr.  Bremerman:  The  idea  in  that  heading  was  not  to 
convey  that  impression.  Some  schedules  will  have  a  section 
which  would  be  called  ''specified  runs."  Others  would  call 
them  "excepted  lines"  or  "excepted  runs."  We  try  to  employ 
all  the  terms,  so  as  to  cover  it  as  well  as  we  could. 

Mr.  Stone :  Turning  to  159- A,  the  explanation  shown  there 
for  the  Chicago,  Eock  Island  &  Pacific  is,  to  my  mind,  a  striking 
example  of  the  methods  adopted  to  deprive  men  of  what  right- 
fully belongs  to  them,  under  a  schedule,  by  pressure.  You  will 
note  there  in  the  second  paragraph  that  this  crew  is  compelled 
to  make  a  local  agreement  and  accept  37  miles  for  a  day,  and  if 
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they  do  not  do  it,  that  they  are  going  to  be  compelled  to  move 
away  from  their  homes.  So,  rather  than  sacrifice  their  homes, 
they  are  compelled  to  enter  into  a  local  agreement,  in  direct 
conflict  with  the  agreement  that  is  in  effect  with  the  company; 
is  that  not  a  fact! 

Mr.  Bremerman :  I  only  know  what  the  officer  says  there, 
that  rather  than  move  to  "West  Liberty,  they  entered  into  this 
agreement. 

Mr,  Stone :  "Well,  most  any  other  man  wonld  probably  do 
the  same  thing,  would  he  not,  nnder  those  conditions,  rather 
than  give  up  his  home  and  everything  else?  Is  not  the  pressure 
on  a  man  under  those  circumstances — 

Mr.  Bremerman:     I  do  not  know. 

Mr.  Sheean:  Is  there  anything  you  find  in  the  scliedules 
that  will  enable  you  to  answer,  as  an  expert,  these  hypothetical 
questions  Mr.  Stone  is  now  propounding? 

Mr.  Stone:  Mr.  Chairman,  I  kept  very  quiet  and  let  Mr. 
Sheean  nag  my  witnesses  by  the  hour ;  didn't  say  a  word ;  did  not 
introduce  only  one  or  two  hypothetical  questions.  He  dealt  in 
them  by  the  hour. 

Mr.  Sheean:  I  really  thought  you  had  forgotten,  momen- 
tarily, Mr.  Bremerman,  — 

Mr.  Bremerman :     I  had  not  forgotten  for  a  minute. 

Mr.  Sheean:     I  withdraw  my  objection. 

Mr.  Stone :  I  understand  Mr.  Bremerman  is  up  here  as  an 
expert  on  schedules,  and  has  put  up  this  exhibit. 

Mr.  Bremerman :  No,  I  am  not  an  expert.  I  will  disclaim 
that. 

Mr.  Stone :     You  are  the  one  who  got  up  this  exhibit  ? 

Mr.  Bremerman:  I  had  immediate  charge  of  its  prepara- 
tion, I  will  admit  that. 

Mr.  Stone:  Then  you  are  the  man  I  am  asking  questions 
of,  not  Mr.  Sheean. 

Mr.  Bremerman :     I  will  not  admit  being  an  expert,  though. 

Mr.  Stone :  On  page  173,  I  see  you  say  in  the  footnotes  at 
the  bottom  of  the  page,  "Trolleymen  on  electric  locomotives  are 
paid  $3.30  per  10  hours  or  less,  100  miles  or  less;"  is  that  cor- 
rect ? 

Mr.  Bremerman :  That  is  from  the  Great  Northern  sched- 
ule, yes,  sir. 
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Mr.  Stone:  Page  174,  is  it  not  a  fact  that  electric  service 
in  the  Eastern  territor}'  takes  the  minimum  passenger  rate,  nnrh^r 
the  award? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :  Is  it  not  a  fact  that  the  electric  operation  on  the 
New  Haven  and  on  the  New  York  Central,  that  they  carry  the 
steam  rates  and  steam  conditions? 

Mr.  Bremerman:  New  York  Central  and  New  Haven  do 
carry  the  steam  rates  and  conditions. 

Mr.  Stone:  They  are  probably  the  largest  oi)e)-ators  of 
electric  roads  in  the  East,  are  they  not? 

Mr.  Bremerman :     T  do  not  know,  Mr.  Stone. 

Mr.  Stone:  Page  175;  j^esterday,  in  discussing  local  or 
waj^  freights,  Mr.  Sheean  said  that  every  one  knew  what  a  local 
or  a  way  freight  was,  I  believe.  I  think  that  is  the  way  I  read  it. 
On  these  Western  Eoads,  many  of  the  roads  are  not  shown  as 
having  way  freights.    What  is  the  reason  ? 

Mr.  Bremerman:  They  are  not  shown  as  having  a  defini- 
tion of  a  local  freight  in  their  schedule.  That  does  not  infer 
that  they  do  not  have  rates  fixed  for  local  freights,  in  schedule. 

Mr.  Stone :  You  are  satisfied  in  your  own  mind,  are  you 
not,  that  they  have  way  freight  service? 

Mr.  Bremerman :  Oh,  yes,  I  think  our  other  exhibit  shows 
that  way  freight  service  is  provided  for  on  all  roads,  except  some 
3  per  cent.  There  is  no  such  inference  as  that  intended  to  be 
conveyed  here,  that  these  roads  that  are  left  blank  have  no 
way  freight  service. 

Mr.  Stone :  I  wish  you  would  turn  to  page  175,  and  read 
Rule  54,  of  the  Northern  Pacific,  the  definition  of  what  is  a 
local  freight. 

Mr.  Bremerman:  "Rule  54.  (a)  Local  freights  are  trains 
whose  work  is  the  loading  or  unloading  of  freight  or  doing  sta- 
tion switching  en  route;  engineers  of  such  trains  will  be  paid 
ten  (10)  per  cent  increase  over  regular  rates.  This  rule  does  not 
apply  to  engineers  of  through  freight  crew  setting  out  or  pick- 
ing up  cars  at  stations,  or  the  loading  or  unloading  of  freight  at 
not  more  than  two  points  en  route." 

Mr.  Stone:  Now,  go  right  over  across  the  page  and  read 
the  Chicago,  Milwaukee  &  St.  Paul,  Eastern  Lines,  Article  5. 

Mr.  Bremerman:     (A)   Trains  loading  or  unloading  way- 
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freiglit  or  doing  switcliing  shall  be  classed  as  way-freight  and 
engineers  shall  receive  compensation  accordingly. 

' '  B.  Engineers  on  other  than  designated  way-freight  trains, 
required  to  perform  two  hours'  station  switching  in  the  aggre- 
gate at  one  or  more  stations  or  required  to  perform  sta- 
tion switching  or  loading  or  unloading  at  four  or  more 
stations  between  division  terminals,  shall  be  allowed 
way-freight  rates.  This  will  not  apply  to  through  trains  pick- 
ing up  or  setting  out  cars. 

"C.  "When  main-line  trains  are  sent  to  branch  lines  for 
switching  or  unloading  freight,  they  will  be  allowed  to  include 
the  branch-line  stations  at  which  they  switch  or  handle  freight 
with  the  stations  on  the  main-line  to  give  the  required  number 
to  get  the  way-freight  rate. 

"D.  Way-freight  rates  will  not  apply  to  branch  lines  of 
less  than  100  miles,  except  as  covered  by  special  agreement. 

''E.  On  branch  lines  where  the  mileage  is  100  miles  or  over, 
and  overtime  is  made,  way-freight  rates  will  apply." 

Mr.  Stone:  That  is  almost  as  clear  as  the  definition  you 
read  yesterday,  from  the  Boston  &  Maine,  and  others,  is  it  not? 

Mr.  Bremerman:  I  think  they  are  a  good  deal  clearer  than 
the  Boston  &  Maine. 

Mr.  Stone:  Then  it  was  not  necessary  to  go  into  East- 
ern territory  to  find  a  definition  of  way-freight,  was  it? 

Mr.  Bremerman:  I  am  sure  I  do  not  understand  Boston 
&  Maine.  Undoubtedly,  there  are  definitions  in  Western  terri- 
tory, that  are  shown  on  page  175. 

Mr.  Stone:  There  was  one  thing  you  neglected  to  read, 
though,  on  the  Boston  &  Maine.  That  was  the  mileage  and  the 
rate  that  went  with  it.     I  did  not  hear  you  read  that. 

Mr.  Bremerman:  I  did  not  show  on  that  sheet.  I  will 
read  it  to  you  now,  Mr.  Stone,  if  3^ou  wish. 

Mr.  Stone:  You  do  not  need  to.  Is  it  not  a  fact  that 
where  you  find  everything  is  nailed  down,  and  rooted  at  every 
corner  and  specified  in  all  these  minute  details,  that  it  is  brought 
about  in  order  to  safeguard  the  men  from  the  imposition  of 
some  official?     Is  that  not  what  brings  these? 

Mr.  Bremerman :  No,  I  do  not  find  that,  Mr.  Stone.  I  do 
not  believe  that.  While  I  am  not  exactly  authorized  to  say  these 
things,  I  think  the  Committees  come  in  and  the  Company  meets 
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them,  and  they  patch  it  up.  We  will  give  them  this,  with  this 
exception,  and  between  them  they  arrive  at  an  agreement  which 
makes  certain  exceptions  and  grants  the  requests,  in  certain 
respects,  and  that  is  my  idea  of  the  way  a  railroad  like  the 
Boston  &  Maine  is  built  up,  through  years. 

jSI r.  Stone :  Each  time  they  come  in,  they  find  out  that  they 
have  lost  something,  and  they  wanted  to  add  another  page  to 
cover  a  little  more  of  what  they  had  been  losing. 

Mr.  Bremerman:  I  do  not  know  what  they  lost.  I  guess 
they  always  come  in  for  a  little  more. 

Mr.  Stone:  The  official  is  both  judge  and  jury,  is  he  not, 
in  deciding  the  case? 

Mr.  Bremerman:  The  official  is  responsible  for  the  man- 
agement and  operation  of  the  road,  and  its  expenditures. 

Mr.  Stone:     Not  always  the  expenditures,  is  he? 

Mr.  Bremerman:     As  to  operating,  at  least. 

Mr.  Stone:  Page  179  shows  a  very  great  variety  of  how 
they  are  paid  for  intermediate  switching,  and  unloading  and 
loading  freight,  does  it  not? 

Mr.  Bremerman:      Yes,  sir. 

Mr.  Stone:  And  from  our  standpoint,  it  follow^s  that  it  is 
a  very  strong  argument  for  the  need  of  standardization.  But, 
the  fact  remains,  that  it  does  show  that,  in  a  great  percentage 
of  the  roads,  in  some  form  or  other,  it  is  recognized  and  paid 
for,  does  it  not? 

Mr.  Bremerman :  No  provision  in  schedules  for  35  per  cent 
for  these  special  features  as  to  Western  engineers.  Otherwise, 
there  are  provisions. 

Mr.  Stone :  That  means  that  on  65  per  cent  of  the  roads  in 
some  form  or  other  there  is  some  kind  of  a  provision? 

Mr.  Bremerman:     In  the  schedule,  yes,  sir. 

Mr.  Stone:  And  the  same  could  be  held  true  of  page  182, 
the  loading  and  unloading  of  stock,  icing  cars,  and  weighing 
cars  between  terminals?  It  is  provided  for  in  some  form  or 
other,  on  a  great  many  roads? 

Mr.  Bremerman:     About  50  per  cent  as  to  engineers. 

Mr.  Stone:  But,  on  the  roads  where  it  does  not  show  here 
on.  page  182,  are  we  to  understand  that  they  are  not  paid  for 
any  of  this  kind  of  work? 

Mr.  Bremerman:     You  are  only  to  understand,  as  far  as  I 
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know,  that  tlie  schedule  makes  no  specific  provision  for  these 
items.     As  to  how  they  would  be  paid,  I  don't  know. 

Mr.  Stone:  On  page  188,  have  you  the  list  of  roads  there 
that  you  show  in  the  Eastern  territory! 

Mr.  Bremermau:     Yes,  sir. 

Mr.  Stone:  If  vou  have,  I  wish  you  would  give  it  to  the 
secretary.  Mr.  Chairman,  I  should  like  to  have  the  list  of  roads 
in  Eastern  territor}^  appear,  that  is  shown  when  you  speak  here 
of  Eastern  territory  on  page  188. 

Mr,  Bremerman:  They  appear  on  what  page,  is  that  your 
idea? 

Mr.  Stone:  Yes,  they  do  appear  and  you  show  them,  do 
vou? 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  Is  it  the  same  as  you  show  in  the  first  of  the 
book? 

Mr.  Bremerman:  Yes,  the  same  roads  are  continued  all 
the  way  through  the  book. 

Mr.  Stone:     Then,  that  is  not  necessary. 

Mr.  Sheean:     That  is  page  3,  Mr.  Stone. 

Mr.  Stone :  On  ]^age  3,  those  same  roads  are  carried  all 
the  way  through  for  the  Eastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :  The  fact  remains,  that  by  the  Eastern  Arbitra- 
tion Award,  all  transfers  in  the  Eastern  territory  get  the  mini- 
mum freight  rate,  do  they  not? 

Mr.  Bremerman :     All  transfers  I 

Mr.  Stone:  Yes,  transfer  service.  It  was  an  after  settle- 
ment, later  on;  it  came  later.    It  is  in  the  supplement,  later  on. 

Mr.  Sheean:     Have  you  the  supplement  there? 

Mr.  Bremerman :  Yes,  the  supplement  to  the  report  says 
as  to  Belt  Line  or  Transfer  Service : 

"The  distinction  between  belt  line  or  transfer  service  and 
yard  service  is.  clear  in  most  cases.  Distinctively  belt  line  or 
transfer  service  should  not  be  interpreted  as  yard  service  nor 
should  distinctively  yard  service  be  interpreted  as  belt  line  or 
transfer  service;  but  conditions  are  so  variable  that  it  is  not 
practicable  for  the  Board  to  make  a  clear  definition  separating 
the  two  services  in  all  cases.  Where,  however,  the  service 
clearly  partakes  of  a  belt  line  or  transfer  character,  the  mini- 
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mum  tliroiigh  freight  rate  under  the  award  shall  a})i)ly.  Ten 
hours  or  less  shall  constitute  a  day's  work,  time  to  Ijegin  when 
required  to  report  for  duty  and  to  end  at  the  time  engine  is 
placed  on  designated  track  or  engineer  is  relieved  at  terminal. 
Overtime  is  to  be  i)aid  pro  rata  on  the  minute  basis.  This  award 
is  without  ]n-ejudice  to  existing  higher  rates  or  rules  of  service." 

Mr.  Stone:  What  one  are  you  reading  from?  "Wliich  sup- 
plement ? 

Mr.  Bremennan:  Is  there  more  tiian  one?  This  is  the 
one,  Mr.  Stone  (indicating). 

Mr.  Stone:  I  have  the  one  of  February  G.  Get  the  one 
before  that. 

Mr.  Bremerman:     In  the  Eastern  Engineers'  Award? 

Mr.  Stone :  Yes,  I  think  the  ruling  was  made  under  date  of 
February  20th.    Is  that  what  you  are  reading  from? 

Mr.  Bremerman :     Yes. 

Mr.  Stone :  It  does  not  read  like  mine.  ' '  Where,  however, 
the  service  clearly  jiartakes  of  a  belt  line  or  ti'ansfer  character 
the  minimum  through  freight  rate  under  the  award  shall  apply." 

Mr.  Sheean:     He  read  that. 

Mr.  Bremerman:     That  is  what  I  read. 

Mr.  Stone:     Did  you  read  that? 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  Then  I  beg-  your  pardon;  I  was  looking  for  it 
all  the  time  and  I  did  not  hear  it.  I  stand  corrected.  On 
page  192,  are  we  to  understand  from  this  report  at  the  bottom 
of  the  i^age,  as  to  Mallet  engines,  that  there  are  only  four  Mal- 
let engines  in  yard  service,  pushing  service,  in  tlie  \Vestern 
territory  ? 

Mr.  Bremerman:  There  were  in  the  month  of  October, 
1913. 

Mr.  Stone:  Do  not  all  of  the  Western  roads  carry  a  rate 
for  these  engines,  and  in  case  they  are  put  in  sen'ice,  would 
they  not  take  the  high  rate?  Don^t  they  show  tluMU  in  their 
agreements  ? 

Mr.  Bremerman:     As  to  Mallet  engines? 

Mr.  Stone:     Yes. 

Mr.  Bremerman:  Yes,  sir,  tliey  show  tlie  Mallet  engines 
and  the  rates  therefor.  I  think  you  Avill  find  that  on  ]iages  190 
and  191.     Page  190,  the  note  denoted  by  the  question  mark,  the 
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first  note,  "  Ditf erential  of  75  cents  and  $1.00  on  Mallet  en- 
gines," 42  i3er  cent. 

Mr.  Stone:  You  carry  it  down  there  in  the  footnote  at 
the  bottom  of  the  page? 

Mr.  Bremerman:  Yes,  the  dollar  mark  rate  of  6.05  and 
6.30  for  Mallet  engines,  1.073  per  cent.  Those  are  the  schedule 
rules.     They  occur  elsewhere  in  those  footnotes. 

Mr.  Stone :  On  page  200,  you  show  our  proposed  Article  4 
there,  and  then  you  state,  ''No  schedule  provision,"  for  the 
three  territories.  You  are  familiar  with  the  schedules  of  the 
other  organizations.  Is  it  not  a  fact  that  yardmen,  and  fore- 
men or  conductors  have  a  higher  rate  for  beginning  at  another 
time  than  between  6  and  8  A.  M.  in  the  morning? 

Mr.  Bremerman :  The  hours  vary.  I  would  not  want  to 
tie  it  dovm  to  6  and  8,  but  there  is  what  you  call  a  night  differ- 
ential for  switchmen. 

Mr.  Stone:     And  also  yard  conductors  and  foremen? 

Mr.  Bremerman :  Y^es,  foremen  and  helpers  they  are  called, 
or  yard  brakem€^n  and  yard  conductors  as  they  are  termed  in 
the  East. 

Mr.  Stone :  Is  there  still  the  diif erential  from  the  moun- 
tain districts  West  higher  than  the  valley  rate? 

Mr.  Bremerman:  There  is  a  three  cent  differential  west 
of  Denver, 

Mr.  Stone:  Denver  west  takes  three  cents  higher  than 
east? 

Mr.  Bremerman :     Yes. 

Mr.  Park:     Two  cents. 

Mr.  Bremerman:     Two  cent  differential,  yes. 

Mr.  Stone :  On  page  202,  this  shows  quite  clearly  that  when 
any  part  of  the  meal  hour  is  worked,  they  are  paid  for  it  under 
some  condition.    The  practice  is  quite  well  established,  is  it  not? 

Mr.  Bremerman :     You  say  any  part,  Mr.  Stone  ? 

Mr.  Stone :     Well,  some  part. 

Mr.  Bremerman :  Y'^es,  some  part  or  all,  when  it  is  worked, 
under  the  var;^dng  provisions,  it  is  paid  for, 

Mr.  Stone:  And  then  they  are  given  the  meal  hour,  they 
are  given  time  to  eat? 

Mr.  Bremerman :     Under  pay,  yes,  sir. 

Mr.  Stone:     Under  pay? 

Mr.  Bremerman :     Y^es,  sir. 
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Mr.  Stone:  Have  you  included  Belt  and  Transfer  Service 
in  this  percentage?  Did  I  understand  you  to  say  you  liad  in- 
cluded Belt  and  Transfer  Service? 

Mr.  Bremerman:  No,  only  Switching  Service,  or  as  the 
meal  hour  rules  appear  under  the  switching  heading  in  the  sched- 
ules. How  far  it  may  apply  to  Belt  Line  or  Transfer  Service  does 
not  appear  on  this  statement. 

Mr.  Stone :  Do  you  show  anywhere  on  this  page, — I  have 
not  found  it,  although  I  thought  I  saw  it  yesterday — in  Eastern 
or  Western  territory,  whether  thej^  are  paid  continuous  time? 

Mr.  Bremerman:  That  is  pa^mient  only  for  meal  hours 
worked? 

Mr.  Stone :     Only  for  meal  hours  worked  ? 

Mr.  Bremerman:     Yes. 

Mr.  Stone:     You  don't  show  that  in  this  statement? 

Mr.  Bremerman:  No,  you  will  find  that  on  page  201,  Mr. 
Stone,  in  the  East;  "Eleven  hours  or  less,  including  dinner  hour 
(continuous  time),"  on  8.6  per  cent  as  to  engineers;  and  7.6  per 
cent  as  to  firemen. 

Mr.  Stone :  Have  you  anything  there  to  show  as  to  what 
roads  that  is  on? 

Mr.  Bremerman:  I  can  give  it  to  you  from  the  detail  on 
page  206.  Column  3,  Bessemer  &  Lake  Erie,  Central  Eailroad 
of  New  Jersey — 

Mr.  Stone :     No,  AYestern  territory  only. 

Mr.  Bremerman:     Western  territory  only? 

Mr.  Stone :     Yes. 

Mr.  Bremerman:  As  to  Western  territory  I  remember  of 
three  engineers,  on  the  three  Chicago  terminal  companies,  the 
Baltimore  &  Ohio,  Chicago  Terminal,  and  Chicago  &  Western 
Indiana,  give  20  minutes  for  lunch  under  pay ;  and  the  Chicago 
Junction  allows  30  minutes  for  lunch  under  pay.  That  is  found 
in  columns  15  and  16  on  page  204. 

Mr.  Stone :  Why  was  it  necessary  to  draw  a  line  so  close 
for  the  meal  hour,  with  an  hour  and  a  half  leeway  in  all  these 
schedules  ? 

Mr.  Bremerman:     I  don't  know,  Mr.  Stone. 

Mr.  Stone:  I  note  on  page  203  you  show  one  hour  and 
thirty-one  minutes  pays  two  hours  on  some  of  this  Western  ter- 
ritory, switching  service.     They  carry  the  advantage  all  the 
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way  through,  do  they  not,  thirty-one  minutes  pays  an  liour,  and 
one  hour  and  thirty-one  minutes,  two  hours,  and  so  on? 

Mr.  Bremerman:  Yes.  As  to  one  item  there  at  Chicago, 
outside  of  Chicago  evidently  the  minute  basis  applies,  but  at 
Chicago,  thirty-one  minutes  constitutes  an  hour;  one  hour  and 
thirty-one  minutes,  two  hours. 

Mr.  Stone:  I  notice  you  also  show  4  per  cent  down  there 
in  the  rates,  time  and  a  half  for  all  overtime  exceeding  four 
hours.  That  was  the  Northern  Pacific,  was  it  not,  that  we  dis- 
cussed yesterday? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :  In  the  Southeastern  territory,  one  hour  and  one 
minute  would  give  two  hours,  would  it  not,  for  three  per  cent 
of  the  roads!     The  Nashville,  Chattanooga  &  St.  Louis? 

Mr.  Bremerman:  That  is  other  yards  than  those  enum- 
erated; less  than  five  minutes,  nothing;  five  minutes,  one  hour; 
one  hour  and  5  minutes,  two  hours. 

Mr.  Stone:  It  says  above  that,  ''Less  than  15  minutes 
nothing,  15  minutes  and  over,  one-half  hour;  30  minutes  and 
over,  one  hour;  over  one  hour,  two  hours." 

Mr.  Bremerman:  Yes,  sir,  applying  to  Nash\dlle,  Chatta- 
nooga, Atlanta,  Memphis  and  Paducah.  ''Other  yards,  12  hours 
constitutes  a  day 's  w^ork ;  overtime  after  12  hours ;  less  than 
five  minutes,  nothing;  five  minutes,  one  hour." 

Mr.  Stone:  Under  that  rule  at  those  points,  one  hour  and 
one  minute  would  be  two  hours,  would  it  not? 

Mr.  Bremerman:  Yes,  sir,  or  one  hour  and  five  minutes 
would  give  tw^o  hours. 

Mr.  Stone :     No,  at  those  four  particular  points  ? 

Mr.  Bremerman :  Oh,  yes,  over  one  hour ;  at  those  particu- 
lar points  that  is  correct,  yes,  sir. 

Mr.  Stone :  And  at  the  other  points,  one  hour  and  five  min- 
utes would  give  two  hours? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  At  page  206,  I  understand  that  in  column 
number  3  those  roads  you  show  there  paid  .continuous  time? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  That  constitutes  8  per  cent  of  the  total  mile- 
age in  the  Eastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :     At  page  220,  on  both  the  Eastern  and  Western 
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roads,  tlic  ix'icentage  provided  for  road  men  in  switching  serv- 
ice, that  is,  the  percentage  of  mileage,  is  very  small;  while  in 
the  Southeast  there  is  quite  an  amount.  The  percentage  there 
is  (|uite  a  good  deal  higher,  is  it  not,  for  road  men  in  switching 
service  ? 

Mr.  Bremerman:  As  to  road  men  in  switching  service  in 
the  West,  33  per  cent. 

Mr.  Stone:     Road  men  in  switching  service! 

Mr.  Bremerman:     Road  men,  Mr.  Stone. 

Mr.  Stone:     Men,  not  engines? 

Mr.  Biemermau:  Yes,  men,  33  per  cent,  in  the  tirst  column, 
receive  road  rates  when  they  hold  regular  runs  or  engines  in 
road  service. 

In  the  East,  5  per  cent  practically  have  some  provision  as 
to  ]iayment  when  used  in  switching  service;  and  in  the  South- 
east about  13  per  cent. 

Mr.  Stone:  And  a  great  many  of  the  schedules,  both  in  the 
East  and  Southeast,  make  no  ]H'oyision  for  it  at  alH 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  So  it  is  safe  to  say  that  they  are  not  used  so 
extensively  in  the  Southeast  and  East  as  they  are  in  the  West, 
or  Ave  would  find  more  of  them  ? 

Mr.  Bremerman:  I  am  willinu' to  assent  to  the  fact  that  vou 
find  less  provisions  for  them  in  the  schedules,  but  as  to  the 
actual  ojx^rating  conditions,  I  don't  know. 

Ml".  Stone:  On  page  224,  there  is  quite  a  difference  in  the 
showing  here  for  road  men  in  switching  service,  as  compared 
with  page  221,  yard  men  going  out  on  the  road,  is  there  not? 

Mr.  Bremerman:     I  don't  get  your  point,  Mr.  Stone. 

Mr,  Stone:  On  page  221  you  show  a  great  many  of  them 
where  yard  engines  are  run  outside  of  yard  limits  on  the  road, 
and  it  is  split  up  in  a  great  variety  of  difterent  percentages. 

Mr.  Bremerman:     Yes,  gir. 

Mr.  Stone :  And  he  is  onlj^  paid  for  the  actual  time  at  the 
road  rate  in  many  cases ;  while,  on  i)age  2f^4,  }■  ou  show  these  men, 
when  they  come  into  the  yard,  l)ring  the  road  rate  with  them ; 
that  is,  when  the  road  men  come  into  the  yardf 

Mr.  Bremerman :  To  the  extent  that  is  shown  by  the  sum- 
mary here,  of  5  per  cent  in  the  East;  about  12  ])er  cent  in  the 
Southeast,  and  33  per  cent  in  the  West. 

Mr.  Stone:     Where  do  vou  show  the  West? 
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Mr.  Bremerman:  On  page  220,  Mr,  Stone,  the  summary. 
That  is,  in  the  West  there  are  provisions  for  road  men  in  switch- 
ing service,  that  is,  their  pay  in  the  schedules,  representing  33 
per  cent  of  the  mileage. 

Mr.  Stone :  Why  did  you  make  the  second  exhibit  on  page 
224,  for  road  men  in  the  East? 

Mr.  Bremerman:     In  the  East,  or  any  territory! 

Mr.  Stone :  In  the  East,  and  why  did  you  make  the  second 
exhibit  on  page  224  after  you  had  compiled  the  exhibit  on  page 
220? 

Mr.  Bremerman :  Page  224  is  the  detail  covering  the  sum- 
mary, Mr.  Stone,  giving  more  nearly  the  full  rules. 

Mr.  Stone:  On  page  228,  if  I  get  you  correctly,  of  the 
engineers  in  the  Western  territory,  8  per  cent  are  paid  an  arbi- 
trary allowance  of  30  minutes  before  leaving  roundhouse ! 

Mr,  Bremerman:  Yes,  sir,  4.8  applies  to  all  service;  3.1 
applies  to  road  service  only,  and  half  of  one  per  cent  to  freight 
service  only. 

Mr,  Stone:  Why  should  not  this  6  per  cent  "30  minutes 
before  ordered  to  leave  roundhouse  or  other  designated  track" 
be  added  to  your  8  per  cent  ? 

Mr,  Bremerman :     You  can  if  you  want, 

Mr.  Stone:     Is  it  not  practically  the  same  thing? 

Mr,  Bremerman:  One  is  entirely  arbitrary,  and  the  other 
Is  the  time  if  the  road  trip  l^egins  earlier.  As  Mr.  Sheean  ex- 
l^lained  yesterday,  the  Committee  showed  the  arbitrary  pay- 
ments under  the  head  of  ''Preparatory  Time,"  and  the  other 
payments  as  to  wlien  the  road  time  begins. 

Mr.  Stone :  On  page  233.  This  clearly  shows  for  the  West- 
ern territory,  does  it  not,  that  a  very  large  percentage  of  the 
engineers  are  paid  terminal  delay  in  some  form  or  other? 

Mr.  Bremerman:  Well,  this  covers  the  beginning  or  end- 
ing, yes.  No  provision  in  schedules  as  to  beginning  or  ending 
of  initial  terminal  delay  in  11  per  cent? 

Mr.  Stone :  Outside  of  that,  l)roken  up  into  a  great  variety 
of  form,  they  are  paid  in  some  form. 

Mr.  Bremerman :  Tliere  are  provisions  saying  when  it  will 
begin  and  end. 

Mr.  Stone :  So  85  per  cent  of  them  ^re  paid  in  some  man- 
ner, are  they  not? 

Mr.  Bremerman:     Yes,  sir,  the  table  on  page  245  would 
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give  the  future  payments.  That  is  initial  terninial  delay  for 
engineers  in  the  West.  There  are  provisions  in  all  of  the  sched- 
ules, Init  those  representing  3.8  per  cent,  and  for  final  terminal 
delay  in  all  of  the  Western  schedules  for  engineers,  1)ut  24  per 
cent  you  have  provision  for  final  terminal  delay. 

Mr.  Stone:  Taking  your  245  exhibit,  it  does  show  that  the 
practice  is  almost  universal. 

Mr.  Bremerman :     Yes,  in  one  form  or  another. 

Mr.  Stone:  And  the  same  is  practically  true  of  24G,  on  the 
terminal  delay,  is  it  not,  in  some  form  or  other,  in  a  large 
majority  of  the  percentage  of  mileage? 

Mr.  Bremerman:  246  is  for  Firemen.  245  is  for  Engi- 
neers. They  are  l)otli  on  terminal  delay.  They  show  practi- 
cally the  same  thing,  that  in  all  except  some  three  or  four  per 
cent,  terminal  delay  provisions  appear  in  the  schedule. 

Mr.  Stone:  Do  I  understand  your  figures  correctly  on 
page  246,  that  70  per  cent  pay  this  separately  from  road  trip 
for  firemen  in  the  Western  territory. 

Mr.  Bremerman:  Yes,  initial  terminal  delay- 
Mr.  Stone:  And  the  73  per  cent  on  page  245,  would  be 
paid  to  engineers! 

Mr.  Bremerman:     Y^es,  sir. 

Mr.  Stone :  And  final  terminal  delay  for  Western  territory,. 
57  per  cent  are  paid  separate  from  the  road  trip,  on  page  254. 

Mr.  Bremerman:  57  per  cent,  yes,  engineers'  final  ter- 
minal delay.  Firemen,  on  page  246,  54  per  ,cent  final  terminal 
delay. 

Mr.  Stone:  Page  264  shows  the  terminal  delay  for  the 
Eastern  territory? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  Page  265;  yesterday,  I  think  you  overlooked 
it  ?  You  did  not  mention  it,  at  least.  It  shows  much  better  for 
the  men  in  the  Southeastern  territory  tlian  tlio  Eastern  does^ 
does  it  not? 

Mr.  Bremerman:  That  is,  it  shows  a  delay  here  at  initial 
terminal — an  initial  terminal  delay,  Mr.  Stone.  T  do  not  like  to 
undertake  to  measure  the  final  terminal  dela.y  provisions,  as 
between  the  two.  The  Southeast  does  not  provide  initial  ter- 
minal delay,  while  there  is  very  little  in  the  East. 

Mr.  Stone:  It  also  provides  for  final  terminal  delay,  while 
in  the  East,  under  the  Award,  you  have  to  wait  an  hour  before 
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you  get  any.      It  begins  on  many  of  these  roads  in  the  South, 
the  minute  thev  strike  the  vard  limit  board? 

Mr.  Bremerman:  Yes,  I  think  you  will  find  in  the  West, 
generally,  the  hour  is  paid  for,  and  generally  speaking,  it  is 
paid  in  the  South,  while  in  the  East  it  is  not  paid  for. 

Mr.  Stone:  On  page  266,  terminal  switching,  this  shows, 
does  it  not — this  synopsis  shows  that  it  is  almost  the  universal 
practice  to  pay  for  this  in  some  form  or  other? 

Mr.  Bremerman:  There  are  provisions  in  all  schedules, 
except  those  representing  3.7  per  cent  of  the  mileage,  as  to  en- 
gineers. 

Mr.  Stone :  It  is  safe  to  say  over  96  per  cent  of  the  mileage 
in  Western  territory  pays  for  terminal  switching. 

Mr.  Bremerman:     In  one  form  or  another,  yes,  sir. 
Mr.  Stone:     .\nd  56  per  cent  pays  separate  and   distinct 
from  Road  time? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  And  it  is  practically  the  same  percentage  for 
the  firemen  ? 

Mr.  Bremerman:     Along  the  same  lines,  yes,  sir. 
Mr.  Stone:     On  page  272,  you,  with  your  years'  experience, 
are  fairly  familiar  with  the  schedule  of  the  Conductors  and 
Trainmen  also,  are  you  not? 

Mr.  Bremerman:     Somewhat. 

Mr.  Stone:  Is  it  not  a  fact  that  it  is  almost  the  universal 
practice  in  the  AVestern  territory  that  they  have  the  automatic 
release  for  pools  or  chain  gang  freight  service? 

Mr.  Bremerman:  I  recall  no  schedule  now  that  uses  the 
language,   '^automatic  release." 

Mr.  Stone:  Perhaps  they  do  not  use  the  language,  but 
the  fact  remains  that  the  crews  are  run  first  in,  first  out,  and 
are  released  at  the  terminal  on  arrival,  are  they  not? 

Mr.  Bremerman:  Our  side  of  special  provisions  or  prac- 
tices, where  they  make  separate  deliveries,  such,  for  instance 
as  were  testified  to  here  to  the  T.  &  P.  from  M.  0.  &  G.,  such 
as  that.  I  think  the  practice  is  pretty  well  understood  as  to 
where  they  are  released.  There  are  agreements  in  the  Engi- 
neers' and  Firemen's,  as  there  are  in  the  Conductors'  and 
Trainmen's,  what  are  called  "zone  agreements,"  permitting 
the  running  of  crews  in  and  out  within  a  district. 
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Mr.  tStone:  Is  it  uot  a  fact  that  many  of  those  i)rovisions 
are  for  emergenc}'  service  only? 

Mr.  Bremermaii:  I  know-  some  are.  They  are  ]»iovi(led 
for  regular  service. 

Mr.  Stone:  Yes,  a  few,  but  there  are  also  many,  are  there 
not,  where  it  is  emergency! 

Mr.  Bremerman:  There  are  rules  co\'ering  emergency,  as 
we  will  find  here. 

Mr.  Stone :  You  show  here,  on  page  272,  the  rules  provid- 
ing for  automatic  release,  miscellaneous  rules,  and  so  forth. 
Do  you  show  anywhere,  in  any  of  these  pages — the  reason  why 
I  ask  is  l)ecause  I  have  not  had  time  to  check  it  in  detail — do 
you  show,  anywhere,  the  rules  providing  for  freight  crews  being 
run  first  in,  first  out,  in  pools  or  chain  g"ang  service? 

Mr.  Bremerman:     AVe  handle  no  seniority  rules. 

Mr.  Stone:     That  is  an  operation  rule. 

Mr.  Bremerman :  We  did  not  liandle  that  rule  or  an  o])era- 
tion  rule. 

Mr.  Stone :  Well,  it  is  a  fact,  is  it  not,  from  your  famili- 
arity with  schedules,  that  it  is  almost  universal  for  crews  in 
pools  or  so-called  ehain  gang  service,  to  run  first  in  first  out 
at  terminals! 

Mr.  Bremerman:  Yes,  our  exhibit,  ])age  140.  as  to  run- 
arounds,  you  will  find  where  some  mention  is  made  of  that. 
The  third  from  the  last  item  on  the  left  hand  colunm,  '* Unas- 
signed  crews  run  first  in  and  first  out,  Init  no  ])enalty  for  run- 
arounds,  48  ]>er  cent;"  but  we  liave  made  no  re])roduction  of 
the  first  in  and  first  out  rules,  in  tli<>ir  entirety. 

Mr.  Stone:  I  wish  you  would  turn  to  i)ag<^  27'A  and  read 
Rule  33,  Great  Northern. 

Mr.  Sheean :  Pardon  nie,  jMr.  Stone,  I  had  liini  read  that 
rule  in  the  record  this  morning,  of  the  Great  Northern,  and 
unless  you  want  to  re]ieat  it — T  did  not  have  any  objection  to 
it,  Init  thought  possil)ly  you  did  not  notice  that  it  was  read  in 
this  morning. 

Mr.  Stone:     Let  it  go  in,  on  cross-examination. 

Mr.  Bremerman:  Rule  33.  "Engineers  arriving  at  ter- 
minals or  end  of  run  are  automatically  released.  Under  this 
rule  it  is  agreed  that  the  Com])any  will  be  allowed  to  run  Engi- 
neers to  first  siding  out  of  regular  termiiuil  to  pick  up  trains  set 
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out  account  of  blocked  yard,  and  run  tlirougli  terminal  with 

same. ' ' 

Mr.  Stone:  That  would  niean  that  in  emergency  cases, 
when  the  yard  is  blocked  there,  that  they  could  go  out  to  pick 
up  a  train,  or  they  could  run  through  the  yard  to  the  first  siding 
and  set  out  the  train. 

Mr.  Bremerman :     Yes. 

Mr.  Stone:  In  all  other  cases,  they  are  automatically  re- 
leased, are  they  not,  under  that  rule? 

Mr.  Bremerman:  Tlie  rule  further  says,  ''This  will  not 
prevent  the  assignment  of  engineers  to  a  succession  of  short 
trips  out  of  a  terminal,  provided  that  second  or  any  succeeding 
trip  shall  leave  the  terminal  within  ten  hours  from  the  time 
called  to  leave  designated  track  on  first  trip,  or  provided  the 
actual  miles  run  are  less  than  one  hundred,  otherwise  the  addi- 
tional run  will  be  considered  as  commencing  a  new  day.  Engi- 
neers so  assigned  not  to  be  run-around  by  each  other  at  their  ter- 
minals. The  term  assignment,  as  used  in  the  foregoing,  applies 
where  there  are  15  or  more  days  continuous  service." 

Mr.  Stone :  That  line  ' '  engineers  so  assigned  not  to  be  run 
around  each  other  at  terminals,"  would  practically  drag  the 
curse  off  it,  would  it  not? 

Mr.  Bremerman:     Depend  on  what  you  mean  by  "curse." 

Mr.  Stone:  He  don't  have  to  run-around.  They  cannot 
run  him-  around  another  crew  laying  on  terminal,  to  send  him 
out  again  on  his  trip. 

Mr.  Bremerman :  That  is,  engineers  so  assigned  not  to  run 
around  by  each  other,  not  by  other  crews. 

Mr.  Stone :  What  would  you  understand  ' '  assigned  to  turn- 
around trip?"    What  do  you  call  "crew  assigned?" 

Mr.  Bremerman :  When  he  is  assigned  to  that,  he  does  not 
stand  in  the  pool  to  catch  other  service.  He  can  take  only  that 
service  to  which  he  is  assigned. 

Mr.  Stone:  Then  he  is  taken  out  of  the  pool  service  en- 
tirely? 

Mr.  Bremerman:  Yes,  and  evidently  put  in  this  assigned 
pool,  this  preferred  pool,  if  you  may  call  it  that,  and  takes  only 
what  he  gets  in  his  turn  in  that  short  run  pool. 

Mr.  Shea:     Supposing  it  was  a  special  assignment? 

Mr,  Bremerman :     Of  one  day  or  one  run? 
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Mr.  Shea:     One  trip. 

Mr.  Bremerman :  The  rule  says  this  will  not  prevent  the 
assignment  of  engineers  to  a  succession  of  short  trips  out  of  a 
terminal;  also  says  the  term  "assignment"  applies  where  there 
are  fifteen  or  more  days  continuous  service. 

Mr.  Shea :  Now,  one  assignment,  and  he  made  a  short  run 
in  five  hours,  say  of  fifteen  miles,  and  there  were  other  crews  in 
tlie  pool,  could  they  run  him  out  again! 

Mr.  Bremerman :     Yes. 

Mr.  Shea :     Around  other  men  in  the  pool  ? 

Mr.  Bremerman :  Yes,  he  is  in  a  special  assignment.  The 
rule  says  he  cannot  run  around  other  men  that  may  be  in  his 
assig-ument  with  him,  but  if  he  is  alone,  I  see  no  reason.  He  can- 
not run  around  himself.    He  is  the  only  man  there  to  run  around. 

Mr.  Shea:  And  supposing  there  were  other  men  on  tlie 
board? 

Mr.  Bremerman:     He  is  not  on  the  Board. 

Mr.  Shea :  I  say,  supposing  there  is  a  special  assignment 
of  men,  who  are  called  from  the  pool  board  to  make  a  short  run, 
and  say,  for  instance,  he  makes  fifteen  miles  in  five  hours;  he 
goes  out  fifteen  miles  and  comes  back;  could  they  send  him  out 
again  to  make  another  trip,  if  there  were  other  men  on  the  board, 
ready  to  go  out? 

Mr.  Bremerman :  I  would  understand  so,  from  the  rule,  if 
lie  was  assigned  to  this  succession  of  trips,  under  the  rule. 

Mr.  Shea :  I  am  not  talking  about  assigned  to  a  succession 
of  trips.  I  am  talking  about  when  one  crew  is  called  and  goes 
out  and  makes  a  short  trip  and  then  comes  back. 

Mr.  Bremerman:     Oh,  no,  I  do  not  understand  that. 

Mr.  Stone:  On  page  274,  the  Northern  Pacific,  read  Rule 
6. 

Mr.  Bremerman:  "Rule  6.  Engineers  arriving  at  ter- 
minals or  end  of  run  are  automatically  released." 

Mr.  Stone :  Rule  30,  on  that  same  page,  provides  for  pas- 
senger service  only  for  turn-around  service,  does  it  not? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :  Now,  I  wish  you  would  read  Burlington  Rule, 
No.  21. 

Mr.  Burgess:     Where  is  Burlington? 

Mr.  Bremerman :  Page  272.  ' '  Rule  21.  Terminals  are  the 
points  where  runs  begin  or  end.     A  turning  point  on  a  turn- 
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around  shall  be  considered  as  an  intermediate  point  on  a  con- 
tinuous run." 

Mr.  Stone :  It  is  also  true  that  the  Burlington  has  the  first 
in,  first  out  rule,  has  it  not? 

Mr.  Bremerman :     Yes,  sir,  in  chain  gang  service. 

Mr.  Stone :  The  only  way  they  can  get  around  the  running 
first  in,  first  out,  is  by  their  Rule  23,  is  it  not,  by  again  calling 
a  man  and  running  him  around  everybody  in  the  terminal  ? 

Mr.  Bremerman :  Well,  I  do  not  know  whether  that  is  the 
only  way.     The  Rule  23  provides  one  way,  at  least. 

Mr.  Stone :     Now,  take  your  Illinois  Central  rule  number — 

Mr.  Sheean :     The  Illinois  Central  is  at  page  273,  Mr.  Stone. 

Mr.  Bremerman:  It  is  in  the  second  column,  at  the  bot- 
tom. 

Mr.  Stone :  Bottom  of  the  second  and  top  of  the  third 
column. 

Mr.  Sheean:  That  was  read  in  this  morning,  too,  Mr. 
Stone. 

Mr.  Stone:  The  Illinois  Central  also  pays  for  switching  at 
these  turn-around  points  on  their  short  turns,  even  when  the 
switching  is  done  on  their  own  trains,  do  they  not? 

Mr.  Bremerman :  The  rule  reads :  ' '  On  turn-around  trips, 
where  actual  mileage  is  allowed,  engineers  will  be  paid  at  over- 
time rates,  for  switching  at  the  turning  i)oint  when  same  ex- 
ceeds 30  minutes.     This  not  to  apply  to  local  freights." 

Mr.  Stone :  In  your  note  of  the  Illinois  Central,  at  the  top 
of  the  third  column — you  have  a  note  there? 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  ''It  is  understood  that  'a  trip  is  completed' 
when  the  train  arrives  at  the  point  of  delivery."  I  do  not  see 
the  Union  Pacific  here  for  Automatic  Release. 

Mr.  Bremerman :     Page  275,  Mr.  Stone. 

Mr.  Stone :  Under  date  of  August  31,  1912,  the  Union  Pa- 
cific had  a  ruling  as  to  the  meaning  of  Section  1  of  Article  3, 
that  when  they  arrived  at  the  terminal  they  were  automatically 
released,  and  when  used  again  a  new  day  began.  I  don't  find 
it  here  anywhere. 

Mr.  Bremerman:     Well,  I  did  not  find  it  in  the  schedule. 

Mr.  Stone :  It  may  be  a  bulletin  ruling,  that  is  not  in  print 
in  the  schedule,  but  you  will  find  under  that  date  that  such 
an  agreement  was  reached. 
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Mr.  Bremerman:     We  had  only  the  schedules,  Mr.  Stone. 

Mr.  Stone:  On  pages  276  and  277,  these  are  all  largely 
to  show  that  they  are  simply  provisions  for  emergeneies,  are 
they  not? 

Mr.  Bremerman:  No,  I  would  not  want  to  say  tliat,  Mr. 
Stone.  1  think  they  show  what  rules  there  are  there  that  are 
contrary  to  the  ])rinciple  of  automatic  release,  or  tliat  form 
exception  to  it  where  it  may  exist  now. 

Mr.  Stone:  On  pages  278  and  279  you  show  the  sunnnary 
of  ''the  Hours  of  Service  Law."  That  is  what  it  really 
amounts  to! 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone:  In  the  Southeastern  territory,  you  show  there, 
all  the  way  through,  the  "Standard  'Hours  of  Service  Law' 
rule  with  Eastern  Awarded  Article  'E'  omitted."  in  many 
places? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  And  in  other  ])laces  you  show  the  standard 
hours;  hut  the  fact  remains  that  the  Southeastern  territory  has 
the  best  rules  governing  "Hours  of  Service"  of  any  section  of 
,the  country? 

Mr.  Bremerman:     1  did  not  weigh  them  as  to  their  relative 

value. 

Mr.  Stone:  And  vet  vou  verv  evidentlv  overlooked  it.  You 
would  lead  us  to  believe  that  it  was  the  standard  agreement 
arrived  at  here  in  Chicago. 

Mr.  Bremerman:  We  say,  with  the  exception  of  certain 
articles  omitted. 

Mr.  Stone:     Article  E? 

Mr.  Bremerman:  Yes.  There  was  no  intention  to  mislead 
there,  Mr.  Stone. 

Mr.  Stone:  I  did  not  think  there  was,  or  I  would  not  call 
your  attention  to  it.  Tlie  fact  remains,  that  in  nearly  all  roads 
in  the  South,  when  you  resume  duty  a  new  day  begins,  and  you 
would  be  paid  a  new  day  for  going  on,  if  it  was  only  five  miles? 

On  page  282.  A  number  of  these  roads  in  Westeni  territory 
provides  that  crews  cannot  be  relieved  between  terminals  except 
for  the  Hours  of  Service  Law,  do  they  not? 

Mr.  Bremerman:     Without  receiving  pay. 

Mr.  Stone:  That  is,  they  are  undei-  pay  under  other  condi- 
tions? 
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Mr.  Bremerman :     Payment  of  overtime. 

Mr.  Stone:  It  they  were  relieved  or  tied  up  between  ter- 
minals they  would  be  paid  continuous  time,  would  they  not? 

Mr.  Bremerman:  "Will  not  be  tied  up  between  terminals 
to  avoid  payment  of  overtime,  ex,cept  account  Federal  or  State 
law"  31  per  cent. 

Mr.  Stone:  And  that  is  also  common  practice  in  the  South- 
east and  the  East,  is  it  not? 

Mr.  Bremerman:  Well,  66  per  cent  as  to  engineers  and  69 
per  cent  as  to  firemen  in  the  East  have  no  provision  for  tie-ups 
other  than  under  the  law.  39  per  cent  in  the  South,  as  to  en- 
gineers. 19  per  cent  as  to  engineers  ''will  not  be  relieved  (with- 
out pay)  between  terminals,  and  held  for  further  duty,  except 
in  compliance  with  Hours  of  Service  Law,  to  afford  rest  when 
asked  for,  or  when  line  is  broken  by  act  Of  Providence." 

Mr.  Stone :  Just  what  do  you  understand  is  an  act  of  Prov- 
idence? 

Mr.  Bremerman:  It  is  a  pretty  big  question.  I  think  I 
shall  have  to  duck  that,  Mr.  Stone. 

Mr.  Stone:  Do  you  understand  that  a  hot  box  that  wasn't 
properly  cared  for  by  some  competent  inspector  in  the  yard  was 
an  act  of  Providence? 

Mr.  Bremerman:     It  might  be. 

Mr.  Stone:  I  know  a  number  of  railroads  have  claimed 
that,  but  I  hardly  thought  you  would  claim  it. 

Mr.  Bremerman:  The  car  inspector  might  have  been  sub- 
ject to  an  Act  of  Providence,  and  failed  to  inspect  it. 

The  Chairman :  Suppose  it  was  properly  cared  for  hj  that 
inspector  ? 

Mr.  Bremerman:  So  far  as  I  can  see,  it  seems  to  me  he 
has  properly  discharged  his  duty  if  he  inspected  it  properly  and 
it  developed  trouble  after.  I  don't  know  who  you  would  charge 
it  to  except  to  an  act  of  Providence. 

The  Chairman:  You  would  hardly  charge  that  to  an  act 
of  Providence,  would  you? 

Mr.  Stone :     It  has  been  done,  yes,  sir. 

Mr.  Bremerman:  I  don't  know  that  you  would  say  you 
would  charge  it  to  an  act  of  Providence,  but  you  could,  at  the 
least,  say  if  it  had  been  properly  inspected  that  it  was  not  due 
to  any  fault  of  man. 
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Mr.  Stone:  Suppose  lie  didn't  have  enough  oil  to  oil  the 
boxes  ? 

Mr.  Bremeniian:  That  would  be  a  different  thing.  That 
would  be  improper  inspection,  of  course. 

Mr.  Xagel:  It  is  obvious  we  want  a  standarization  of 
opinion  on  that  question. 

Mr.  Bremerman:  1  think  you  will  have  to  get  a  better 
theologian  than  I. 

^[r.  Stone :  AVe  had  a  question  that  had  to  go  back  to  the 
Managers'  Association  in  the  East  to  settle,  where  they  had  a 
fog  down  in  Norfolk  bay,  and  they  hold  crews  clear  down  the  line, 
and  claimed  thev  had  to  hold  them  because  of  an  act  of  Provi- 
dence,  and  yet  it  occurred  clear  across  the  bay  from  where  the 
road  was.  They  did  not  get  their  lighters  across  the  bay.  After 
referring  it  to  the  Managers'  Committee,  they  agreed  that  the 
act  of  Providence  would  have  to  occur  between  the  point  where 
the  man  was  lying  and  his  home  terminal. 

I  see  you  show,  in  this  Eastern  territory,  Mr.  Bremerman, 
that  the  firemen  are  paid  after  18  hours.    Is  it  a  fact — 

Mr.  Bremerman:     On  what  page,  Mr.  Stone? 

Mr.  Stone:     Page  288. 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  Is  it  not  also  a  fact  that  the  conductors  and 
trainmen  are  paid  the  same  under  their  recent  Award! 

Mr.  Bremerman :  Article  M  of  the  Conductors '  and  Train- 
men's  Award  in  the  East,  dated. November  10,  1913,  reads: 

''Conductors  and  trainmen  in  pool  freight  and  in  imassigned 
service  held  at  other  than  home  terminal  will  be  paid  contin- 
uous time  for  all  time  so  held  after  the  expiration  of  18  hours 
from  the  time  relieved  from  previous  duty,  at  the  rate  per  hour 
paid  them  for  the  last  service  performed.  If  held  14  hours  after 
the  expiration  of  the  first  28  hour  period,  they  will  be  paid  con- 
tinuous time  for  the  next  succeeding  ten  hours,  or  until  the  end 
of  the  24  hour  period,  and  similarly  for  each  24  hour  period 
thereafter.  Should  a  conductor  or  trainman  be  called  for  duty 
after  pay  begins,  time  will  be  computed  continuously.  For  the 
purpose  of  applying  this  rule  the  railroad  company  will  desig- 
nate a  home  terminal  for  each  crew  in  pool  freight  and  in  unas- 
signed  service." 

Mr.  Stone:     Then,  it  is  safe  to  assume  that  outside  of  the 
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engineers  the  18  hour  rule  is  almost  universal  in  the  Eastern  ter- 
ritory ! 

Mr.  Brenierman :  J  did  not  check  them  exactly.  I  think 
they  are  pretty  near  the  same.  The  18  hour  rule  applies  to  both 
conductors  and  trainmen  and  firemen  in  the  Eastern  territory 
under  tlie  respective  awards. 

Mr.  Stone:  On  page  289,  in  the  Southeast  territory,  you 
show  87  per  cent  of  the  mileage  pays  for  ' '  held  away  from  home 
terminals"  for  engineers. 

Mr.  Bremerman:     Yes,  unassigiied  men. 

Mr.  Stone :     I  mean  unassigned  men. 

Mr.  Bremerman:  The  28  hour  rule  is  the  same  as  in  the 
East,  practically. 

Mr.  Stone:  And  it  is  safe  to  say  that  in  the  absence  of 
any  schedule  for  the  firemen  that  the  firemen  are  paid  the  same 
as  the  engineers  on  the  same  engines,  is  it  not? 

Mr.  Bremerman :     The  firemen  have — 

Mr.  Stone:     A  few,  but  not  many. 

Mr.  Bremerman :     Those  for  which  we  have  schedules. 

Mr.  Stone:     Show  39  per  cent? 

Mr.  Bremerman:     Yes. 

The  Chairman:     Will  you  suspend,  Mr.  Stone? 

(Whereupon,  at  5  o'clock  P.  M.,  on  January  21,  1915,  an 
adjournment  was  taken  until  10  o'clock  A.  M.,  Friday,  January 
22,  1915.)  "  ■ 
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IN  THE   MATTER  OF   THE 

ARBITRATION 

betiveen  the 
WESTERN  RAILWAYS 
and 
BROTHERHOOD  OF  LOCOMOTIVE 
ENGINEERS 
and 
BROTHERHOOD    OF    LOCOMOTIVE    FIRE- 
MEN AND  ENGINEMEN 
under  the  Act  approved  Jidy  15,  1913,  by  agree- 
ment dated  August  3,  1914. 

Cliicago,  Illinois,  January  22,  1915. 

Met  pursuant  to  adjournment  at  10:20  A.  M. 
Present :     Arbitrators  and  parties  as  before. 

The  (Uiairman:  Gentlemen,  my  attention  has  been  called 
to  a  letter  written  by  Hon.  William  L.  Chambers,  Chairman  of 
the  Board  of  Mediation  and  Conciliation,  and  addressed  to  the 
Secretary  of  this  Board.  It  is  my  purpose  to  have  this  letter 
incorporated  as  a  part  of  the  record.  The  letter  speaks  for 
itself,  and  is  as  follows : 

"Washington,  January  20,  1915. 
"My  dear  Mil  stead: 

"It  is  my  practice  each  day  to  run  through  the  volume  of 
arbitration  ])roceedings  as  they  come  to  my  desk,  and  sometimes 
I  find  myself  interested  enough  to  read  through  the  whole  vol- 
ume when  time  permits.  The  concluding  pages  of  Vol.  28  and 
the  opening  pages  of  Vol.  29  were  })articularly  interesting,  and 
I  was  very  glad  to  read  what  Judge  Pritchard  said  in  Vol  29, 
in  explanation  of  what  had  been  said  in  Vol.  28. 

"There  was,  of  course,  nothing  objectionable  in  what  trans- 
pired in  the  first  instance,  liecause  Judge  Kna])p  and  I  knew 
no  criticism  of  us  was  intended,  and  in  fact  both  of  us  having 
had  experience  on  the  bench  are  able  to  inter])ret  such  things  in 
the  proper  light;  but  what  was  said  was  susceptihle  of  being 
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otherwise  interpreted  by  people  avIio  are  not  so  familiar  with 
court  proceedings.  Neither  the  remarks  of  Judge  Pritchard  nor 
of  Mr,  Stone  caused  us  the  slightest  displeasure.  Both  of  these 
gentlemen,  and  in  fact  all  of  the  parties  connected  in  any  way 
with  this  arbitration  are  broad  gauge  enough  to  know  that  it  is 
our  duty  to  supervise  the  expenditures  of  the  money  intrusted 
to  our  administration  by  Congress,  whether  the  appropriation 
be  small  or  large,  and  that  we  would  not  under  any  circum- 
stances exercise  the  power,  if  we  possessed  it,  of  limiting  the 
cost  of  this  arbitration,  to  the  extent  of  one  dollar,  at  the  sacri- 
fice of  the  material  interests  of  either  party  thereto.  We  realize 
the  importance  of  this  arbitration,  not  only  in  its  bearings  upon 
the  law  itself,  but  upon  the  very  much  higher  and  broader  inter- 
ests of  the  general  question  of  the  arbitration  of  labor  disputes, 
to  allow  jDecuniary  considerations  to  interfere  with  the  orderly 
and  proper  consideration  and  determination  of  the  great  ques- 
tions involved.  At  the  same  time  we  hope  and  have  every  reason 
to  believe  that  everybody  connected  with  the  case  will  co-operate 
towards  as  economical  an  accomplishment  of  this  result  as  all 
the  conditions  will  permit,  and  I  believe  that  Messrs.  Stone  and 
Carter,  are  as  sincerely  in  sympathy  with  these  sentiments  as 
I  am. 

' '  Sincerely  yours, 

"W.  L.  Chambers, 

'^Commissioner. 
"Mr.  H.  S.  Milstead,  Secretary, 
''Board  of  Arbitration, 

"Congress  Hotel,  Chicago,  111." 

Mr.  Nagel :  Mr.  Chairman,  since  this  letter  is  to  go  into  the 
record,  I  think  perhaps  a  few  words  should  be  said. 

So  far  as  the  hearing  and  the  decision  of  these  demands  are 
concerned,  I  of  course  take  the  position  that  both  rest  entirely 
and  exclusively  with  the  Board  of  Arbitration.  Nor  do  I  under- 
stand that  there  is  anything  in  this  letter  suggestive  of  another 
view. 

So  far  as  the  ex]ienditures  are  concerned,  it  is,  of  course, 
obvious  that  Judge  Chambers  is  anxious  to  hold  them  down  as 
much  as  possible.  With  that,  we  are  in  entire  sympathy.  I 
regard  the  letter  as  nothing  more  than  a  statement  of  his  posi- 
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tion  upon  that  subject,  and  not  as  comment  by  way  of  criticism 
or  admonition.  If  the  latter  inter])retation  were  to  be  placed 
upon  it,  I,  for  one,  should  be  comi)elled  to  say  that  such  com- 
ment has  not  been  invited  by  the  course  which  we  have  pur- 
sued here. 

DAN  H.  BREMERMAN  was  recalled  for  further  examina- 
tion, and  having  been  previously  sworn,  testified  as  follows : 

Mr.  Stone:  When  we  closed  last  niglit,  Mr.  Bremerman, 
we  were  on  page  290,  I  believe? 

Mr.  Bremerman :     Yes,  sir.    That  is  my  mark  here. 

Mr.  Stone :  On  page  290,  in  the  Southeastern  territory,  it 
is  a  fact,  is  it  not,  that  engineers  deadheading  are  paid  the  same 
as  the  engineers  handling  the  train,  if  they  are  not  used  again 
within  fourteen  hours,  on  9  per  cent  of  the  roads? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Stone:  It  is  also  a  fact  that  5  per  cent  pay  the  full 
rate  if  not  used  again  within  eighteen  hours  ? 

Mr.  Bremerman :     Two  per  cent,  Mr.  Stone. 

Mr.  Stone :  That  is  right.  My  mistake.  They  very  clearly 
establish  the  minimum  day's  pay  in  the  two  cases  mentioned,  if 
not  used  again  during  the  day,  do  they  not? 

Mr.  Bremerman:  They  provide  that  they  will  be  paid  the 
same  as  the  engineer  of  the  train  on  which  deadheaded,  if  not 
used  again  in  fourteen  or  eighteen  hours. 

Mr.  Stone :  Well,  an  engineer  doing  any  service  in  a  day, 
would  be  guaranteed  a  minimum  day's  work  for  active  service, 
would  he  not? 

Mr.  Bremerman :     Yes,   sir,  under  tlie  ordinary  schedule. 

Mr.  Stone:  On  page  293,  what  do  you  understand  there, 
on  the  Pennsylvania  Lines  East,  by  "Marking  up  on  arrival?" 

Mr.  Bremerman :     They  go  on  the  board  for  service. 

Mr.  Stone :  First  out  or  last  out?  Is  there  anything  in  the 
article  to  show  ? 

Mr.  Bremerman :     The  rule  does  not  show. 

Mr.  Stone;     It  simply  says  he  marks  up  ? 

Mr.  Bremerman:    Yes. 

Mr.  Stone :  On  page  295,  both  the  Southern  and  the  Atlan- 
tic Coast  Line,  guarantee  the  minimum  day  if  not  used  again  on 
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tliat  date?     The  Atlantic  Coast  Line  with  a  minimum  of  five 
dollars,  does  it  not  ? 

Mr.  Bremerman:  Minimum  dav  of  Five  Dollars,  Atlantic 
Coast  Line.  Southern,  the  minimum  day  will  apply  when  other 
service  is  not  given  within  ten  hours  from  the  time  deadhead 
trip  is  completed. 

Mr.  Stone :  Do  you  show  anywhere  on  any  of  these  tables, 
Mr.  Bremerman,  the  amount  of  deadhead  mileage  paid  in  each 
of  these  territories? 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:  The  percentage  of  deadhead  mileage  as  com- 
pared with  other  mileage  is  very  small,  is  it  not?  The  reports 
from  the  different  railroads  show  it. 

Mr.  Bremerman :     I  have  not  seen  them,  Mr.  Stone. 

Mr.  Stone:  On  page  296,  take  your  Western  territory 
there.  "Pay  for  hostlers,  47  per  cent  show  that  hostlers  shall 
receive  and  deliver  engines  on  designated  track? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  13  per  cent  show  that  hostlers  shall  receive 
and  deliver  engines  on  designated  track,  and  of  course  with  the 
additional  provision  that  where  engineers  are  required  to  house 
engines  or  take  them  out  of  roundhouse  they  shall  be  allowed 
five  miles  for  each  move? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  Also  two  per  cent,  hostlers  shall  receive  and 
deliver  engines  on  designated  track,  and  when  engineers  house 
engines  they  shall  receive  ten  miles  for  the  work. 

Mr.  Bremerman :     Ten  miles  in  this  case. 

Mr.  Stone :  So,  really,  that  15  per  cent  should  be  added  to 
the  47,  should  it  not,  instead  of  being  divided  up  in  that  way? 

Mr.  Bremerman:  Well,  that  is  optional,  Mr.  Stone.  We 
prefer  to  state  exactly  what  they  said. 

Mr.  Stone  :  But  the  fact  remains  that  on  60  per  cent  of  the 
road —     Pardon  me,  had  you  finished? 

Mr.  Bremerman :  I  wanted  to  explain  that  we  stayed  away 
from  combining  them,  as  we  thought  we  might  be  liable  to  criti- 
cism somewhere  if  we  did  combine  them,  unless  they  are  the 
same. 

Mr.  Stone:  Well,  aren't  thev  exactlv  the  same,  so  far  as 
the  work  of  the  hostler  is  concerned,  with  the  additional  pro- 
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vision  of  making  a  rnle  as  to  how  an  engineer  shall  be  paid  in 
case  of  an  emergency,  that  is,  if  called  on. 

Mr.  Bremernian :     Yes. 

Mr.  Stone:  Then  it  is  true  that  the  i)ra,etice  of  providing 
hostlers  lo  handle  engines  to  and  from  designated  tracks  is  in 
practice  today  on  over  GO  per  cent  of  these  Western  roads? 

Mr.  Bremernian:  Approximately  that  percentage  of  llic 
mileage. 

Mr.  Stone:  On  page  297,  Western  territory,  if  I  under- 
stand your  figures  correctly,  24  })er  cent  in  the  Western  tei-ritory 
have  no  provision  in  the  schedule,  and  1.7  per  cent,  no  schedules 
available '! 

Mr.  Bremernian:     Yes,  sir. 

Mr.  Stone:  That  would  mean,  then,  that  over  74  per  cent 
recognize  the  right  of  either  the  engineers  or  firemen  to  fix  rates 
and  legislate  for  hostlers,  would  it  not? 

Mr.  Bremernian:  Not  necessarily,  Mr.  Stone.  You  will 
note  some  of  them  say  that  if  firemen  are  used  the  pay  is  so  much 
per  hour.  No  regular  hostler's  rate  shown.  Others  show  a  rate 
of  97.50  as  applying  to  firemen  when  used  as  hostlers. 

Mr.  Stone:  But  who  legislates  as  to  the  schedules,  the 
hostlers  themselves  or  the  firemen  or  engineers? 

Mr.  Bremernian:  Oh,  thev  are  taken  from  the  engineers' 
and  liremen's.  schedules. 

Mr.  Stone:     Then  they  legislate  for  them,  do  they  not? 

Mr.  Bremernian:  They  made  a  rate,  at  least  in  that  case, 
if  they  a.cted  for  the  hostlers,  and  in  other  cases  they  act  directly 
for  the  hostlers. 

The  Ohairman:  Are  hostlers  members  of  either  one  of  the 
organizations? 

Mr.  Stone:  Yes,  it  is  safe  to  say  that  in  that  75  per  cent 
shown,  that  a  large  majority  of  them  are  members  of  one  or  the 
other,  or  members  of  both  of  the  organizations. 

The  Chairman:  However,  they  have  no  independent  oi-- 
ganization  of  their  own,  have  they? 

Mr.  Stone:  No,  sir.  They  are,  in  nearly  every  case,  almost 
every  case,  taken  from  the  firemen.  There  are  a  few  cases  where 
they  are  engineers  who,  perhaps,  from  failing  eyesight  or  some 
physical  defect,  are  no  longer  able  to  do  the  heavy  road  service, 
and  they  are  given  a  position  as  hostler. 
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The  Chairman :  As  I  understand  it,  they  have  been  taken 
care  of  before  by  provisions  that  were  inserted  either  by  the  fire- 
men's organization  or  the  locomotive  engineers'  organization? 

Mr.  Stone:  Yes,  sir,  and  the  rate  of  pay  has  been  fixed  as 
it  is  shown  on  this  page. 

The  Chairman:     In  that  way? 

Mr.  Stone:     Yes,  sir. 

The  Chairman:  And  this  table,  as  I  understand  it,  shows 
the  per  cent — 

Mr.  Stone:     Of  roads  that  recognize — 

The  Chairman:     That  principle? 

Mr.  Stone:  That  principle,  yes,  sir.  That  is  my  under- 
standing of  the  exhibit,  and  that  is  what  I  am  trying  to  bring 
out  from  it. 

The  Chairman:     Yes. 

Mr.  Stone:  I  am  doing  all  of  this,  Mr.  Chairman,  to  simply 
show  that  most  of  our  requests  are  not  new;  that  thej^  are  some- 
thing that  are  already  in  actual  application. 

The  Chairman:  Well,  the  Board  is  very  much  interested 
in  the  matter,  and  we  would  be  glad  to  have  everything  loertain- 
ing  to  it  brought  out  by  both  sides. 

Mr.  Stone:  The  same  is  true  of  the  Eastern  territory  and 
the  Southeastern  territory,  is  it  not,  to  a  more  or  less  extent? 
The  percentages  vary,  of  course? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  And  on  page  298,  you  find  the  basis  of  a  day's 
work,  as  copied  from  the  schedules,  do  you  not? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  It  is  very  evident  that  somebody  made  the 
schedule,  or  it  would  not  be  there  ? 

Mr.  Bremerman:  The  schedules  provide  the  basis  of  a 
day's  work  for  hostlers,  in  70  per  cent  of  the  mileage. 

Mr.  Stone:  And  on  your  page  299,  you  show  that  55  per 
cent  of  the  mileage  in  the  Western  territory  have  agreements 
covering  regular  hostling  positions? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  And  on  63  per  cent  of  the  Eastern  territory, 
firemen  legislate  for  hostlers,  and  on  12  per  cent,  either  engi- 
neers or  firemen  legislate? 
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Mr.  Bremerman:  Yes,  sir,  as  shown  by  the  schedules  con- 
taining provisions  for  their  rates. 

Mr.  Stone:  The  following  pages  are  the  basis  of  a  day's 
work,  and  so  forth.  Turn  to  page  308.  Eegarding  the  question 
of  the  meal  hour,  you  will  find  it  in  column  6.  It  is  well  estab- 
lished by  a  number  of  the  roads  engaged  in  this  arbitration — the 
principle  of  the  meal  hour  is  well  established  and  is  provided 
for,  for  hostlers,  is  it  not? 

Mr.  Bremerman:  The  meal  hour  is  provided  for,  for  hos- 
tlers, on  25  per  cent  of  the  western  mileage. 

Mr.  Stone:  On  page  310,  or,  rather,  309, — turn  to  309,  first, 
if  you  will.    You  show  simply  a  blank  page. 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  No  surprise  tests  or  no  rules  governing  sur- 
prise tests? 

Mr.  Bremerman:     Yes. 

Mr.  Stone:  Are  we  to  understand  from  this  that  there  are 
just  as  many  surprise  tests  in  the  Eastern  and  Southeastern 
territories  as  anywhere  else? 

Mr.  Bremerman :  You  are  only  to  infer  from  this  that  there 
are  no  schedule  rules  on  surprise  tests. 

Mr.  Stone:  On  page  310,  I  understand  from  this  showing 
that  there  is  no  provision  for  assistance  for  the  firemen,  in  any 
waj',  shape  or  form?  ,         • 

Mr.  Bremerman:     No,  sir. 

Mr.  Stone:  xllthough  both  the  East  and  Southeastern  terri-- 
tory  do  show  assistance  in  some  form  or  other? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:  And  that  in  our  Western  territory  we  carry 
the  banner  for  ''safety  first"  and  are  in  the  lead;  and  yet  it  is 
true,  is  it  not,  that  all  the  assistance  the  firemen  will  get  in  the 
Western  territory  is  either  from  the  help  of  the  engineer  or  the 
train  crew? 

Mr.  Bremerman:  I  do  not  know  as  to  the  operating  con- 
ditions, Mr.  Stone,  over  the  wide  territory.  There  are  no 
schedule  provisions,  at  least. 

Mr.  Stone:  You  did  not  read  any  of  the  testimony  of  the 
witnesses,  did  you? 

Mr.  Bremerman :     I  read  it. 

Mr.  Ston.?:     You  will  recall,  no  doubt,  that  a  number  of 
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tliem  testified  to  the  lielp  that  was  given  them  by  engineers,  in 
shoveling  down  coal  and  helping  them  fire  ? 

Mr.  Bremerman:     I  read  that  in  the  record,  yes,  sir. 

Mr.  Stone:  On  page  312,  why  do  you  split  up  your  per- 
centages in  the  way  you  do,  in  regard  to  setting  up  w^edges, 
filling  grease  cups  and  cleaning  headlights? 

Mr,  Bremerman:  They  cover  three  separate  items  and  we 
thought  they  should  be  treated  separately. 

Mr.  Stone:  But  under  each  item  itself,  why  do  you  split 
them  up  as  you  dof 

Mr.  Bremerman :  Taken  from  the  language  of  the  sched- 
ule. 

Mr.  Stone:  The  fact  remains  that  the  principle  is  well 
established  in  all  three  territories,  that  engineers  are  not  re- 
quired to  set  u])  wedges,  or  fill  grease  cups,  or  clean  headlights 
on  a  large  percentage  of  the  roads! 

Mr.  Bremerman:  Yes,  in  the  AVest  on  all  except  approxi- 
mately 40  per  cent.  In  the  East,  all  except — well,  it  varies  from 
75  no  provision  setting  up  wedges ;  29  no  provision  filling  grease 
cups,  and  20  per  cent  cleaning  headlights. 

Mr.  Stone:  And  the  firemen  shows  almost  no  provision, 
but  it  was  necessary  for  us  to  incorporate  the  engineers  and  fire- 
men both  in  this,  to  keep  from  switching  the  duty  from  one  man 
to  the  other.  I  might  explain,  Mr.  Chairman,  if  I  be  permitted, 
that  in  the  East  the  firemen  arbitrated  the  question  of  filling- 
lubricators.  The  Board  of  Arbitration  decided  that  they  did 
not  have  to  fill  lubricators.  Now,  on  a  number  of  roads,  the 
companies  have  just  discovered  that  it  was  always  an  engineer's 
dutv  to  fill  lubricators,  and  thev  have  issued  a  bulletin  accord- 
ingly. 

The  Chairman:  You  mean,  in  the  East f 

Mr.  Stone:  In  the  East,  and  that  is  the  reason  why  we 
cover  both  engineers  and  firemen  in  this  Western  territory,  so 
that  they  cannot  switch  from  one  to  the  other.  On  page  322,  T 
am  particularly  interested  in  that  arbitration  plan  that  is.  shown 
there  for  the  individual  fireman,  when  he  thinks  he  wants  help. 

The  Chairman :     What  page  is  that,  Mr.  Stone  ? 

Mr.  Stone :  Page  322.  I  would  like  to  invite  the  attention 
of  the  Board  particularly  to  this  situation  that  confronts  the 
men  in  that  territory.    Before  the  average  fireman,  who  thought 
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that  ho  iRH'ded  relief,  could  go  tliroiii'ii  all  of  this  course  and  <>-et 
an  arbitration  board  and  have  it  decided  Aviiether  or  not  lie 
needed  assistance,  the  chances  are  he  would  either  be  worn  out, 
throu.g-h  overwork,  or  would  lie  so  old  that  he  would  be  i*etired; 
and  1  am  satistied  that  the  efl'ect  of  this  would  be  that  th<' 
remedy  is  so  far  away  from  the  individual  firenum,  that  he  will 
be  comjielled  to  suffer  in  silence  from  it,  rather  than  go  through 
that  long  routine. 

The  Chairman:  You  refer  to  the  })rovisiou  in  the  South- 
eastern territory? 

Mr.  Stone:  Yes,  sir,  where  the  only  way,  if  the  com])any 
and  they  disagree  as  to  the  hel])  of  the  second  tireman,  or  the 
only  way  he  can  get  it  is  through  this  same  arbitration  course 
that  we  are  going  through  now,  only  with  a  Board  of  five  mem- 
bers. 

Mr.  Burgess :  Pardon  me,  Mr.  Stone,  but  the  Chairman 
Evsked  if  that  was  in  the  Southeastern  territory. 

Mr.  Stone:  Well,  they  have  located  it  here  in  the  South- 
eastern territory.  Tlu'  (Miesapeake  &  Ohio  and  Chesai^eake  & 
Ohio  of  Indiana  runs  into  (Miicago,  and  they  have  persistently 
claimed  that  they  belonged  in  the  Eastern  territory.  This  road 
is  on  a  nine  hour  day  in  freight  service,  and  I  believe  is  the  onlv 
road  running  out  of  Chicago,  to  the  East,  that  is  on  a  nine  hour 
day,  and  I  have  always  claimed  that  they  did  not  belong  in  the 
Southeastern  group. 

Mr.  Burgess :  The  jioint  T  wanted  to  bring  out,  Mr.  Stone, 
is  that  this  Arbitration  Award  here,  as  set  forth,  was  in  the 
Eastern  territory,  was  it  not? 

Mr.  Stone:  Yes,  in  the  Eastern  Arbitration  Award  that 
was  handed  down  in  the  East,  and  is  a])]ilied  and  written  into 
the  Chesapeake  iS:  Ohio  schedule. 

Mr.  Byram  :     Does  it  only  a]iply  to  those  roads,  Mr.  Stone  ? 

Mr.  Stone:  Mr.  Carter  informs  me  that  it  a]i])lies  to  all 
the  roads  that  inirticipated  in  the  Eastern  teri'itoi-y  in  th(^  arbi- 
tration. 

Mr.  Byram:     That  was  an  Arbitration  Award? 

Mr.  Stone  :     Yes,  sir. 

Mr.  Sheean:  And  the  Chesai)eake  &  Ohio,  as  T  understand 
this,  although  they  were  not  parties  to  your  arbitration  adopted 


3316 

the  lang-uage  of  the  Award  in  the  Eastern  Arbitration  and  wrote 
it  into  the  schedule  of  the  Chesapeake  &  Ohio. 

Mr.  Park:     And  they  are  the  only  road  that  it  is  written 

into? 

Mr.  Stone:  I  am  inclined  to  think,  without  criticising 
them,  that  they  caught  them  asleep  at  the  switch. 

Mr.  Byram:  Did  the  men  keep  it  out  of  the  other  sched- 
ules? 

Mr.  Stone :     I  do  not  knoAv.    Mr.  Carter  will  tell  you  about 

that. 

Mr.  Carter :  Mr.  Chairman  and  gentlemen :  I  do  not  know 
whether  it  is  written  in  the  schedules  or  not,  but  it  is  in  effect, 
because  of  the  Eastern  Award,  on  the  railroads  that  partici- 
pated in  that  Arbitration. 

Mr.  Byram:  It  is  in  effect,  then,  though  it  may  not  be 
written  in  the  schedule  ? 

Mr.  Carter:  Yes,  sir. 

Mr.  Sheean :  As  I  understand,  the  Chesapeake  &  Ohio  was 
not  a  party  to  that  arbitration,  but  adopted  as  a  part  of  its 
schedule  the  award  made  in  Eastern  territory,  and  is  shown  on 
this  page,  because  the  Chesapeake  &  Ohio  has  written  into  its 
schedule  the  provisions  of  the  award  made  as  to  other  roads. 

Mr.  Park :  Then,  Mr.  Carter,  at  the  expiration  of  the  year 
it  will  be  of  no  force,  as  I  understand  it. 

Mr.  Carter :  I  think  it  would  be  accepted  by  both  the  rail- 
roads and  employes,  in  all  arbitrations,  that  an  award  is  in 
effect  perpetually  until  terminated  by  the  usual  thirty  days' 
notice  of  a  change.  So  far  as  the  law  is  concerned,  it  expired, 
of  course,  in  accordance  with  the  Act ;  but  the  practice  has  been 
that  both  the  railroads  and  the  employes  apply  the  award  until 
changed  by  the  usual  negotiations. 

It  might  be  fair  to  say,  that  the  reason  the  Chesapeake  & 
Ohio  Kailroad  perhaps  inserted  it  in  their  schedule  was,  that 
in  the  early  part  of  the  Eastern  Arbitration,  the  firemen  on  that 
road  took  up  negotiations  for  new  schedules.  The  officials  of 
that  company,  instead  of  coming  to  an  agreement  with  their 
firemen,  so  far  as  wages  and  working  conditions  were  concerned, 
entered  into  an  agreement  that  they  would  await  the  outcome  of 
the  Eastern  Arbitration,  and  as  they  were  an  Eastern  road,  the 
provisions  of  that  award  would  apply.     That  is,  I  understand, 
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how  it  came  into  the  schedules.  It  was  not  part  of  any  subse- 
quent act,  but  it  was  an  agreement  in  advance  of  the  Arbitra- 
tion, that  whatever  was  awarded  in  the  Arbitration  wouki  apply 
to  the  Chesapeake  &  Ohio  Railroad, 

Mr.  Park:  I  still  don't  understand  how  they  put  it  over 
the  Conference  Committee. 

Mr.  Carter:     How  is  that? 

Mr.  Park:  The  Protective  Board,  or  general  adjustment 
board. 

Mr.  Carter:  Perhaps  the  Committee  that  made  this  agree- 
ment did  not  know  what  they  were  going  to  get  in  the  arbitra- 
tion. 

Mr.  Park:  That  is,  after  the  arbitration,  and  tliis  agree- 
ment was  made  before  the  arbitration? 

Mr.  Stone:  With  that  explanation  I  will  withdraw  my 
criticism  of  the  Joint  Protective  Board.  Had  it  happened  after- 
wards, that  criticism  would  stand. 

On  page  323,  do  you  make  any  comparative  showing  any- 
where of  the  rules  that  trainmen  and  flagmen  must  accompany 
engines  to  and  from  the  roundhouse  to  designated  track,  or 
when  running  light?     Is  that  shown  anywhere? 

Mr.  Bremerman :  I  find  a  footnote  on  page  324  of  what  we 
found  in  the  schedules.  The  second  from  the  last  note,  ''Not 
required  to  do  work  that  should  be  properly  included  in  duties 
of  trainmen." 

Mr.  Stone:  I  do  not  suppose  they  have  ever  arrived  at  a 
decision  as  to  what  are  the  proper  duties  of  each,  as  yet.  That 
is  still  an  open  question. 

Are  you  familiar  with  the  laws  in  a  number  of  states  that 
require  two  men  on  an  engine  at  all  times  when  it  is  under  steam 
and  in  motion  ? 

Mr.  Bremerman:  I  believe  I  remember  in  one  state  such  a 
law. 

Mr.  Stone :  It  cannot  very  well  be  possible  for  a  fireman  to 
be  flagging  through  the  block,  or  down  on  the  ground  throwing 
switches,  and  vet  have  two  men  in  the  cab  of  the  locomotive  at 
the  same  time,  can  it? 

Mr.  Bremerman:     The  brakeman  might  be  in  there. 
Mr.  Stone:     Can  you  conceive  of  a  condition  where  a  fire- 
man is  flagging  and  the  brakeman  is  sitting  up  in  the  cab? 
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Mr.  Biemerman:     I  shouldn't  tliiuk  so,  no, 

Mr.  Stone:  But  it  would  seem  from  tliis,  that  the  practice 
is  established,  that  firemen  and  engineers  are  not  required  to 
flag-  or  throw  switches,  would  it  not?  The  principle  is  estab- 
lished in  all  three  of  these  territories! 

Mr.  Bremerman:  Yes,  it  appears  in  some  schedules,  Mr. 
Stone;  less  in  the  engineers'  perhaps,  because  it  is  not  requested 
of  them  as  often.  We  find  it  in  greater  percentage  in  the  firemen 
in  the  Western  territory,  no  schedule  in  76  per  cent  as  to  firemen, 
and  as  to  engineers,  99  per  cent  no  provision. 

Mr.  Stone:  Well,  would  you  understand  from  the  reading 
of  the  schedule  that  where  there  is  no  provision  they  are  required 
to  do  it? 

Mr.  Bremerman:     Not  necessarily,  no,  sir, 

Mr.  Stone:  Did  I  understand  you  to  say  that  these  tables 
were  all  compiled  from  the  same  dates,  practically  the  same 
dates? 

Mr,  Bremerman:     From  the  current  schedules. 

Mr.  Stone:  From  the  current  schedules  that  are  in  effect 
now,  or  in  October,  1913? 

Ml".  Bremerman:  They  are  still  in  effect,  as  I  understand. 
They  have  been  since  that  date. 

Mr.  Stone:  Well,  there  was  ciuite  a  while  they  were  not 
in  effect.  They  were  restored  when  we  agreed  to  arbitrate,  but 
they  were  made  up  from  the  current  schedules,  all  the  data  here 
in  this  book. 

Mr,  Bremerman:     Yes,  sir,  as  furnished  us  by  the  roads, 

Mr.  Stone :     That  is  all,  Mr.  Chairman. 

REDIRECT  EXAMINATION 

Mr.  Sheean:  Mr,  Bremerman,  have  you  the  form  of  request 
to  which  you  referred  yesterday,  as  to  reporting  the  number  of 
engines  normally  in  use? 

Mr,  Bremerman :  I  have  the  form  here,  Mr.  Sheean,  but  I 
do  not  believe  I  have  a  copy  of  the  instructions  that  went  with  it. 

Mr,  Sheean:  Well,  you  referred  yesterday  to  a  universal 
form  of  request  being  made  as  to  the  manner  of  reporting  en- 
gines in  use, 

Mr,  Bremerman:     As  to  helper  and  pusher? 

Mr.  Sheean :     Yes, 
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Mr.  Bremcrman:     Yes,   F  have  the  form  here,  hut  the  re 
quest  that  went  with  it  1  think  would  hring  out  the  instructions 
as  to  engines  normally  in  service.    Tlu'  explanation  is  not  here. 

Mr.  Sheean:  Well,  I  don't  care  ahout  it.  Mi-.  I'lcmennan. 
referring  to  ])age  272  of  the  exhil)it,  T  note,  in  reading  over  your 
testimony,  or  i)art  of  it,  that  in  referring  to  Knic  l'.'>  of  the 
Chicago,  Burlington  &  (^)uin('y,  which  a])pears  at  tlic  bottom  of 
the  second  column  on  page  272,  that  Mr.  Stone  stated  the  only 
way  they  can  get  around  the  running  first  in,  first  out,  is  by 
their  Kule  23,  is  it  not,  by  again  calling  a  man  and  running  him 
around  everybody  in  the  terminal,  and  that  you  stated:  "Rule 
23  provides  one  way  at  least."  How  is  it  possible  under  Kule  23 
to  avoid  a  rule,  if  there  be  a  first  in  first  out  rule,  on  the  Bur- 
lington ? 

Mr.  Bremerman:  AVell,  that  answer  then  is  an  error,  be- 
cause Rule  23  says : 

"makes  another  trip  in  the  same  day  in  his  turn." 
'  I  think,  Mr.  Sheean,  my  thought  was  at  the  time  that  Mr. 
Stone  was  referring  (although  the  language  does  not  show  it 
now)  to  automatic  release,  and  my  answer  indicated  that  1 
thought  Rule  23  would  lie  one  way,  perhaps,  of  avoiding  auto- 
matic release,  Init  the  inference  that  would  be  made  there,  that 
he  would  run  around  anybody,  would  not  be  ])ermitted  by 
Rule  23. 

Mr.  Sheean:  Well,  the  question  as  put  was  that  Rule  23 
provided  a  way  of  getting  around,  running  first  in  first  out.  Is 
that  true? 

Mr.  Bremerman:     No,  sir. 

Mr.  Sheean:  But  it  does  provide  a  way  for  avoiding  ])ay- 
ment  for  two  trips  in  case  a  short  run  of  three,  four,  five  or  ten 
miles  was  made,  and  the  man  immediately  called  to  go  out  again, 
providing  that  both  trips  aggregate  ]00  miles  or  more. 

Mr.  Stone :  Do  I  understand  you  make  tlie  claim  that  the 
Burling'ton  would  not  call  a  man  out  of  his  turn  to  make  a  second 
trip?  That  is,  that  they  would  release  him  unless  he  was  in  his 
turn?  For  example,  he  is  coming  in  on  a  trip,  would  they  not 
call  him  before  he  was  released,  and  send  him  right  out  again, 
even  though  he  might  not  be  in  his  turn?  Is  that  th(»  claim 
made  ? 

Mr.  Sheean :     I  do  not  understand  how  thev  could  call  a 


.  3320 

man  again  before  lie  was  released.     I  don't  understand  yonr 
question. 

Mr.  Stone:  Well,  lie  has  arrived  at  liis  terminal.  Is  he 
released,  or  can  he  be  sent  out  before  another  crew,  under  this 
rule! 

Mr.  Sheean:  My  understanding  of  the  rule  is,  it  plainly 
states,  ''Except  when  engineer  is  ordered  for  and  immediately 
makes  another  trip  in  the  same  day,  in  his  turn. ' '  And  if  he  be 
not  released,  that  he  could  be  used  under  this  rule  when  he  is 
ordered  for  and  immediately  makes  another  trip. 

Mr.  Stone:  Then  he  has  not  arrived  at  his  terminal,  and 
is  not  running  first  in  first  out  of  his  terminal.  Is  that  the  way 
you  understand  it? 

Mr.  Sheean :  Well,  I  understand,  Mr.  Stone,  that  this  rule 
specifically  provides  only  for  his  use  in  his  turn,  and  that  the 
rule  does  prevent  and  avoid  the  payment  of  100  miles  for  a 
short  trip  of  four  or  five  miles,  but  that  it  does  not  avoid  or 
prevent,  or  evade  in  any  way  the  first  in  first  out  rule.  , 

Mr.  Bremerman,  page  245  of  this  exhibit;  attention  was 
called  yesterday  to  the  fact  that  on  73  per  cent  of  the  mileage, 
terminal  delay  was  paid  separately  from  the  road  trip? 

Mr.  Bremerman :     Yes. 

Mr.  Sheean:  It  is  also  the  fact,  is  it  not,  as  shown  upon 
that  same  page,  that  terminal  delay  for  which  this  payment  is 
made  on  68  per  cent  of  the  mileage,  accrues  only  after  one  full 
hour  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Sheean:  So  that  tlie  terminal  delay  which  is  paid 
separate  and  distinct  from  tlie  trip  is  delay  of  one  full  hour  or 
more? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Stone:     Is  that  initial  or  final? 

Mr.  Bremerman:     That  is  initial,  Mr.  Stone. 

Mr.  Sheean:  And  final  is  shown  upon  the  following  page, 
is  it  not? 

Mr.  Bremerman:  No,  on  the  second  column,  Mr.  Sheean. 
Second  and  third  columns  at  the  top,  for  engineers. 

Mr.  Sheean:  Yes.  And  on  43  per  cent  of  the  mileage  in 
Western  territory  final  terminal  delay  is  paid  after  thirty  min- 
utes. 
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Mr.  Bremermaii :     Accrues  after  thirty  minutes. 

Mr.  Sheean:  If  you  will  turn  for  just  a  moment  to  page 
79  of  the  Exhibit,  Mr.  Bremerman,  in  tlie  comparison  of  the 
rates  in  the  different  territories,  attention  was  directed  yester- 
day to  the  fact  that  on  tliis  page  of  the  exliil)it  no  reference  was 
made  as  to  any  pro\Tsions  as  to  lengtli  of  day.  It  is  a  fact,  is 
it  not,  that  in  all  the  running  of  engines  in  which  the  engineers 
and  firemen  are  paid  on  the  mileage  basis,  that  the  comi)arison 
of  the  rates  would  show  what  the  situation  was  as  between  the 
territories,  or  as  between  the  different  engines? 

Mr.  Bremerman :     Yes,  when  they  are  in  miles. 

Mr.  Sheean:  So  that  insofar  as  any  change  or  modifica- 
tion might  be  made  from  those  rates,  those  changes  would  ap- 
pear only  in  connection  with  the  payment  of  overtime? 

Mr.  Bremerman:  Yes.  When  they  are  running,  as  I  say, 
on  hours  instead  of  miles. 

Mr.  Sheean:  And  I  do  not  mean  by  that,  of  course,  that 
other  comparisons  of  rules  as  to  the  beginning  or  ending  of 
the  day,  and  other  things,  might  not  affect  the  comparison,  but 
as  to  rates,  the  rates  here  shown  would  apply  as  between  terri- 
tories and  as  between  engines  as  fairly  representative  of  the 
pay  produced  in  all  cases  where  payment  was  made  on  a  mileage 
basis? 

Mr.  Bremerman :     Yes,  sir. 

Mr.  Sheean:     That  is  all. 

Mr.  Shea :  Eight  there,  Mr.  Bremerman ;  in  showing  the 
number  of  engines  in  through  freight  service  in  Western  terri- 
tory, does  that  include  all  of  the  engines  on  all  of  the  roads  in 
this  arbitration  in  through  freight  service,  for  the  month  of 
October,  1913? 

Mr.  Bremerman:  Includes  all  of  the  engines  tliat  were  in 
through  freight  service. 

Mr.  Shea :     That  is  what  I  asked. 

^h\  Bremerman :     Yes. 

Mr.  Shea:     1913? 

Mr.  Bremerman:     Yes. 

Mr.  Shea:  I  presume  that  would  apply  to  passenger  and 
switch  service? 

Mr.  Bremerman:     And  way  freight. 
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Mr.  Shea :  How  would  that  affect  pusher  and  helper 
service  "I 

Mr.  Bremerman:  That  was  the  engines  normally  in  use 
October  1st,  1913. 

Mr.  Shea:     They  are  all  segregated,  are  they  I 

Mr.  Bremerman:     They  are  set  forth  on  separate  sheets. 

Mr.  Stone:  Do  I  understand,  Mr.  Bremerman,  that  this 
exhibit  on  page  79  is  only  through  freight  service! 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone:     Nb thing  else  in  there! 

Mr.  Bremerman :     Nothing  else. 

Mr.  Stone:     And  that  is  for  the  month  of  October,  1913? 

Mr.  Bremerman:     Yes,  as  to  the  West! 

Mr.  Stone:     The  highest  month  in  recent  years,  is  it  not? 

Mr.  Bremerman:     I  don't  know,  Mr.  Stone. 

Mr.  Stone :  Well,  coming  back  to  this  question  of  mileage, 
the  fact  remains  that  in  the  Eastern  and  Western  territory  that 
you  can  work  these  crews  in  through  freight  service  ten  hours 
without  paying  them  any  overtime,  doesn't  it? 

Mr.  Bremerman :     Except  on  eight-hour  roads. 

Mr.  Stone :  Well,  with  the  exception  of  12  per  cent  of  eight- 
hour  roads  in  the  West,  they  can  work  them  ten  hours? 

Mr.  Bremerman  :     Yes,  sir. 

Mr.  Stone:  Well,  in  the  South,  it  is  nearly  all  eight  and 
nine  hours,  and  a  large  per  cent  of  it  is  eight-hour  roads  ? 

Mr.  Bremerman:     Yes,  sir. 

Mr.  Stone :  In  other  words,  overtime  would  commence  two 
hours  sooner  in  the  South  than  it  would  on  the  average  road  in 
the  West,  wouldn't  it! 

Mr.  Bremerman :     Speaking  generally,  I  think  that  is  true. 

Mr.  Stone:     Well,  on  page  245 — 

Mr.  Bremerman:     That  is,  on  100-mile  runs! 

Mr.  Stone:     100  miles  or  less. 

Mr.  Bremerman:     Yes.     Wliat  page,  Mr.  Stone! 

Mr.  Stone:  Page  245.  In  that  final  terminal  delay,  you 
say  43  per  cent  would  show  that  final  terminal  delay  accrues 
after  thirty  minutes.  Is  it  not  a  fact  that  a  very  large  jDercent- 
age  of  that  would  pay  one  hour  after  thirty  minutes — in  fact, 
nearly  all;  under  thirty  minutes  being  counted  as  thirty  minutes, 
and  over  thirty  minutes  being  counted  as  one  hour.  That  is 
almost  a  universal  rule,  is  it  not! 
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Mr.  Bremerman :  Well,  13  per  cent  pays  "Thirty  niiiiutes 
or  over  counted  as  one  hour."  3.8  per  cent,  "Over  thirty  min- 
utes and  less  than  one  hour  to  count  as  one  hour."  4  per  cent, 
"Fifteen  minutes  and  less  than  tliirty  minutes,  counted  one  lialf 
iiour;  thirty  minutes  and  less  than  one  hour,  one  hour  allowed.'* 
2  per  cent,  "Allowed  one  hour  for  first  thirty  minutes,  and  addi- 
tional overtime  for  each  consecutive  hour." 

Mr.  Stone:  Well,  those  are  really  all  the  same.  Thev  all 
take  the  hour  for  thirty  minutes. 

Mr.  Bremerman:  Yes,  I  was  calling-  them  otT  as  they  ap- 
pear here.  I  would  say  offhand  that  that  is  ai)])roximately  25 
per  cent  out  of  the  43. 

Mr.  Stone:  I'liat  is  all,  Mr.  Chairman,  with  llic  exception 
that  as  to  Mr.  Sheean's  statement  as  to  the  way  the  Burlin<!;ton 
applies  their  rule  23, 1  shall  be  glad  to  file  with  the  Board  a  little 
later  some  recent  rulings  from  the  Burlington  that  are  directly 
to  the  contrary  to  the  statement  made  by  Mr.  Sheean. 

Mr.  Nagel :     You  may  proceed. 

Mr.  Stone:     That  is  all. 

(Witness  excused.) 

J.  H.  KEEFE  was  called  as  a  witness  and  having  been 
duly  sworn,  testified  as  follows: 

DIRECT  EXAMINATION. 

Mr.  Sheean:     State  your  name,  please? 

Mr.  Keefe:     J.  H.  Keefe. 

Mr.  Sheean:     Where  do  you  live,  Mr.  Keefe? 

Mr.  Keefe:     Galveston,  Texas. 

Mr.  Sheean:     What  is  your  line  of  work? 

Mr.  Keefe:     Railroading. 

Mr.  Sheean :  Connected  with  what  company,  and  in  what 
capacity? 

Mr.  Keefe:  Assistant  General  Manager  of  the  Gulf,  Colo- 
rado &  Santa  Fe  Railway. 

Mr.  Sheean:  How  long  have  you  been  connected  with  that 
railway  ? 

Mr.  Keefe:     A  little  over  eighteen  years. 

Mr.  Sheean :     You  are  one  of  the  members  of  the  Conference 
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Committee  of  Managers,  representing  the  Western  Railroads  in 
this  Arbitration  1 

Mr.  Keefe:     I  am. 

Mr.  Sheean :  Covering  about  what  period  of  time  have  you 
been  devoting  your  attention  to  the  preparation  of  information 
in  connection  with  the  pending  questions? 

Mr.  Keefe:  Practically  ever  since  I  came  to  Chicago,  on 
February  2nd,  1914. 

Mr.  Sheean:  In  connection  with  the  requests  which  are 
now  in  arbitration,  did  you  cause  to  be  sent  out  to  the  various 
companies  who  are  parties  to  the  Arbitration,  requests  for  infor- 
mation as  to  the  wages  paid  in  the  month  of  October,  1913,  com- 
pared with  the  wages  which  would  have  been  paid  if  the  requests 
of  the  engineers  and  firemen  had  been  in  effect  during  the  month 
of  October,  1913! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  is  the  form  in  Avliich  that  statement  was 
requested,  together  with  the  instructions  to  the  various  com- 
panies in  order  to  bring  about  uniformity,  set  forth  in  what  has 
been  marked  as  Exhibit  Number  2? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  We  offer  Exhibit  Number  2,  showing  the  form 
of  statement  and  the  uniform  instructions  under  which  the 
statements  Avere  prepared,  and  if  they  may  be  received  at  this 
time,  I  will  not  take  up  time  as  to  the  form  of  the  instructions, 
but  will  take  those  up  in  connection  with  the  different  articles 
as  we  come  to  them. 

The  Chairman:     It  will  be  so  considered. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  '' Railroads'  Exhibit  No.  2, 
January  22,  1915.") 

Mr.  Sheean:  Has  the  information  secured  under  these  uni- 
form instructions  been  tabulated  and  compiled  under  your  super- 
vision? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  the  information  thus  obtained,  and  thus 
compiled  and  tabulated,  appears  in  Exhibit  Number  3 1 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  We  also  offer  in  evidence  Railroads'  Exhibit 
3;  Exhibits  2  and  3  are  together  in  this  cover. 
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(The  do,ciiment,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  "Railroads'  Exhibit  No.  3, 
January  22,  1915.") 

Mr.  Sheean:  Now,  Mr.  Keefe,  will  you  please  turn  to  sheet 
number  1  of  Exhibit  number  3,  and  explain  briefly  what  has 
been  compiled  or  reduced  to  tabulated  form  on  this  sheet? 

Mr.  Keefe:  The  information  shown  on  the  left  hand  side 
of  the  exhibit,  classifies  the  expense,  both  i)resent,  i)roposed  and 
the  amount  of  increase,  as  well  as  the  percents  for  the  different 
classes  of  services,  namely,  standard  gauj^e  steam  service,  nar- 
row gauge  steam  service,  and  electric  and  gasoline  motor  car 
service.  The  table  on  the  right  hand  side  of  the  exhibit  shows — 
the  first  table,  the  top  table  is  the  combined  service  of  all  the 
lines  and  embraces  a  total  of  the  three  different  classes  of 
service. 

Mr.  Sheean:  That  is,  the  three  classes  which  you  have 
divided  into  standard  gauge,  narrow  gauge  and  electric  and 
gasoline  motor  car  service! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  in  the  combined  service  of  all  lines,  as 
shown  on  this  sheet,  Exhibit  number  3,  the  wage  payments 
during  the  month  of  October,  1913,  to  engineers  on  the  roads 
represented,  was  $4,269,255.95  ? 

Mr.  Keefe:     Yes,  sir. 

Mr,  Sheean:  And  if  the  proposals  had  been  in  effect  during 
that  month  what  would  have  been  the  payments  to  engineers, 
under  the  operating  conditions  ^vhicli  existed  in  that  month! 

Mr.  Keefe:     $6,028,264.19. 

Mr.  Sheean:  As  to  firemen,  what  were  the  wage  payments 
in  that  month  and  what  would  have  been  the  payments  required, 
had  these  proposals  been  in  effect! 

Mr.  Keefe:  The  actual  payments  in  October,  1913,  were 
$2,703,338.24.  If  the  proposals  had  been  in  effect  it  would  have 
amounted  to  $4,356,730.03. 

Mr.  Sheean:  What  change  would  have  been  brought  about 
in  the  motormen  's  payroll ! 

Mr.  Keefe:     The  expense  for  the  month  of  October,  1913, 
was  $22,027.06.     If  the  proposals  had  been  in  effect,  it  would, 
have  been  $49,356.20. 
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Mr.  Slieean:  And  as  to  motormen-lielpers,  what  change 
would  have  been  brought  about? 

Mr.  Keefe:  The  actual  expense  was  $825.65.  The  pro- 
posals would  have  made  $1,079.82. 

Mr.  Sheean:  Payments  to  hostlers  in  that  mouth  were 
how  much  f 

Mr.  Keefe:  The  actual  payments  to  hostlers  in  October, 
1913,  were  $218,874.03.  If  their  proposals  had  been  in  effect  it 
would  have  amounted  to  $454,852.57. 

Mr.  Sheean:  Now,  in  connection  with  that  last  item  of 
payment  to  hostlers,  what  do  you  include  in  that  $218,874.03? 
Is  that  simply  those  who  appear  upon  the  payroll,  as  hostlers,  or 
all  persons  who,  under  Mr.  Carter's  definition,  at  any  time 
handle  an  engine  under  steam,  would  be  hostlers? 

Mr.  Keefe:  That  embraces  only  those  employes  who  are 
classified  on  the  payrolls  as  hostlers. 

Mr.  Slieean:  No  effort  in  this  comparison  has  been  made 
to  show  what  the  increased  expense  would  be  of  that,  under  the 
proposal,  as  interpreted,  of  any  man  who,  at  any  time,  moves 
an  engine  under  steam,  and  took  the  rate  proposed  here? 

Mr.  Keefe :  We  have  endeavored,  since  the  testimony  was 
put  in,  to  ascertain  as  close  as  we  could  what  the  effect  of  that 
application  of  their  proposal  would  have  amounted  to,  and  it  is 
included  in  these  figures. 

Mr.  Sheean:     In  these  figures? 

Mr.  Keefe:     Yes,  sir. 

.Mr.  Sheean:  What  was  the  payroll  for  the  month  ending 
June  30,  1914,  to  these  various  classes  of  employes,  covered  by 
the  proposal? 

Mr.  Keefe:     $75,713,447.20. 

Mr.  Sheean:  That  is,  payment  to  all,  and  the  detail  as 
to  how  the  pajanents  are  made  as  between  the  different  classes 
of  employes,  is  shown  in  the  lower  right  hand  table,  on  sheet  1 
of  Exhibit  Number  3? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Is  there  anything  further  that  you  wish  to 
say  about  sheet  Number  1,  Mr.  Keefe,  before  we  pass  to  the 
table,  or  as  to  the  other  summaries  by  which  this  has  been  com- 
piled? 

Mr.  Keefe :     No,  sir,  it  is  self-explanatory. 
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Mr.  Sheean:  Now,  will  you  ex])lain  briefly  what  is  sum- 
marized on  sheet  Number  2  of  Exhibit  3? 

Mr.  Keefe:  Sheet  Number  2  of  Exhibit  3,  classities  both 
the  actual  expense,  October,  1913,  as  well  as  what  the  expense 
would  have  amounted  to  if  the  proposal  had  been  in  effect,  so  as 
to  ascertain  and  show  what  would  have  been  the  increase  in 
expense  for  each  of  the  articles,  if  they  had  been  granted  as 
requestecj. 

Mr.  Sheean :  Now,  will  you  give  us  briefly,  Mr.  Keefe,  tlie 
manner  in  which  the  difterent  articles,  as  proposed,  would  affect 
the  roads  if  they  were  operating  as  one  system,  or  in  a  combined 
statement  the  effect  on  all  the  roads  ? 

Mr.  Keefe:  Taking  uj)  Article  Number  1,  the  overtime  in 
passenger  service,  if  their  proposal  had  been  in  effect,  it  wouhl 
have  increased  the  expense  from  the  present  $16,432  to  $91,731, 
or  $75,299.    I  am  reading  the  dollars  and  eliminating  the  cents. 

Mr.  Sheean:  That  is,  in  the  month  of  October,  1913,  on  a 
speed  basis  of  ten  miles  per  hour  in  Western  territory,  there 
accrued  in  passenger  service  $16,432.20,  as  overtime? 

Mr.  Keefe :  Not  necessarily,  on  a  ten  mile  basis ;  whatever 
basis  may  have  been  in  effect  as  provided  for  by  the  existing 
schedule. 

Mr.  Sheean:  Yes,  I  had  forgotten  that;  but  at  Avhatever 
basis  was  provided  in  the  various  schedules'? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  under  the  proposal  here  made,  that 
amount  would  have  been  increased  to  over  $91,000? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     In  that  one  month? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  The  overtime  items  in  other  service,  road 
service,  under  the  proposal,  would  have  changed  from  what 
figure  to  what  figure  ? 

Mr.  Keefe :  From  the  present  expense  of  $410,818  to  $633,- 
392  or  $222,574. 

Mr.  Sheean :  On  the  changes  in  rates  of  pay,  Mr.  Keefe, 
what  is  the  effect? 

Mr.  Byram:  Is  that  last  amount  an  increase,  that  $222,- 
000? 

Mr.  Keefe :    Yes,  sir.    In  passenger  service,  on  the  rates  of 
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pay  that  were  in  effect  in  October,  1913,  the  actual  expense  was 
$1,720,507;  which  would  have  amounted  to  $1,878,676,  if  their 
proposals  had  been  in  effect,  or  an  increase  of  $158,168. 

In  all  other  service  except  passenger  or  switching,  the  Octo- 
ber exjDense  was  $2,747,127,  which  would  have  amounted  to 
$3,000,680,  or  an  increase  of  $253,552. 

For  Mallet  type  engines  in  all  classes  of  service,  except 
switching,  the  jjresent  expense  is  $84,982;  proposed  expense  is 
$110,399;  or  $25,416  increase. 

The  ai)plication  of  the  through  freight  rate  to  engineers  and 
firemen  in  pusher  and  helper  service,  mine-runs,  work,  wreck, 
belt  line,  transfer,  and  all  other  unclassified  service  would  have 
increased  the  present  expense  of  $494,132  to  $585,940,  or  $91,808. 

Mr.  Sheean:  Mr.  Keefe,  the  effect  on  all  lines  in  the  com- 
bined statement  of  each  of  these  articles,  is  set  out  on  this  sheet 
of  Exhil)it  No.  3? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     Combined  as  to  all  lines  ! 

Mr.  Keefe:     On  all  classes  of  service,  yes. 

Mr,  Sheean :  We  may  come  back  to  that  after  we  have  gone 
to  the  detail,  and  I  simply  want  at  this  time  to  get  clear  what 
is  assembled  on  sheet  No.  2  of  Exhibit  No.  3,  which  I  understand 
to  be  the  combined  statement  for  all  lines  showing  article  by 
article  the  effect  on  the  combined  lines. 

Mr.  Keefe :     Yes,  in  all  classes  of  service. 

Mr.  Sheean:     In  all  classes  of  service? 

Mr.  Keefe :     Yes. 

Mr.  Burgess:  Mr.  Sheean,  may  I  ask  you  a  question  so 
that  I  can  follow  you? 

Mr,  Sheean:     Certainly. 

Mr,  Burgess :  These  increases,  do  they  apply  on  the  spread 
of  all  the  lines  involved  in  this  movement,  for  the  month? 

Mr,  Sheean :  During  the  month,  that  is,  if  it  was  operated 
as  one  system  during  that  time,  that  is  what  the  effect  would  be, 

Mr.  Burgess:     Yes. 

Mr.  Sheean :  We  have,  later  on,  the  effect,  article  by  article, 
on  the  several  lines  ? 

Mr.  Burgess:    Yes. 

Mr.  Sheean :     I  am  coming  to  that. 

Mr.  Burgess:     But  it  is  the  spread  on  all  lines,  is  that  it? 
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Mr.  Slieean:  This  is  the  spread  on  all  lines  combined,  Mr. 
Burgess,  and  I  think  in  line  with  the  question  which  you  now 
ask,  it  will  be  shown,  of  course,  when  we  come  to  the  details, 
that  the  articles  do  not  affect  all  railroads  uniformly;  that  is,  a 
particular  article  ^^dll  hit  one  railroad  harder  than  it  does  an- 
other, but  this  is  the  showing  on  the  theory  of  it  being  operated 
as  one  system;  if  it  had  been  one  system  this  coml)ined  state- 
ment is  the  elfect  on  all  the  roads.  Do  I  state  that  correctly, 
Mr.  Keefe.? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Slieean :  Now,  will  you  explain  what  is  assembled  at 
sheet  No.  3  of  Exhibit  31 

Mr.  Keefe:  Sheet  No.  3  is  the  cost  by  articles  separately, 
separating  the  expense  for  engineers  and  firemen  separately  for 
the  narrow  gauge  lines,  showing  the  effect  of  each  article  upon 
all  the  narrow  gauge  lines. 

Mr.  Sheean :  That  is,  taking  all  of  the  railroads  which  have 
any  narrow  gauge  operations,  and  having  them  make  separate 
reports  at  to  their  narrow  gauge  operations,  on  sheet  No.  3,  you 
combined  the  narrow  gauge  operations,  so  as  to  find  the  com- 
bined effect  on  all  the  narrow  gauge  operations? 

Mr.  Keefe:  Yes,  those  lines  that  have  the  narrow  gauge 
operations  are  shown  in  the  heading  of  the  statement. 

Mr.  Sheean:     And  in  the  same  manner  as  to  the  narrow 
gauge  lines,  the  information  there  is  assembled  that  is  assembled 
on  sheet  No.  2,  as  to  all  lines,  in  all  classes  of  service? 
Mr.  Keefe:     Yes. 

Mr.  Sheean :  I  think  perhaps  a  bird's  eye  view  of  this,  and 
then  coming  back,  may  enable  us  to  get  at  it  more  clearly,  and 
I  will  go  along  in  that  way  first. 

Sheet  No.  4,  Mr.  Keefe,  shows  as  to  electric  and  gasoline 
motor  car  service,  taking  all  of  the  lines  which  have  any  gaso- 
line or  any  electric  service,  the  combined  statement,  in  the  same 
manner  as  was  shown  in  the  two  preceding  exhibits  ? 
Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  That  is,  this  is  the  composite  effect  on  all 
roads,  on  this  sheet? 

Mr.  Keefe :  That  have  electric  or  gasoline  motor  car  serv- 
ice ;  likewise  we  show  the  names  of  the  roads  that  have  that  class 
of  service,  showing  by  a  star,  the  three  lines  that  have  electric 
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service.    The  remainder  of  the  lines  show  as  gasoline  motor  car 
service  only. 

Mr.  Sheean :  Sheet  No.  5  of  this  exliibit  assembles  data  in 
what  way? 

Mr.  Keefe:  It  assembles  for  tlie  standard  gauge  steam 
service  only,  by  individual  lines,  the  total  expense  for  each  class 
of  service,  divided  as  between  engineers  and  firemen,  and  the 
total  for  both  engineers  and  firemen. 

Mr.  Sheean:  That  follows  the  plan  of  assembling,  railroad 
by  railroad,  the  expense  during  the  month  of  October,  1913,  as  to 
engineers,  total  expense  that  would  be  paid  under  the  proposal 
to  the  engineers  on  that  road,  and  also  as  to  firemen  on  each  of 
the  railroads  separately? 

Mr.  Keefe:     By  service,  in  passenger  service,  separately. 

Mr.  Sheean:     In  through  freight  service  separately? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Then  on  the  following  page,  local  or  way 
freight  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     And  pusher,  and  helper,  mine  runs  and  other 
unclassified  service? 
.       Mr.  Keefe:     Yes. 

Mr.  Sheean:  On  the  following  sheet.  No.  7,  in  switching 
service,  then  the  total  in  all  services,  and  the  grand  total  shown 
on  sheet  No.  7,  line  by  line,  as  to  the  total  present  expense  and 
the  total  expense  as  proposed? 

Mr.  Keefe :     Yes,  sir,  in  standard  gauge  steam  service. 

Mr.  Sheean :  So  that  pages  5  to  7,  inclusive,  or  sheets  5,  6 
and  7,  are  all  parts  of  the  one  statement  which  separates  the 
service  so  as  to  show  the  etfect  on  each  road  in  each  class  of 
service,  and  the  total  eifect  in  all  classes  of  service  as  to  each 
road? 

Mr,  Keefe:  And  as  between  each  class  of  employe,  en- 
gineers and  firemen,  yes,  sir. 

Mr.  Sheean:  Are  there  any  questions  as  we  go  along?  I 
thought  I  would  run  through  this  in  just  this  bird's  eye  fashion, 
and  then  come  back  as  to  what  is  shown  in  the  different  ones. 

At  sheet  No.  8,  Mr.  Keefe,  what  is  assembled  there? 

Mr.  Keefe :  At  sheet  No.  8  we  show  the  cost  of  each  indi- 
vidual article,  separated  as  to  class  of  service,  by  individual  rail- 
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roads,  for  eng'ineors  ami  firemen  separately,  as  well  as  the  total 
for  both  engineers  and  firemen,  for  standard  gauge  steam  serv- 
ice. 

Mr.  Sheean :  On  sheet  No.  8,  the  showing  is  by  lines,  as  to 
the  effect  of  a  particular  article  upon  those  lines? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Then,  from  there  on,  do  you  take  up,  article 
by  article,  and  line  by  line,  the  effect  of  the  separate  articles 
upon  the  several  lines? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  in  order  that  we  may  get  the  manner  in 
which  the  information  was  compiled,  as  to  the  effect  of  the 
article:  This  Article  2,  paragraph  1,  and  Article  1,  paragra])h 
1,  are  shown  on  this  sheet  No.  8;  and  also  Article  1,  paragrai)h  'A, 
as  being  considered  together  in  the  effect  upon  the  railroads? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  Exliibit  No.  2,  the  full  set  of  instructions 
is  set  forth  in  the  statements,  and  all  of  the  forms  that  went  out, 
as  to  the  manner  in  which  the  information  should  be  assembled 
in  the  different  separations  which  you  have  made  here? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  will  you,  Mr.  Keefe,  just  tell  us  what 
the  instructions  were  as  to  the  information  which  is  assembled 
on  this  sheet  No.  8? 

Mr.  Keefe :  Columns  1  to  7,  inclusive,  relate  to  the  present 
wages  paid  under  the  existing  schedule,  as  to  rates  of  pay  for 
engineers  and  firemen,  and  for  the  total,  as  compared  with  what 
would  have  been  the  increase  in  expense  if  the  proposed  rates 
asked  for  by  the  engineers  and  firemen  had  been  in  effect. 

The  detailed  instructions  contained  on  sheet  >^o.  2  of  the 
Form  30,  read: 

"In  columns  1,  3  and  5,  should  be  shown  the  wages  accru- 
ing in  Passenger  Service,  for  classes  of  engines  included  in  this 
paragraph,  computed  on  minimum  allowances,  or  mileage  allow- 
ances, omitting  all  additional  time,  overtime,  etc.,  which  is  shown 
in  Article  1 ;  Terminal  Delay  under  Article  6 ;  Preparatory  Time 
under  Article  5;  Deadhead  Time  under  Article  9;  or  Continuous 
Time  under  Article  8.  In  columns  2,  4  and  6,  should  be  shown 
the  amounts  accruing  under  this  paragraph,  resulting  from  the 
application  of  the  proposed  rates  to  the  units  of  service,  upon 
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which  the  payments  indicated  in  columns  1,  3  and  5  were  calcu- 
lated. This  paragraph  should  reflect  the  straight  increase  in 
Rates  of  Pay. 

"Entries  should  be  classified  as  straightaway,  turn-around 
and  suburban  runs  in  accordance  with  the  practice  in  effect 
October  10,  1913." 

Mr.  Sheean :  In  connection  with  the  instructions  as  to  pas- 
senger service  which  you  have  just  read,  will  you  please  call 
attention  in  your  Exhibit  No.  2  as  to  the  sheet  of  that  exhibit 
upon  which  the  information  was  to  be  compiled,  and  the  form 
of  blank  sent  out  in  connection  with  the  instructions? 

Mr.  Keefe:  It  is  shown  on  sheet  No.  2  of  what  is  desig- 
nated as  Form  No.  30  by  the  Committee.  That  sheet  No.  2 
classifies  by  articles  all  of  the  passenger  service,  so  as  to  ascer- 
tain what  the  expense  would  have  amounted  to  in  passenger 
service  as  separated  from  other  classes  of  service. 

Mr.  Sheean:  And  the  instructions  which  you  have  just 
read  are  the  printed  instructions  appearing  to  the  right  of  the 
columns  -st^hich  are  left  blank  for  the  furnishing  of  this  informa- 
tion, by  the  roads,  severally? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Were  the  printed  blanks  which  are  shown  in 
Exhibit  2,  uniform  as  to  all  the  roads  in  the  movement? 

Mr.  Keefe :     Yes. 

Mr.  Sheean :  And  were  the  instructions  shown  to  the  right 
of  this  printed  blank,  given  on  all  of  the  forms  that  were  sent  to 
the  railroad  companies  in  making  this  compilation? 

Mr.  Keefe:     Yes. 

Mr,  Sheean:  Before  taking  up  what  is  shown  by  this  par- 
ticular part  of  the  exhibit  covered  by  page  8,  will  you  please 
explain — I  think  one  or  two  of  these  explanations  will  then  en- 
able us  to  make  clear  and  easily  intelligible  how  the  information 
was  compiled.  Will  you  please  explain,  I  say,  the  manner  in 
which  the  information  was  obtained  which  is  shown  on  Sheet 
No.  9,  and  the  instructions  given  with  reference  thereto  ? 

Mr.  Keefe:  Sheet  No.  9  is  the  tabulation,  showing  the 
present  and  proposed  expense,  applying  Article  2,  Paragraph  2 
of  the  men's  proposals  which  relate  to  the  rates  paid  in  all 
classes  of  service,  except  passenger  and  switching.  On  page  9, 
we  have  separated  the  provisions  of  that  paragraph  as  between 
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through  or  irregular  freight  service,  and  as  between  local  or 
way  freight  service. 

Mr.  Sheean:  Now,  please  explain  or  call  attention  to  the 
part  of  Exhibit  2,  in  which  is  shown  the  form  of  blank  sent  out 
for  assembling  this  information,  and  the  form  of  instructions 
that  accompanied  the  blank. 

Mr.  Keefe:  The  instructions  as  to  the  through  or  irregu- 
lar freight  service  are  shown  on  sheet  No.  3  of  Form  30,  which 
is  Exhibit  No.  '2,  and  reads:  "In  columns  1,  3  and  5  should  be 
shown  the  wages  accruing  in  Through  or  Irregular  freight 
service,  on  locomotives  other  than  Mallet  type,  which  were  com- 
])uted  as  a  minimum  allowance  or  mileage  allowance,  omitting 
all  additional  time,  overtime,  etc.,  whi,cli  is  shown  in  Article  1; 
Preparatory  Time,  Article  5;  Terminal  Delay,  Article  6;  Con- 
tinuous Time,  Article  8,  or  Deadheading,  Article  9.  In  columns 
2,  4  and  6,  should  be  shown  the  amounts  accruing  under  this 
paragraph  resulting  from  tlie  application  of  the  proposed  rates 
to  the  units  of  service  upon  which  the  payments  shown  in 
columns  1,  3  and  5  were  calculated. 

"This  paragraph  should  reflect  the  straight  increase  in  rates 
of  pay  which  would  ac.crue  if  this  paragraph  were  the  only  one 
under  consideration. 

"Service  on  Mallet  locomotives  should  be  shown  sepa- 
rately. ' ' 

Mr.  Sheean:  Now,  Mr.  Keefe,  have  you  illustrated  as  to 
these  two  articles  and  the  manner  in  which  the  information  was 
assembled;  will  Exhibit  No.  2  show  the  blank  forms  that  went 
out  to  the  roads  and,  as  to  each  of  these  tabulations  here,  show 
the  instructions  to  the  roads  severally,  under  which  the  informa- 
tion was  forwarded  to  the  force  which  you  had  charge  of  and 
from  which  these  compilations  were  made? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Are  there  any  questions  about  the  manner, 
just  to  get  it  clear  as  we  go  along!  If  not,  I  tliink  I  wdll  turn 
back  as  to  what  is  shown — or,  if  not  clear,  I  will  illustrate  with 
one  other  example  of  it. 

Mr.  Stone:     It  is  entirely  , clear  to  me. 

Mr.  Sheean:  Then,  Mr.  Keefe,  supposing  we  turn  back  to 
Exhibit  3.  to  sheet  number  2,  in  which  you  had  given  the  informa- 
tion as  to  how  some  of  the  articles  would  affect  the  roads,  in  a 
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combined  way,  during  the  month  of  October,  1913,  and  give  us,  if 
you  please,  the  summary  of  information  which  is  shown  in  de- 
tail as  to  the  effect,  article  by  article,  and  which  you  have  sum- 
marized at  the  lower  right  hand  of  that  sheet. 

Mr.  Keefe:  It  shows  that  the  wages  allowed  to  engineers 
in  October,  1913,  amounted  to  $4,269,255.95.  If  the  proposals 
had  been  in  effect,  it  would  have  amounted  to  $6,028,264.19,  or 
an  increase  of  $1,759,008.24,  or  41.20  per  cent. 

For  firemen,  present  expense,  $2,703,338.24.  Proposed  ex- 
pense would  have  amounted  to  $4,356,730.03,  or  an  increase  of 
$1,653,391.79,  or  61.16  per  cent. 

Motormen,  present  expense,  $22,027.06.  Proposed  expense, 
$49,356.20.    Increase,  $27,329.14,  or  124.07  per  ,cent. 

Motormen  helpers,  $825.65;  proposed,  $1,079.82;  increase, 
$254.17,  or  30.78  per  cent. 

Hostlers,  present  expense,  $218,874.03;  proposed  expense, 
$454,852.57;  increase,  $235,978.54,  or  107.81  per  cent. 

Total  present  expense,  $7,214,320.93.  Proposed  expense, 
$10,890,282.81,  or  an  increase  of  $3,675,961.88,  or  50.95  per  cent. 

In  addition  to  this,  in  order  to  relieve  the  engineers  and 
firemen  of  certain  other  duties  which  they  are  now  performing, 
the  railroads  would  have  had  to  incur  an  additional  expense  of 
$181,009.17,  which  would  make  the  total  increase  in  expenses  to 
the  railroads,  if  their  proposal  had  been  in  effect,  $3,856,971.05. 

Mr.  Sheean :  Now,  I  wish  you  would  explain  just  what  you 
mean  by  that  item  of  miscellaneous,  that  might  not  accrue  in 
the  way  of  wages  to  engineers  and  firemen,  but,  nevertheless, 
would  cause  an  added  expense  to  the  company.  What  items 
have  vou  included  in  that! 

Mr.  Keefe :  In  that  are  the  items  shown  under  their  pro- 
posed Article  12,  assistance  for  firemen,  $59,750.35.  Article  14, 
miscellaneous  cleaning  of  locomotives,  $437.38.  Setting  up 
wedges,  filling  grease  cups  and  cleaning  headlights,  $18,826.35. 
Placing  of  supplies  on  locomotives,  $21,613.11.  Throwing 
switches  and  flagging  and  filling  water  cars,  $80,381.98. 

Mr.  Sheean :  That  is  on  the  lower  part  of  sheet  number  2, 
you  have  made  a  heading  of  ''Miscellaneous,"  and  under  that 
shown  the  various  items  which  might  cause  added  expense,  or 
which  would,  in  the  judgment  of  the  railroads  reporting,  cause 
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or  firemen — well,  not  paid  directly  or  indirectly? 

Mr.  Keefe :     Correct. 

Mr.  Sheean :  Now,  on  this  sheet  nuniher  2,  of  Exhibit  No. 
3,  Mr.  Keefe,  do  I  understand  the  first  two  items  here,  of  over- 
time in  road  ser\dce,  present  expenses  showed  in  the  month  of 
October,  1913,  that  all  the  money  paid  to  passenger  engineers 
in  Western  territory,  except  $16,432.20,  was  paid  on  a  mileage 
basis? 

Mr.  Keefe:     That  is  not  only  to  engineers. 

Mr.  Sheean  :     Engineers  and  firemen. 

Mr.  Keefe :     Engineers  and  firemen  and  motormen. 

Mr.  Sheean :  And  that  in  freight  service,  all  the  payments 
made  to  engineers  and  firemen  in  all  other  ser\dce  was  paid  on 
a  mileage  basis,  with  the  exception  of  $410,818,  which  is  shown 
here  as  overtime  in  that  month! 

Mr.  Keefe :  I  do  not  gather  your  question  as  to  mileage 
basis. 

Mr.  Sheean:  AVhat  I  am  trying  to  get  at  is  whether  or  not 
here  in  this  payroll  of  over  $7,000,000  in  that  month,  that  the 
pajonents  were  on  the  mileage  basis  and  not  on  the  basis  of 
hours,  save  and  except  as  represented  by  these  items  of  over- 
time in  the  upper  left-hand  corner? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Burgess:     May  I  ask  a  question,  Mr.  Sheean? 

Mr.  Sheean:     Yes,  sir. 

Mr.  Burgess :  Mr.  Keefe,  in  regard  to  that  particular  ])oint, 
if  I  understand  this  table,  you  show  the  amount  of  increase  for 
overtime  in  that  tabulation  to  be  $222,574.13;  is  that  right! 

Mr.  Keefe :  In  all  other  classes  of  service,  other  than  pas- 
senger or  switching. 

Mr.  Burgess:  If  an  engineer  and  fireman  have  been  re- 
lieved promptly  on  arrival  at  the  terminal  and  not  worked  on 
the  road  over  ten  hours,  please  tell  us  how  much  it  would  have 
cost  the  company. 

Mr.  Keefe:     Read  the  question? 

(Question  read  as  above  recorded.) 

Mr.  Keefe :     It  is  impossible  for  me  to  say  at  this  time. 

Mr.  Burgess:  Do  j'ou  not  know  that  there  would  not  be 
any  overtime? 
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Mr.  Burgess :  Don't  you  know  that  there  would  not  be  any 
overtime? 

Mr.  Keefe:  This  rule  would  not  prevent  the  accruing  of 
overtime. 

Mr.  Burgess :  But,  if  an  engineer  had  not  been  worked 
over  ten  hours,  and  had  been  relieved  promptly  on  arriving  at 
terminal,  no  overtime  would  accrue,  would  it? 

Mr.  Keefe :  We  would  not  show  under  the  head  of  ' '  Over- 
time, ' '  any  terminal  delay  for  which  the  men  are  receiving  com- 
pensation under  the  present  rules.  That  would  be  shown  under 
the  heading  of  ' '  Terminal  Delay. ' ' 

Mr.  Burgess :  Yes,  but  I  was  trying  to  cover  the  two 
points  that  cause  overtime,  viz :  Terminal  delay  and  the  work- 
ing of  engineers  over  ten  hours.  Now,  if  you  relieved  him  within 
ten  hours,  and  relieved  him  within  the  thirty  minutes  after 
arrival  at  the  terminal,  there  would  be  no  $222,574.13  to  show  as 
an  increase,  would  there  ? 

Mr.  Keefe:  If  it  was  possible  to  operate  your  railroad 
under  that  basis,  correct. 

Mr.  Sheean:  And  if  he  was  there  to  relieve  at  the  ter- 
minal ? 

Mr.  Park:  As  I  understand,  you  made  the  application  to 
the  actual  conditions  as  they  existed  in  October,  19131 

Mr.  Keefe:     Yes,  sir. 

Mr.  Park :  And  the  overtime  was  simply  the  reflection  of 
the  actual  conditions  as  the  roads  were  operated  during  that 
month  ? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Park:  Of  course,  if  it  were  possible  to  operate  the 
railroad  without  overtime  and  without  terminal  time,  it  would 
not  be  paid.  We  understand  that.  But  I  understand  you  ap- 
plied this  to  the  actual  conditions  as  they  exist? 

Mr.  Keefe:  Yes,  to  the  actual  operations  that  were  in 
effect  in  October. 

Mr.  Burgess :  So  that  this  figure  might  vary  more  or  less, 
in  accordance  with  the  way  the  particular  road  was  operated? 

Mr.  Keefe:  It  would  vary,  determinate  upon  the  actual 
operating  conditions  of  each  period  of  time  that  may  be  taken. 

Mr.  Burgess:     And  if  the  engineer  and  fireman  were  run 
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over  the  road  promptly  and  relieved  promptly,  there  would  not 
be  any  overtime  accruing? 

Mr.  Keefe :  If  it  were  possible  to  operate  railroads  in  that 
manner,  yes. 

Mr.  Park:  Mr.  Keefe,  if  the  trains  were  reduced  in  their 
tonnage  so  there  would  be  no  overtime,  there  might  be,  possil)ly, 
corresponding  increase  in  exi)ense  to  the  railroads  in  running 
their  trains! 

Mr.  Keefe:     Yes. 

Mr.  Park :  That  is,  if  you  should  reduce  the  trains  so  you 
would  be  absolutely  insured  against  any  overtime,  that  reduc- 
tion in  the  tonnage  would  tend  to  increase  the  operating  ex]iense 
of  the  railroad? 

Mr.  Keefe:  Yes,  and  that  would  not  be  an  insurer  against 
overtime  accruing,  Mr.  Park.  There  are  conditions  over  which 
no  one  has  any  control  under  which  overtime  will  accrue. 

Mr.  Burgess :  But  it  is  a  fact,  then,  if  I  understood  your 
answer  to  Mr.  Park,  that  a  part  of  tlie  overtime  does  accrue  on 
account  of  the  heavy  tonnage? 

Mr.  Keefe:     It  accrues  from  numerous  causes. 

Mr.  Burgess :  But  the  heavy  tonnage  is  one  of  the  causes, 
if  I  understood  your  answer  to  Mr.  Park  correctly. 

Mr.  Keefe :  All  conditions  of  operating  atfect  the  question 
of  overtime,  Mr.  Burgess. 

Mr.  Burgess :  I  was  referring  particuarly  to  that  one  con- 
dition. 

Mr.  Keefe:  The  question  of  heavy  tonnage  on  trains,  in 
order  to  obtain  the  full  benefit  of  the  engines,  in  some  cases  may 
cause  overtime,  and  may  ))e  due  to  other  operating  conditions 
as  well. 

Mr.  Burgess :  So  it  is  a  fact  that  heav^^  tonnage  does  cause 
some  overtime? 

Mr.  Keefe :  I  would  not  want  to  subscribe  to  that  on  that 
basis  alone,  Mr.  Burgess. 

Mr.  Burgess:     Well,  would  you  want  to  deny  that  fact? 

Mr.  Keefe:     No. 

Mr.  Burgess:     That  is  all. 

Mr.  Park:  But  heavy  tonnage,  Mr.  Keefe,  does  not  mean 
that  you  have  the  efficiency  of  the  locomotive.  You  may  have 
so-called  heavy  tonnage  and  only  have  75  per  cent  of  tlie  oifi- 


3338 

ciency  of  tlie  locomotive  in  use.  The  question  of  heavy  tonnage 
is  hypothetical. 

Mr.  Keefe:     Yes. 

Mr.  Park:  It  simply  is  based  on  the  efficiency  of  the  loco- 
motive. If  he  has  100  per  cent  he  has  got  so-called  heavy  ton- 
nage, whether  large  or  small,  and  any  reduction  in  that  would 
be  a  reduction  in  the  efficiency  of  the  locomotive  from  what  it  is 
expected  to  handle. 

Mr.  Keefe:  Yes,  the  question  of  heavy  tonnage  is  one 
reason  why  I  could  not  give  an  answer  to  Mr.  Burgess  as  to  what 
was  his  definition  of  heavy  tonnage. 

Mr.  Burgess:  What  would  be  your  definition  of  it,  Mr. 
Keefe  f 

Mr.  Keefe:     Heavy  tonnage! 

Mr.  Burgess:     As  assistant  general  manager. 

Mr.  Keefe :  Heavy  tonnage  f  What  I  have  in  mj^  mind  as 
heavy  tonnage  is  the  overloading  of  locomotives,  rather  than 
attaining  the  full  rating  of  the  locomotive. 

Mr.  Burgess:  Well,  if  an  engine  were  sent  out  with  100 
cars  of  100,000  capacity  per  car,  would  you  consider  that  light 
tonnage  ? 

Mr.  Keefe:  If  the  operating  conditions  were  such  as  would 
permit  that  engine  to  operate,  economically  and  efficiently  100 
cars,  yes.    I  mean  it  would  not  be  overloaded. 

Mr.  Burgess:  Would  you  consider  it  an  economical  opera- 
tion if  that  train  consumed  fifteen  hours  going  over  a  distance 
of  one  hundred  miles? 

Mr.  Keefe:  It  w^ould  be  determinate  entirely  upon  all  of 
the  operating  conditions  surrounding  the  performance. 

Mr.  Burgess:  But  it  would  be  an  expensive  operation  as 
far  as  the  engineer  and  firemen  are  concerned,  would  it  not? 

Mr.  Keefe:     I  would  not  concede  that. 

Mr.  Burgess:  Well,  he  would  consume  fifteen  hours  run- 
ning 100  miles,  would  he  not  ? 

Mr.  Keefe:  For  which  he  would  obtain  fifteen  hours'  com- 
pensation. 

Mr.  Burgess:  He  would  be  paid  100  miles,  and  five  hours 
overtime.    Is  that  right? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Burgess:     And  that  five  hours  overtime  would  be  con- 
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sidered  a  cost,  and  be  reflected  in  this  total  amount  of  $222,574, 
would  it  not? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Park:  Mr.  Keefe,  if  you  j^ot  a  train  of  tliat  description 
over  the  road  in  ten  hours  one  luuidred  times,  and  it  then  oc- 
curred that  one  train  consumed  fifteen  hours,  to  absolutely  in- 
sure against  any  train  pa>dng  overtime,  you  would  not  think  it 
good  policy  on  the  part  of  the  management  of  the  road  to  reduce 
the  tonnage  of  all  of  the  trains  to  guard  against  the  contingency 
that  might  occur  only  once  out  of  one  hundred  times? 

Mr.  Keefe:     No,  sir. 

Mr.  Shea:  May  I  ask  a  question  there?  Is  it  a  fact  tliat 
overtime  does  not  accrue  more  than  once  out  of  one  hundred 
times? 

Mr.  Keefe:  I  don't  know  the  exact  proportion,  Mr.  Shea. 
I  have  never  investigated  as  to  that. 

Mr.  Shea:     AVhat  do  you  think?     Give  us  your  opinion? 

Mr.  Keefe :  It  varies  upon  different  portions  of  the  same 
road,  as  it  varies  upon  different  roads  in  the  same  territorj^ 
and  in  different  territories. 

Mr.  Shea :     Well,  take  it  on  your  own  load. 

Mr.  Keefe :     It  varies  from  day  to  day. 

Mr.  Shea:  Well,  do  you  think  overtime  would  accrue  on 
less  than  one  hundred  runs,  or  one  run  in  one  hundred  in  freight 
service  on  your  road? 

Mr.  Keefe:     Under  the  most  favorable  conditions? 

Mr.  Shea  :  Well,  imder  any  conditions.  Take  in  the  month 
of  October,  1913,  what  was  the  movement  on  your  road? 

Mr.  Keefe:     What  do  you  mean  by  movement? 

Mr.  Shea :     The  payment  of  overtime  in  freight  service. 

Mr.  Keefe:     To  engineers? 

Mr.  Sheean :     Wliat  page  is  that,  Mr.  Keefe  ? 

Mr.  Keefe:     Shown  on  sheet  No.  12  of  Exhibit  No.  3. 

Mr.  Sheean :     Gulf,  Colorado  &  Santa  Fe. 

Mr.  Keefe:  Yes,  sir;  opposite  line  No.  7.  The  amount  of 
overtime  paid  to  engineers  in  the  month  of  October,  1913,  was 
$404.98. 

Mr.  Sheean:     Out  of  a  total  payment  of  how  much? 

Mr.  Keefe :     Out  of  a  payroll  of — 

Mr.  Sheean:     Shown  on  what  page? 


Mr.  Keefe:  Shown  on  sheet  No.  9.  Out  of  a  payroll  of 
$10,597.74. 

Mr.  Park:     About  what  percentage  would  that  be? 

Mr.  Burgess:     AVhat  page,  did  you  say  I 

Mr.  Sheean:  Sheet  12,  of  Exhibit  3  is  ''Overtime."  Sev- 
enth line,  is  the  Gulf,  Colorado  &  Santa  Fe. 

Mr.  Keefe :     4  per  cent. 

Mr.  Park:     That  is  one  train  in  every  two  hundred  then? 

Mr.  Sheean:     One  dollar. 

Mr.  Keefe :     One  dollar. 

Mr.  Burgess:     Wliat  is  that? 

Mr,  Park:  I  am  putting  that  on  the  basis  of  one  train  in 
every  hundred. 

Mr.  Shea :  Would  that  be  on  more  than  one  train  in  every 
hundred? 

Mr.  Keefe:  Out  of  every  dollar  paid  for  wages  it  would 
be  four  cents. 

Mr.  Shea :  Then,  according  to  that,  the  overtime  is  rather 
insignificant,  is  it  not? 

Mr.  Keefe :  The  tables  show  for  themselves  what  the  over- 
time is. 

Mr.  Shea:     In  that  particular  case? 

Mr.  Keefe:  On  this  particular  railroad,  to  the  engineers, 
for  October,  1913,  it  was  $404,  out  of  a  payroll  of  $10,597. 

Mr.  Shea :  Very  insignificant,  compared  with  the  total  pay- 
roll. 

Mr.  Keefe:     On  that  road,  in  that  month,  yes. 

Mr.  Shea :     How  does  that  compare  with  other  roads  ? 

Mr.  Keefe:     I  made  no  comparison. 

Mr.  Shea :  Well  then,  under  that  plan,  or  that  system  of 
computation,  the  amount  paid  in  case  this  Board  decide  to  allow 
time  and  a  half  for  overtime,  would  not  amount  to  very  much, 
would  it? 

Mr.  Keefe:  It  would  amount  to  $611.07,  or  an  increase  of 
$246  to  engineers,  and  for  engineers  and  firemen  both  it  is  an 
increase  of  $323,  or  approximately  33  per  cent  increase  in  pay- 
ment of  overtime  on  that  particular  road. 

Mr.  Burgess:     In  thirty  days? 

Mr.  Keefe :     In  thirtv  davs. 
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Mr.  Sheean:  Now,  I  want  to  go  back  to  sheet  No.  2.  T 
want  a  little  more  information. 

Mr.  Keefe :  Before  that,  I  want  to  make  one  statement  in 
connection  witli  that.  Bear  in  mind,  of  course,  that  this  through 
or  irregular  freight  service  is  based  upon  all  of  the  other  rules 
of  your  proposal,  taking  into  consideration,  for  instance,  your 
automatic  release  tie-up  provides  for  a  day's  pay  for  eacli  end 
of  a  run.  Therefore,  on  runs  where  no  overtime  may  accrue,  or 
are  shown  under  your  automatic  rules,  the  overtime  would  be 
discontinued,  but  you  would  pay  two  days'  pay  for  it. 

Mr.  Burgess :  I  was  speaking  particularly  of  overtime,  and 
you  now  tell  me  that  this  increase  as  shown  by  our  rule  suggest- 
ing time  and  a  half  is  not  all  due  to  the  time  and  a  half,  but  is 
due  to  several  other  rules. 

Mr.  Keefe :  No,  the  amount  shown  there  is  the  amount  of 
overtime  we  would  have  to  pay  on  runs  where  the  mininnim  or 
mileage  allowance  would  be  paid  under  your  provision,  taking 
into  consideration  that  your  automatic  release  and  tie-up  may 
eliminate  what  is  now  being  paid  in  the  way  of  overtime  on  short 
and  turn-around  service. 

Mr.  Burgess:  So  that  all  these  rules  which  are  proposed 
by  the  engineers  and  firemen  were  taken  as  a  combination,  in 
order  to  produce  this  figure  of  increase  as  shown  in  your 
exhibits! 

Mr.  Keefe:     Certainly. 

Mr.  Byram:  The  case  you  cited  would  reduce  the  over- 
time and  increase  the  total  expense! 

Mr.  Keefe:  Yes,  decrease  the  overtime,  and  increase  un- 
der the  automatic   release   and   tie-up   provision,  the   amount 

shown  there. 

Mr.  Burgess :  But  my  question  pertained  purely  and  sim- 
ply to  the  increase  in  comparison  that  would  be  paid  by  the 
railroads  if  the  fifteen  miles  were  allowed  instead  of  the  ten 
miles  for  overtime.  In  other  words,  time  and  a  half.  But  I  am 
now  informed  that  it  was  a  combination  of  all  these  rules  that 
the  engineers  and  firemen  proposed  that  produces  that  amount 
of  increase,  viz :  two  hundred  and  twenty-two  thousand  and  some 
odd  dollars. 

Mr.  Keefe:  You  don't  understand  it  correctly,  Mr.  Bur- 
gess. 
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Mr.  Burgess :  Well,  then,  let  us  get  it  correctly.  You  will 
recall,  Mr.  Keefe,  that  the  original  question  rested  in  this  figure, 
$222,574.13,  tabulated  under  a  heading  "Amount  of  Increase," 
and  was  directly  opposite  the  rule  which  provided  that  fifteen 
miles  per  hour  be  the  basis  to  compute  overtime,  instead  of  ten, 
and  the  question  I  asked  you,  as  I  remember,  was  if  no  overtime 
accrued  that  this  expense  would  not  show,  or  would  not  be  an 
obligation  of  the  company.  There  was  no  reference  to  any  other 
rules  at  all,  except  this  particular  rule  referred  to. 

Mr.  Keefe :  I  just  want  to  emphasize  the  fact  that  this  is 
based  upon  the  proposal  as  asked,  if  applied  to  operations  in 
October. 

Mr.  Burgess :     Including  all  the  rules  ? 

Mr.  Keefe:  No,  only  so  far  as  it  affects  overtime.  But  I 
want  to  explain  that  if  on  a  turn-around  run  in  freight  service  at 
the  present  time  it  is  paid  continuous  from  the  time  it  leaves 
the  terminal  until  it  returns ;  and  we  will  say  for  argument  there 
is  one  hour's  overtime  paid  under  that,  if  under  your  proposal 
you  ask  for  two  days  pay  for  that  turn-around  so  that  that 
hour's  overtime  is  eliminated,  there  would  be  no  expense  under 
the  proposed  column  for  overtime ;  but  the  expense  of  that  addi- 
tional trip,  by  reason  of  the  automatic  release  rule  would  be 
under  Article  Number  7. 

Mr.  Burgess :  But  there  would  be  an  expense  shown  here, 
if  it  was  com|)uted  on  15  miles  an  hour  instead  of  10  miles  an 
hour,  would  there  not? 

Mr.  Keefe:  As  I  stated  in  that  case,  there  would  be  no 
provision  whatever,  because  there  would  be  no  overtime  on  that 
run  under  the  proposal. 

Mr.  Burgess:  Then,  where  do  we  get  the  basis  to  figure 
that  the  increase  w-ould  be  $222,574,  if  there  would  be  no  over- 
time? 

Mr.  Keefe :  I  said  there  would  be  no  overtime  under  that 
example,  as  I  illustrated. 

Mr.  Burgess :  Then  this  would  apply  merely  to  time  and 
one-half,  is  that  right? 

Mr.  Keefe :  This  figure  takes  in  the  increase  because  of  all 
of  the  increase  of  the  paragraph  of  Article  1  relating  to  over- 
time in  other  than  passenger  and  switching  service. 
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Mr.  Burgess:  It  takes  in  more  than  one  ])rovisi()n,  then, 
does  it? 

Mr.  Keefe:  No,  it  takes  in  only  that  fourth  paragraph, 
reading,  "Overtime  in  all  other  service  except  passenger  and 
switclung  service  will  be  comi)nted  on  a  basis  of  10  miles  ])er 
hour  and  i)aid  for  at  the  rate  of  15  miles  per  hour,  at  rate  for 
each  class  of  engine  used. 

"All  overtime  will  be  computed  on  the  minute  basis." 

Mr.  Burgess :  Then  this  sum  does  represent  the  dit^'erence 
between  10  miles  an  hour  and  15  miles  an  hour  as  an  overtime 
basis? 

Mr.  Keefe :  Upon  such  runs  where  overtime  would  accrue 
under  the  proposal? 

Mr.  Burgess :     Yes. 

The  Chairman:  x\s  1  understand  it,  you  base  this  table 
upon  the  overtime  that  accrued  during  the  month  of  October, 
1913, 1  believe,  under  the  then  existing  conditions? 

Mr.  Keefe:     Under  the  head  of  "Present  expense,"  yes,  sir. 

The  Chairman:     You  took  that  as  the  basis? 

Mr.  Keefe:     Yes,  sir. 

The  Chairman:     I  just  wanted  to  know  as  to  that. 

Mr.  Keefe:     Yes. 

Mr.  Slieean:  xVnd  under  operation,  if  you  had  operated 
under  the  proposed  schedule,  some  items  which  were  overtime 
under  then  existing  conditions,  would  not  be  overtime,  but  might 
be  split  into  two  or  three  or  more  days? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  in  order  to  avoid  duplication,  of  count- 
ing them  twice,  once  as  overtime,  and  then  as  the  increased  cost 
of  the  automatic  release  and  tie-up,  you  have  carefully  ex,cluded 
them  so  that  the  items  would  not  be  counted  twice? 

Mr.  Keefe:  Yes,  sir.  Extra  care  was  taken  to  avoid  any 
duplications. 

Mr.  Shea:  Now,  Mr.  Keefe,  there  is  another  tjuestion  T 
would  like  to  ask:  How  was  the  increase  in  wages  of  hostlers 
arrived  at? 

Mr.  Keefe:     If  you  will  refer  to  sheet  number  23. 
The  Chairman:     I  did  not  catch  thfit  question. 
Mr.  Shea:     How  was  the  increased  wages  of  hostlers  ar- 
rived at.    Sheet  23? 
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Mr.  Keefe:     Sheet  23. 

Mr.  Shea:     Exhibit  3? 

Mr.  Keefe:     Exhibit  number  3,  sheet  number  23. 

Mr.  Shea:     All  right. 

Mr.  Keefe:     In  Article  2,  Paragraph  2,  the  second  heading — 

Mr.  Burgess:     Article  10,  it  says  here. 

Mr.  Keefe:  Yes,  Article  10,  paragraph  2.  ''Hostling  posi- 
tions shall  be  filled  from  the  ranks  of  the  Firemen  and  they  shall 
be  paid  $3.35  per  day  of  ten  hours  or  less;  provided,  that  where 
hostlers  are  required  to  make  main  line  movements,  the}^  shall 
be  paid  $4.75  per  day  of  ten  hours  or  less,  overtime  in  each  case 
to  be  computed  on  the  minute  basis  and  paid  for  at  the  rate  of 
time  and  one-half." 

Under  the  head  of  present  expense,  tabulated  by  roads,  is 
the  expense  of  hostlers  at  the  present  time.  Under  the  head  of 
proposed,  is  what  their  wages  would  have  been  under  the  basis 
as  defined  in  the  heading  of  this  column. 

Mr.  Sheean:     As  well  as  the  additional  number  of  men? 

Mr.  Keefe:  No,  the  additional  number  of  men  provided  for 
under  the  first  paragraph  of  Article  10,  is  shown  in  column  1: 
"At  points  where  an  average  of  six  or  more  locomotives  are 
handled  within  12  hours,  day  or  night,  hostlers  shall  be  main- 
tained." 

Under  that  column  is  shown  the  additional  or  new  hostlers 
that  will  have  to  be  put  on  because  of  the  provisions  of  that 
article. 

Mr.  Shea:  Now,  Article  10,  paragraph  2,  says:  "Hostling 
positions  shall  be  filled  from  the  ranks  of  the  Firemen  and  they 
shall  be  paid  $3.35  per  day  of  ten  hours  or  less;  provided,  that 
where  hostlers  are  required  to  make  main  line  movements,  they 
shall  be  paid  $4.75  per  day  of  ten  hours  or  less." 

For  what  extent,  Mr.  Keefe,  of  main  line  movement,  would 
hostlers  be  entitled  to  the  $4.75;  that  is,  what  distance  would  be 
considered  as  making  up  what  is  known  as  a  main  line  move- 
ment, and  how  did  you  arrive  at  it,  to  reach  that  part  of  the 
increase,  so  far  as  that  is  concerned! 

Mr.  Keefe:  Where  any  main  line  movement  of  any  char- 
acter was  made. 

Mr.  Shea:     That  is,  regardless  of  the  distance? 

Mr.  Keefe:    Eegardless  of  the  distance. 
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Mr.  Shea:  Supposing  a  man  crossed  over  from  one  track 
to  the  other  and  used  probably  thirty  feet,  one  rail  length  of 
the  main  line,  would  you  consider  that  a  main  line  movement? 

Mr.  Keefe:  Regardless  of  the  distance  used  of  the  main 
line. 

Mr.  Shea:     AAHiether  it  was  a  foot,  or  a  mile,  or  two  miles? 

Mr.  Keefe :  Yes,  sir,  in  line  with  the  interpretation  placed 
upon  it  by  the  committee. 

Mr.  Park :  Mr.  Keefe,  that  was  left  to  the  individual  roads 
to  make  the  application  upon  the  conditions  that  existed  in 
October,  1913? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Shea:  Did  all  of  the  roads  make  the  same  identical 
report;  that  is,  so  far  as  the  distance  was  concerned? 

Mr.  Keefe :     Yes,  sir,  so  far  as  I  know. 

Mr.  Shea :  Did  all  the  roads  say  that  if  they  had  one  hos- 
tler that  made  a  main  line  movement  of  thirty  feet  or  one  foot, 
that  his  wages  would  have  been  increased  to  the  $4.75.  rate? 

Mr.  Keefe:  Any  hostler  that  made  any  main  line  move- 
ment in  October,  1913,  was  computed  as  taking  the  increased 
rates. 

Mr.  Sheean:  And  that  was  because  those  who  had  pre- 
sented the  schedule,  claimed  that  it  was  the  intention  of  this 
proposal  as  presented,  that  that  rate  should  apply  in  that  situ- 
ation? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Shea :  Now,  insofar  as  the  assignment  of  hostlers  was 
concerned,  it  says,  "At  points  where  an  average  of  six  or  more 
locomotives  are  handled  within  12  hours,  day  or  night,  hostlers 
shall  be  maintained."  Supposing  there  were  only  three  loco- 
motives handled  twice;  how  would  you  consider  that?  Would 
you  consider  that  as  six  locomotives  handled? 

Mr.  Keefe:  Yes,  sir,  in  line  with  interpretations  placed 
upon  it  l)y — 

Mr.  Shea :  And  in  reaching  that  increase,  if  only  one  loco- 
motive was  handled  six  times,  it  would  be  all  included  in  this 
computation  ? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Shea :     That  is  all. 

Mr.  Sheean:     Getting  back  now  to  sheet  No.  2,  on  Exhibit 
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No.  3,  Mr.  Keefe,  a  separation  between  the  diiferent  articles  in 
the  combined  effect  on  all  the  lines,  is  shown  on  this  sheet  No.  2f 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  von  have  alreadv  "iven  us  the  smnmarv 
for  the  entire  roads? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  What  is  shown  as  to  the  narrow  gauge  lines, 
considered  in  a  combined  way,  as  shown  on  sheet  No.  3,  Exhibit 
Mo.  3? 

Mr.  Keefe:  Considering  all  the  expense  for  each  of  the 
articles,  taking  each  article  into  consideration,  it  would  have 
amounted  to  an  increase  of  $33,701.93.  That  is,  the  present  ex- 
pense was  .$35,536.86.  The  wages  as  proposed  would  have 
amounted  to  $69,238.79,  or  $33,701— 

Mr.  Byram :     Is  that  an  increase  ? 

Mr.  Keefe :     An  increase  of  $33,701. 

Mr.  Sheean:  Well,  it  is  apparently  practically  a  doubling 
of  the  wage  roll  in  narrow  gauge  service,  doubling  it  from 
$35,536.86,  at  the  present  time,  adding  onto  that  $33,701  f 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  all  the  narrow  gauge  service  here,  in  the 
whole  territory,  is  the  Chicago  &  North  W^estern ;  Chicago,  Bur- 
lington &  Quincy;  Chicago,  Milwaukee  &  St.  Paul;  Colorado  & 
Southern;  Denver  &  Kio  Grande,  and  Southern  Pacific? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  the  detail  of  just  Avliere  that  narrow 
gauge  exists  and  the  miles  on  which  it  exists  are  shown  in  this 
Exhibit  No.  1  that  was  introduced  yesterday? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  On  this  sheet  is  shown,  article  by  article,  the 
effect  on  these  roads  in  their  narrow  gauge  service? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Now,  in  electric  and  gasoline  motor  service, 
shown  on  sheet  No.  4,  Mr.  Keefe,  what  is  the  effect  upon  the 
roads  combined  which  have  any  gasoline  service  or  electric 
service  ? 

Mr.  Keefe:  The  wages  at  present  for  the  electric  and 
gasoline  motor  service,  for  all  lines  having  such  service,  is 
$22,852.71.  Applying  their  proposals,  it  would  mean  a  payment 
of  $50,436.02,  or  an  increase  of  $27,583.31. 
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Mr.  Sheean:  A  larji,e  ])art  of  that  incroasc,  as  shown  here, 
being  because  of  the  aiitoiiiatic  release  and  tie-np  provision? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  Whereby  a  ])erson  in  gasoline  or  motor  ear 
service  would  receive  100  miles  or  less,  10  hours  or  less,  in  or  out 
of  terminals,  no  matter  how  long  or  liow  short  the  run? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  Of  that  $27,583  ex])ense,  over  $11,500  of  ii 
is  occasioned  by  the  api^lication  of  the  automatic  release  aufl 
tie-up  rule  to  gasoline  and  electric  service? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Tliat  slieet  shows  the  roads  whicli  have  any 
gasoline  motor  cars  and  all  tlie  roads  in  Western  territory  which 
have  any  electric  service  are  the  Chicago,  Burlington  &  Quincy; 
the  Great  Northern,  and  the  Southern  Pacific  system? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  That,  in  the  same  way  as  was  shown  in  a 
combined  way,  as  to  all  service  combined,  as  to  narrow  gauge, 
shows  as  to  gasoline  and  motor  car  service,  article  ])y  article,  the 
effect  of  the  request? 

Mr.  Byram :     What  sheet  are  you  referring  to  ? 

Mr.  Sheean:     Sheet  No.  4? 

Mr.  Keefe :     Yes,  sir. 

The  Chairman:     We  will  take  a  recess. 

(Whereupon,  at  12  :30  o'clock  P.  M.,  a  recess  was  taken  until 
2:30  o'clock  P.M.) 

x\fter  Recess. 

J.  H.  KP]EFE  was  recalled  for  further  examination  and 
having  been  previously  sworn,  testified  as  follows: 

Mr.  Sheean:  Mr.  Keefe,  I  think  I  will  ask  you  to  go  l)ack 
to  sheet  number  1  in  Exliibit  3  for  just  a  moment.  In  the  sum- 
mary appearing  at  the  lower  right  hand  corner  of  sheet  numl)er 
1,  you  have  extended  in  three  columns  there  the  amount  of 
payroll  ending  June  30,  1914,  in  the  first  .column;  second  column, 
applying  October,  1913,  percentage  of  increase;  third  column, 
would  result  in  an  increase  of.  Now,  I  w^sh  you  would  explain, 
if  you  please,  just  how  this  ])ayroll  com])utation  for  the  month 
of  October,  1913,  was  arrived  at;  were  the  time  slii)s  on  the 
different  roads  made  the  basis  of  these  extc^isions? 
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Mr.  Keefe:  In  arriving  at  the  proposed  expense,  the  time 
slips  of  every  individual  engineer,  every  individual  time  slip  of 
each  engineer  and  fireman  and  other  employe  listed,  was  carried 
out  on  the  basis  of  their  proposal.  That  is,  another  set  of  ac- 
counts was  opened,  practically,  for  each  employe,  computing 
what  his  wages  would  have  been  if  the  proposals  of  the  men  had 
been  in  effect.  The  actual  time  slips  for  October,  1913,  totaled 
and  equalled  the  total  payroll  for  that  month  in  ea,cli  class  of 
service.  In  other  words,  the  total  of  the  time  slips  which  were 
used  in  ascertaining  the  proposed  expense  was  the  payroll  for 
October,  1913. 

Mr.  Sheean:     Now,  in  the  comparison  then  for  the  month 
of  October,  1913,  '^ Combined  Service — All  Lines,"  the  top  table, 
the  second  column  on  this  page,  represents  actual  operations  for 
the  month  of  October,  1913  ? 
Mr.  Keefe:     Yes. 

Mr.  Sheean:     And  the  application  of  their  proposal  to  the 
time  slips  of  the  employes  during  that  month? 
Mr.  Keefe:     Yes. 

Mr.  Sheean:     In  the  last  tabulation  in  which  the  compila- 
tion is  made  for  the  year,  that  is  merely  an  estimate! 
Mr.  Keefe:     Yes. 

Mr.  Sheean:  It  is  not  claimed  that  of  necessity  the  opera- 
tions or  the  percentage  application  Avould  be  the  same,  from 
month  to  month,  throughout  the  year  ? 

Mr.  Keefe:  No.  In  order  to  get  as  ,close  an  approximate 
of  what  would  be  the  yearly  increase  of  their  proposals,  we  ap- 
plied the  same  percentage  for  each  class  of  labor.  For  instance, 
having  ascertained  in  October,  1913,  that  the  proposals  would 
mean  a  41.2  per  cent  increase  on  the  wages  of  engineers  in  that 
month,  we  took  that  percent  and  applied  it  against  the  actual 
payrolls  for  the  year, 

Mr.  Sheean:     That  is,  on  this  same  page  it  is  shown  that 
the  actual  payroll  of  engineers  in  the  month  of  October,  1913, 
was  $4,269,255.95,  shown  in  the  first  column  at  the  top? 
Mr.  Keefe:     Yes. 

Mr.  Sheean:  The  actual  payroll  on  the  same  roads  of  the 
engineers  in  the  year  which  ended  June  30,  1914,  was  $44,714,- 
694.12? 

Mr.  Keefe:    Yes. 
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Mr.  Sheean:  Having  arrived  at  the  increase  for  the  montlj 
of  October,  you  do  not  multiply  that  increase  by  twelve,  in  this 
estimate? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  But  on  the  same  relationship  which  the  i)ay- 
roll  for  the  month  of  October  bears  to  the  payroll  for  the  entire 
year,  this  estimate  is  made? 

Mr.  Keefo:     Yes. 

Mr.  Sheean:  And  the  last  column  on  the  page  is  only  an 
estimate. 

Mr.  Keefe :     Yes,  sir,  an  approximation. 

Mr.  Sheean:  In  the  month  of  October,  1913,  after  segre- 
gating it  as  between  the  ditferent  engineers  and  firemen,  motor- 
men  and  other  employes,  there  is  approximately  a  51  per  cent 
increase  in  that  month? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean  :  And  if  you  take  a  51  per  cent  increase  through 
the  year,  approximately  the  same  result  of  an  annual  increase 
of  forty  million  dollars  would  be  arrived  at? 

Mr.  Keefe:     $38,700,000. 

Mr.  Sheean :     Yes,  $38,700,000. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Now,  will  you  give  us  some  idea,  Mr.  Keefe, 
as  to  what  the  endeavor,  or  what  amount  of  work  would  be  in- 
volved in  the  application  of  this  proposal  to  the  time  slips  of 
these  engineers  and  firemen,  through  an  entire  year? 

Mr.  Keefe:  Well,  we  took  nearly  three  months  of  actual 
work  to  make  the  application  for  the  month  of  October,  and 
have  the  returns  come  in.  As  to  making  out  an  entire  year,  it 
is  hard  for  me  to  even  approximate  how  much  time  it  would 
take.  It  would  be  a  tremendous  amount  of  labor,  and  a  consid- 
erable amount  of  time  in  order  to  apply  the  time  slips  of  each 
individual  for  an  entire  period  of  one  year.  I  grant  you  that 
is  a  more  definite  way  of  obtaining  the  yearly  expense  than  the 
method  we  have  used,  but  with  the  time  at  our  disposal,  it  was 
impossible  to  make  that  calculation. 

Mr.  Sheean :  In  order  that  the  Board  may  know  just  what 
you  mean  by  time  slips,  will  you  explain  what  the  practice  is 
Avith  reference  to  the  keeping  of  time  of  engineers  and  firemen 
as  a  basis  for  their  pay? 
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Mr.  Keefe:  While  the  details  varv,  or  mav  vary  on  the 
individual  railroads,  the  general  practice,  for  all  roads,  is  for 
the  engineers  and  firemen  to  make  out  a  time  slip  at  the  end  ot 
each  triiD,  showing  all  the  essential  information,  so  as  to  enable 
the  time  keepers  to  make  an  accurate  compilation  or  return  for 
the  men,  for  that  particular  trip.  These  time  slips  are  signed 
by  the  engineer,  and  cover  the  time  of  both  the  engineer  and 
fireman. 

Mr.  Sheean:     And  show  generally  what? 

Mr.  Keefe :  Show  generally,  of  course,  the  date,  the  engine 
number,  between  what  points  they  operate,  the  actual  miles  they 
make ;  their  time  set  to  depart.  Some  of  them  show  the  time 
they  are  called  to  leave.  The  time  they  actually  departed.  The 
time  they  actually  arrived.  The  final  terminal,  the  time  they 
were  relieved  from  duty,  the  total  time  on  duty.  Amount  of 
overtime  in  hours. 

I  should  have  started  by  saying  the  train  number,  in  the 
start. 

Then,  on  the  back,  they  usually  have  a  place  for  giving  any 
reasons  for  delays  that  might  occur  en  route,  for  which  they  are 
entitled  to  compensation  under  their  respective  schedules. 

Mr.  Sheean:  Then  as  to  October,  1913,  these  figures  are 
made  up  from  an  actual  application  of  the  proposals  to  the  time 
slips  of  the  various  roads? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Now,  the  projiosals  are  dated  October  10th, 
1913.  Do  you  know  whether  they  were  presented  at  that  time, 
or  about  that  time,  to  the  different  roads  ? 

Mr.  Keefe :  It  is  my  understanding  that  they  were  pre- 
sented to  each  of  the  railway  com]oanies  on  or  about  that  date. 

Mr.  Sheean :  October,  1913,  manifestly  from  the  fact  that 
the  payroll  of  engineers  and  firemen  for  that  month  was  $7,214,- 
000,  while  the  payroll  for  the  entire  year  was  $75,000,000 — ^mani- 
festly the  month  of  October,  1913,  represents  more  than  one- 
twelfth  of  the  o])erations  of  the  combined  roads? 

Mr.  Keefe:  Yes.  October  was  lOVo  per  cent  of  the  total 
for  the  year. 

Mr.  Sheean :  Now,  in  that  connection,  are  you  able  to 
state  whether  or  not  any  inquiry  has  been  made  as  to  the  month 
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or  months,  whioli  are  the  months  of  heaviest  ()i)erationK  on  the 
different  seniority  districts  in  tliis  territory  ? 

Mr.  Keefe:  Yes.  The  Committee  had  an  in(iuii>  ad- 
dressed to  each  of  the  railroads  and  a  re])ly  from  each  seniority 
district  embraced  in  the  movement,  as  to  tlie  montlis  in  whicli 
they  had  tlie  g-reatest  numl)er  of  crews  assigned  to  pool  oi-  cliaiii 
gang  service,  the  month  in  whicli  the  smallest  nnmhci-  of  men 
were  assigned,  and  the  average  num])er  of  snch  crews  throngli- 
ont  the  year. 

Mr.  Sheean:  And  how  many  seniority  districts  were  there 
in  this  movement? 

Mr.  Keefe:  As  I  recall  it,  545  is  the  nnmlier  that  we  had 
the  returns  from. 

Mr.  Sheean:  And  in  the  545  senioritv  districts,  on  how 
many  is  the  traffic  the  heaviest  in  the  month  of  October? 

Mr.  Keefe:     As  I  recall  it,  191  seniority  districts. 

Mr.  Sheean :  That  being  the  greatest  number  of  seniority 
districts  in  which,  in  any  single  month,  the  traffic  is  heaviest? 

Mr.  Keefe :     Yes,  not  the  traffic,  the  number  of  crews. 

Mr.  Sheean :     Number  of  crews  ? 

Mr.  Keefe:  Assigned  to  through  or  cliain  gang  freight 
service. 

Mr.  Sheean :  So  that  this  latter  part  of  sheet  No.  1  is  in- 
tended to  show  the  general  effect  throughout  the  year,  if, 
throughout  the  year,  the  relationship  was  ay)i)roximately  like  the 
relationship  in  the  month  of  October,  1913  ? 

Mr.  Keefe:  It  was  as  near  an  accurate  way  as  we  could 
figure,  as  to  what  the  yearly  increase  would  be.  Mr.  Sheean, 
I  would  like  to  make  one  statement,  in  connection  with  that, 
before  jow  leave  it. 

Mr.  Sheean:     All  right. 

Mr.  Keefe:  That  this  item  of  miscellaneous,  we  ascer- 
tained in  October  what  would  be  the  added  amount  of  additional 
expense  by  reason  of  relieving  engineers-firemen  from  certain 
duties,  and  having  ascertained  what  that  was  in  October,  which 
was  by  the  means  principally  of  applying  other  facilities  or  addi- 
tional help,  we  took  twelve  times  that  amount  which  w<^  ha;l 
ascertained  in  October,  for  the  yearly  expense. 

Mr.  Sheean :     That  is — 
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Mr.  Keefe :  Tlie  item  of  miscellaneous  which  is  shown,  the 
second  to  the  last  item. 

Mr.  Sheean :  And  that  item  of  miscellaneotis  is  shown  on 
sheet  No.  2,  as  to  the  items  that  enter  miscellaneous ! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  On  sheet  2,  the  added  expense  during  that 
one  month  is  shown  to  be  $181,000? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  That  is  the  $181,000  carried  out  in  that 
month  as  not  being  compensatory  to  firemen,  but  that  would  cost 
additional  money  to  the  companies,  if  the  requests  were  granted  ? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  Now,  is  there  anything  further,  Mr.  Keefe, 
that  you  wish  to  say  about  this  sheet  No.  1,  before  we  pass  it? 

Mr.  Keefe :     No,  sir. 

Mr.  Sheean:  I  had  passed,  before  the  adjournment,  to 
sheet  No.  5,  I  think,  Mr.  Keefe,  which  shows  the  summary  in 
each  class  of  service,  in  standard  gauge  steam  service.  Merely 
that  we  may  understand  what  is  shown  as  to  each  line,  will  you 
take  the  sheets  5,  6  and  7,  which,  I  think,  are  really  all  parts  of 
the  same  general  information  shown  by  this  part  of  the  exhibit, 
and  run  through  as  to  the  first  railroad  line  shown  on  the  exhibit, 
the  different  information  which  is  shown? 

Mr.  Keefe :  Well,  the  information  shown  on  sheet  3  is  that, 
of  the  standard  gauge  steam  service.  Column  No.  1  for  the 
Atchison  Company,  Eastern  Lines,  represents  the  present  ex- 
pense to  that  company,  for  wages  to  its  engineers  in  passenger 
service.  Column  No.  2  represents  what  that  expense  would  have 
been  to  that  class  of  employes  in  passenger  service,  if  the  men's 
proposals  had  been  in  effect. 

Column  No.  3  is  the  amount  of  increase  in  the  proposed  over 
the  present  expense. 

No.  4  is  the  amount  of  wages  that  Avere  paid  to  firemen  in 
passenger  service. 

Column  No.  5  is  what  that  expense  would  have  been  if  the 
present  proposal  had  been  in  effect. 

Column  No.  6  denotes  the  amount  of  increase  of  the  pro- 
posals over  the  actual  expense. 

Column  No.  7  is  the  total  present  expense  of  both  the  engi- 
neers and  the  firemen  in  passenger  service. 
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The  Chairman:  I  noticed  in  this  table  tliat  the  i)roposed 
increase  of  expense  of  some  of  the  roads  would  not  be  as  great 
as  that  of  some  of  the  otlier  roads.  Jb)w  do  you  account  for 
that? 

Mr.  Keefe:  That  is  because  of  different  scliedule  provi- 
sions. I  should  have  asked  first  to  what  ])articular  items  of 
expense,  Mr.  Chairman,  do  you  refer f 

The  Chairman:  I  have  not  noticed  any  particular  one,  but 
I  have  noticed  several. 

Mr.  Keefe:  Yes.  The  difference  is  in  the  amount  of  the 
increa-ee,  based  upon  the  different  schedules  and  the  different 
operating-  conditions. 

The  Chairman:  Are  we  to  understand  by  that  that  the 
schedule  provisions  on  some  of  these  roads  are  not  as  favorable 
to  the  men  as  the  scliedule  provisions  on  other  roads? 

Mr.  Keefe:  They  are  not  the  same  to  some  men,  Mr.  Chair- 
man. As  to  favorable,  the  wiiole  schedule  would  have  to  be 
taken  into  consideration. 

The  Chairman:     I  don't  catch  that  exactly. 

Mr.  Keefe:  What  I  mean  by  that  is,  that  on  some  roads 
their  proposals  are  so  much  different  and  contrary  to  what  are 
now  in  effect  on  those  roads,  and  that  their  proposal  would  work 
a  greater  difference  on  some  roads  than  it  would  on  the  others, 
by  reason  of  the  fact  that  their  present  agTeement  may  not  con- 
tain as  many  of  the  provisions  as  their  request. 

The  Chairman:  Would  these  proposals  involve  a  greater 
increase  of  wages  on  some  of  the  roads  than  on  other  roads? 

Mr.  Keefe:     Yes,  sir. 

The  Chairman:  That  is  really  the  cause  then  of  the  dis- 
crepancy shown  here? 

Mr.  Sheean:     And  difference  in  operating  conditions. 

Mr.  Keefe:  And  differences  in  operating  conditions,  yes, 
sir. 

And  the  volume  of  business  affects  it  ? 
Yes,  sir,  and  the  volume  of  business  affects  the 

One  road  may  have  more  passenger  train  mile- 
age and  less  freight? 

Mr.  Sheean:  And  the  topography  in  each  different  run,  as 
to  the  preponderance  of  short  branch  line  runs,  and  otherwise. 
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For  instauce,  on  the  automatic  release  on  branch  line  operation, 
a  branch  line  50  miles  long,  that  under  present  schedules,  may 
be  operated  as  a  turn-around  trip,  up  and  back  for  one  day's 
pay,  might  now,  under  the  proposals,  require  the  payment  not 
only  of  two  days,  but  of  the  different  items  that  I  do  not  want  to 
take  up  in  detail. 

The  Chairman:  Suppose  a  road  is  engaged  in  the  same 
kind  of  traffic,  hauling  the  same  volume  of  traffic;  then,  are  there 
any  roads  in  that  condition  where  there  would  be  a  difference 
as  to  the  wages  paid? 

Mr.  Sheean:  Even  then  there  would  be  a  difference  per- 
haps, in  the  wages  paid,  depending  on  the  topographical  situa- 
tion, the  length  of  districts,  the  preponderance  of  main  and 
branch  lines,  and  a  great  variety  of  other  conditions. 

The  Chairman:  How  would  the  length  of  the  district  af- 
fect it  I 

Mr.  Sheean:  If  a  district  was  80  miles  long,  paying  100 
miles  for  the  80  miles  on  that  district;  and  another  road  having 
a  120  mile  district,  and  therefore  before  there  could  be  any  over- 
time accrue,  there  would  have  to  be  12  hours  on  duty  before 
there  would  be  any  overtime,  it  would  apply  in  such  a  situation 
as  that.  On  the  80  mile  district  100  miles  paid  for  every  time 
there  was  any  operation  on  it. 

The  Chairman :  Is  the  rate  generally  paid  now  in  the  moun- 
tain districts,  the  same? 

Mr.  Sheean:  I  think  not.  The  showdng  here  is  that  the 
roads  endeavor  to  take  care,  dependent  on  w^hat  the  actual  moun- 
tain is,  whether  it  is  a  slight  mountain,  a  great  mountain,  or 
whatever  it  may  be,^ — 

The  Chairman:  But  I  mean  taking  the  grade  referred  to 
in  these  proposals,  where  the  grade  is  something  like  the  grade 
referred  to  in  the  proposals. 

Mr.  Sheean:     1.8  per  cent! 

The  Chairman :     Yes,  1.8  per  cent. 

Mr.  Sheean:  There  is  only  one  schedule  which  has  that 
provision,  and  in  that  schedule  it  is  paid  only  on  the  distance 
covered  by  that  grade.  As  to  all  of  the  other  railroads  having 
mountain  operation,  as  I  follow  the  schedule — 

The   Chairman:     Well,   in   forming  your   idea   as   to   the 
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amount  you  pay,  what  is  usually  the  miniiiiuiii  grade,  that  is, 
where  they  begin  to  pay  on  account  of  the  grade? 

Mr.  Sheean:  I  don't  think  there  is  any  uniformity  of  prac- 
tice, or  that  it  has  ever  been  established  what  grade  separates 
a  mountain  from  valley  territory. 

The  Chairman :     I  did  not  know  but  what  there  was. 

Mr.  Sheean:  No,  my  understanding  is  that  there  is  not 
and  never  lias  been  a  distinction  between  a  certain  grade  mak- 
ing an  operation  a  mountain  operation  or  a  valley  operation, 
save  and  except  the  provision  in  this  one  schedule  of  the  (rreat 
Nortliern,  wliich  does  say  that  in  addition  to  the  enumerated  dis- 
tricts there,  any  other  grade  that  is  1.8  per  cent  shall  pay  the 
differential  on  the  part  of  the  road  that  has  that  grade.  That, 
so  far  as  I  know,  is  the  only  recognition  of  a  specific  gradient 
taking  a  different  rate. 

The  Chairman :  From  a  casual  examination  of  these  sched- 
ules I  had  inferred  that  perhai)s  there  was  a  line  of  demarcation 
there  some  |)lace,  recognized  ])y  both  the  men  and  the  railroads. 

Mr.  Sheean :  If  I  am  in  error  about  that,  I  would  be  glad 
to  be  corrected,  but  my  information  is  that  save  and  except  this 
provision  in  the  Great  Northern  schedule,  there  is  no  statement 
of  the  grade  that  will  differentiate  as  between  valley  and  moun- 
tain rates.  That  speaking  generally,  roads  which  operate  in 
mountains  specify  certain  territory,  and  based  upon  what  the 
actual  conditions  there  may  be,  ]irovide  a  special  rate  for  that 
specified  territory.  But  the  schedule  information  does  not  state 
what  the  grade  is,  or  is  not,  in  those  particular  territories. 

The  Chairman :     Perhaps  I  was  in  error  then. 

Mr.  Stone:  It  is  a  matter  of  fact,  Mr.  Chairman,  that 
mountain  mileage,  or  excess  mileage,  or  a  higher  rate  is  paid  on 
many  places  where  the  grade  is  much  lower  than  what  we  are 
asking  for.  It  is  paid  in  different  ways,  but  nearly  all  these 
railroads  that  run  through  this  mountain  country,  show  it  in 
some  way  or  another.  They  either  j)ay  for  it  in  additional  miles, 
or  in  a  higher  rate. 

The  Chairman:  Is  that  usually  due  to  the  hazards  in- 
volved, or  what  is  it  I 

Mr.  Stone:  That  is  the  general  idea,  yes,  sir.  The  Great 
Northern  pays,  in  many  places,  on  some  of  these  grades  that  are 
specified,  pays  it  on  less  than  1.8  per  cent;  but  they  also  \my 
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it  wherever  1.8  per  cent  comes  up ;  wherever  that  occurs  it  takes 
the  10  per  cent  rate. 

Mr.  Sheean:  In  hastily  running  through  that  exhibit  in 
which  the  specification  was  given  on  the  Great  Northern,  I  did 
not  notice  that  there  was  anytlnng  less  than  1.8  per  cent  grade. 
There  is  some  grade  less  than  that,  is  there,  Mr.  Phillips? 

Mr.  Phillips :  Yes,  sir.  If  you  could  take  the  Great  North- 
ern, from  Skykomish  to  Leavenworth,  perhaps  half  of  that  dis- 
tance is  1.8  per  cent,  but  it  is  all  paid,  and  so  between  all  the 
points  specifically  named  in  the  Great  Northern  rule.  A  great 
deal  of  it  is  less  than  1.8  per  cent,  but  the  10  per  cent  is  allowed 
for  the  entire  distance  between  two  specified  points,  and  any 
operation  between  those  jDoints  is  paid,  even  though  some  of  it 
is  not  1.8  per  cent.  And  in  addition  thereto,  any  place  else  on 
the  Great  Northern  Railroad  where  the  grade  does  reach  1.8  per 
cent,  the  differential  of  10  per  cent  is  allowed  for  the  actual  dis- 
tance only.  But  the  specified  points  between  which  the  1.8  per 
cent  or  the  10  per  cent  is  allowed,  whether  it  is  1.8  per  cent  grade 
or  not,  some  of  it  being  more,  some  of  it  being  less,  covers  prac- 
tically all  of  the  mountain  territory,  the  Cascades  and  Rocky 
Mountains. 

Now,  Mr,  Chairman,  I  think  you  are  seeking  enlightenment 
on  the  question. 

The  Chairman :     That  is  exactly  what  I  want. 

Mr.  Phillips:  And  if  anybody  can  help  you  I  will  be  glad 
if  I  can.  You  ask  why  it  is  paid,  if  it  is  on  account  of  the 
hazard,  and  I  recall  once  before  here  some  one  of  the  Arbitra- 
tors (Mr.  Park,  I  think)  asked  if  it  was  easier  to  go  up  hill  than 
down.  I  think,  back  of  the  whole  thing,  is  the  question  that  men 
are  paid  by  the  mile,  and  they  cannot  make  as  mau}^  miles  in  the 
mountain  territory  as  thev  can  out  in  the  flat  country.  That  is 
the  secret  of  the  whole  thing. 

I  might  add,  there  is  some  additional  hazard,  and  I  think 
you  would  find — engineers,  at  least,  would  tell  you,  that  it  is 
harder  to  go  down  hill  than  it  is  up  with  a  train.  In  fact,  that 
is  where  the  skill  of  an  engineer  is  required  in  mountain  terri- 
tory, going  down  hill. 

The  Chairman:  Well,  you  gentlemen  have  succeeded  in 
giving  me  the  information  that  I  wanted. 

Mr.  Sheean :     The  Great  Northern  schedule  as  set  out  at 
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page  151  of  this  exhibit,  apparently  gives  the  iiifoniiatioii  in 
detail  as  to  just  what  the  grades  are.  The  enumerated  limits  of 
the  district  show  a  2  per  cent  grade,  2.2  per  cent,  2.2,  3  i)er  eent, 
2.7,  Java  to  Summit,  1.8;  2  per  cent,  1.8  per  cent,  3  per  cent,  2 
per  cent,  3.5,  2.5  per  cent,  3  per  cent,  2.3  per  cent,  2.2  ])er  cent. 
So  tliat  in  the  points  enumerated  here  in  tlie  schechile  which  sets 
them  out,  Mr.  Pliil]ii)s,  they  all  seem  to  he  1.8  or  liigher. 

Mr.  Piiilli])s:  Yes,  sir,  I  think  that  is  correct,  >Mr.  Slieean. 
Tlie  table  from  which  you  read  there  is  in  ]iart  of  tlie  (Jreat 
Northern  schedule.  That  is  evidently  information  furnisiied  by 
the  com])any,  but  the  fact  remains  that — it  is  my  understanding 
from  information  gained  in  the  ])ast,  tliat  between  the  ])oints  I 
mentioned,  for  example,  Leavenworth  to  Skykomish,  a  distance 
of  about  56  miles,  or  thereabouts,  you  will  find  in  there  that  only 
that  part  of  the  grade  which  exceeds  1.8  is  shown  in  that  tabu- 
lation. It  is  a  fact,  however,  that  the  10  per  cent  applies  to  the 
entire  district,  although  s(mie  of  it  is  less  than  1.8.  Some  of  it  is 
practically  level.  Take  from  Leavenworth  to  Cascade,  for  in- 
stance; Leavenworth  u]i  through  the  canyon  there;  that  is  not 
a  very  heavy  grade,  and  there  are  other  points  where  it  is  not 
very  heavy.  The  question  came  out  here  yesterday  about  the 
electric  zone  there,  some  part  that  had  not  been  covered,  three 
or  four  miles  through  the  tunnel.  That  is  1.7,  I  understand, 
yet  that  is  between  Leavenworth  and  Skykomish,  and  for  that 
reason  the  10  per  cent  applies  there,  either  to  a  steam  locomo- 
tive running  all  the  way  through,  as  they  formerly  did,  by  an 
electric  locomotive  working  just  through  that  tunnel,  or  any 
other  locomotive  working  between  Leavenworth  and  Skykomish 
in  any  capacity  would  take  a  10  ])er  cent  increase  in  pay,  al- 
though it  might  not  touch  that  particular  part  of  the  grade, 
which  is  1.8  per  cent  or  more,  because  some  of  the  grade  is  less 
than  that. 

Mr.  Sheean :  And,  as  I  gather  it  from  this  schedule  on  that 
particular  district,  109Vi>  miles  in  length,  there  is,  for  all  west- 
bound trains  on  that  district,  a  maximum  grade  of  2.3  per  cent 
that  any  train  operating  over  that  district  must  encounter,  and, 
east  bound  over  that  district,  the  maximum  grade  of  2.2.  They 
have  agreed  on  the  limits  of  the  district  over  which  an  extra 
rate  will  be  spread. 

Mr.  Phillips:     I  think  that  is  correct,  Mr.  Slieean.    T  think 
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2,3  is  commonly  referred  to  by  railroad  men  as  the  ruling  grade. 
It  may  not  be  the  maximum  grade,  but  it  is  the  ruling  grade,  and 
an  engine  must  be  able  to  handle  its  train  over  the  heaviest 
part  of  the  grade  between  these. 

Nbw,  Mr.  Sheean,  if  you  will  refer  to  the  schedule  here 
which  I  think  appears  in  the  first  column  on  the  left  hand  side, 
that  is  the  second  rule,  and  it  is  my  understanding  (although  my 
information  was  gathered  some  time  in  the  past,  my  memory 
has  been  refreshed  just  a  moment  ago  now)  that  between  these 
specific  points  named  there,  beginning  with  Skykomish  and  Leav- 
enworth, and  so  forth,  that  any  place  within  those  limits  the 
mountain  mileage  or  10  per  cent  excess  is  allowed. 

Mr.  Phillips :  And  that  is  general,  I  think,  on  other  rail- 
roads, although  in  a  different  way,  and  it  might  be  on  grade 
of  only  one  per  cent,  or  even  less  than  one  per  cent,  and  they 
either  allow  some  compensation  to  engineers  and  firemen,  in 
the  way  of  additional  mileage,  or  a  higher  rate,  or  both;  quite 
freciuently  both,  or,  as  in  the  case  of  the  Great  Northern,  they 
allow  10  per  cent. 

Mr.  Sheean :  That,  Mr.  Phillips,  just  to  clear  it  up,  it  seems 
to  show  that  by  arrangement,  or  at  least  by  schedule  provision, 
the  distance  over  which  it  is  api^licable,  varies.  This  long  dis- 
trict that  you  speak  of  making  it  applicable  over  109  miles  in 
length,  and  even  a  bigger  district  than  that,  allowing  it  as  high 
as  128  miles,  while  in  other  places  the  distances  between  points 
enumerated  run  down  to  17  miles. 

Mr,  Phillips:     That  is  grade  in  excess  of  1.8 — 

Mr.  Sheean:     No,  the  distance  over  which  it  is  allowed. 

Mr.  Byram:  Wliere  is  that   119  miles? 

Mr.  Sheean:  Leavenworth  to  Everett  Junction. 

Mr.  Byram :  They  do  not  allow  mountain  rates  for  all  that 
district? 

Mr.  Sheean :  The  limits  of  the  district  are  regarded  as 
109Mi  miles,  and  in  that  district  there  is  a  2.3  ruling  grade  in 
one  direction. 

Mr.  Byram :  56  miles  of  mountain  grade,  in  109  miles  dis- 
tance between  Leavenworth  and  Skykomish. 

Mr.  Phillips :  Do  you  not  call  going  down  hill,  down  grade? 
If  half  of  it  was  up  and  the  other  half  down,  would  you  say 
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there  was  28  miles  of  down  grade,  or  would  it  not  he  .')(;  miles 
of  grade  each  way. 

Mr.  Byram:  56  miles  of  distance  in  wliicli  the  mountain 
rate  is  allowed. 

Mr.  Slieean :  Then  I  am  advised  that  there  are  also  grades 
in  the  mountains  as  high  as  2  per  cent  oi-  higher,  in  which  there 
is  no  differential  between  the  valley  and  the  mountain. 

Mr.  Phi]li])s:     You  mean  on  the  Great  Northern  Railroad? 

Mr.  Sheean:     On  the  Denver  &  Rio  Grande,  I  assume. 

Mr.  Pliilli]is  :  That  is  like  going  down  a  well,  on  the  Denver 
&  Rio  Grande,  most  of  it — some  of  it,  T  will  say. 

Mr.  Slieean :  But  the  effort,  as  I  get  it  from  the  schedule 
provisions,  seems  to  be  that  what  the  rate  shall  be,  because  of 
peculiarities,  due  to  grades,  hazards  or  mountain  oi)eration,  is 
covered  in  a  variety  of  ways,  to  meet  the  si)ecific  situation,  and 
that  except  this  one  provision  of  the  Great  Northern  schedule 
there  has  never  been  an  attempt  to  state  a  mathematical  rela- 
tionshi])  between  grades  and  wages. 

Mr.  Park:  I  would  like  to  know  from  the  witness  just 
how  this  mountain  mileage  is  computed  on  the  Santa  Fe,  with 
which  T  presume  you  are  familiar.     That  is  another  system — 

Mr.  Keefe:  Another  part  of  the  same  system  that  1  am 
employed  by. 

Mr.  Park:  How  do  they  arrive  at  mountain  mileages,  if 
constructive  mileages,  or  a  percentage  of  increase  over  the  ordi- 
nary rate,  or  do  the  engineers  take  a  higher  rate  as  they  go  over 
these  grades? 

Mr.  Keefe:  It  is  by  the  allowance  of  constructive  miles; 
allow  so  many  added  miles,  over  the  actual  miles,  to  take  care 
of  their  mountain  differentials. 

Mr.  Park:  If  the  hazard  is  decreased,  or  the  labor  bv  in- 
stallation  of  double  track  or  automatic  signals,  is  there  any 
change  made  in  the  mountain  allowance? 

Mr.  Keefe :     Not  that  I  am  aware  of. 

Mr.  Sheean :  I  think  in  connection  with  this  discussion, 
that  it  might  be  well  to  direct  attention  to  the  so-called  ''saving 
clause"  of  the  proposition,  that  in  addition  to  the  request  of  10 
per  cent,  or  perhaps  not  in  addition  to,  but  that  as  far  as  the 
10  per  cent  request  there  is  in  the  saving  clause,  that  any  rates 
paid,  including  excess  mileage  or  arbitrary  differentials  that 
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are  liigher,  or  any  rules  or  conditions  of  employment  contained 
in  individual  schedules  in  effect  October  10,  1913,  that  are  more 
favorable  to  the  employes  than  are  contained  in  foregoing  rules, 
shall  l)e  continued.  AVhatever  excess  mileage,  or  arbitrary  dif- 
ferentials there  may  be,  as  I  understand  it,  is  attempted  to  be 
preserved  by  this  saving  clause. 

Mr.  Stone:  Mr.  Chairman,  I  would  like  to  ask  Mr.  Keefe 
a  question: 

The  Chairman :     Yes. 

Mr.  Stone :  Do  I  understand  that  you  base  your  detail  on 
the  theory  just  stated  by  Mr.  Sheean,  that  in  addition  to  this 
10  per  cent,  we  are  going  to  keep  the  saving  clause,  the  con- 
structive mileage,  and  everything  else! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone :     Based  on  that  proposition  ? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone :     Good.    I  am  glad  to  know  that. 

Mr.  Keefe:  Yes,  sir,  based  on  the  reservation  of  the  sav- 
ing clause,  as  provided  for  in  the  agreement. 

Mr.  Sheean :  Will  you  just  run  across,  Mr.  Keefe,  on  this 
sheet  No.  5 — take  the  first  line,  the  Atchison,  Topeka  &  Santa  Fe, 
and  so  as  to  illustrate  what  information  is  given,  as  to  the  other 
lines,  the  actual  information  and  figures  given  in  each  of  the 
lines,  in  each  claslg  of  service. 

Mr.  Keefe :  In  passenger  service,  the  engineers  under  their 
present  agreements  and  operating  conditions,  received  in  Oc- 
tober, $27,438.00.  Based  upon  their  proposal  of  the  engineers 
and  firemen,  they  would  have  received  $37,270.14,  or  an  increase 
of  $9,831.65.  The  firemen  in  passenger  service  had  received 
$16,217.08.  They  would  have  received  $24,174.43,  or  an  increase 
of  $7,957.35,  making  a  total  present  expense  in  passenger  service, 
on  that  road  of  $43,655.57.  Whereas,  they  would  have  received, 
if  the  proposals  had  been  in  effect,  $61,444.57,  or  an  increase  of 
$17,789.00. 

Mr.  Sheean:  Now,  the  same  information  is  given  as  to 
through  freight  service,  both  as  to  engineers  and  firemen,  column 
10  showing  the  present  expense  of  engineers  in  through  freight 
service,  column  11  showing  expense  as  proposed  in  through 
freight  service,  and  column  12,  the  increase  for  this  month. 

Mr.  Keefe:     Yes,  sir. 
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Mr.  Slieean :  In  the  same  way,  on  sheet  No.  6,  there  is  car- 
ried across  the  information,  both  as  to  engineers  and  firemen,  in 
local  or  way  freight  service. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  As  to  pusher,  helper,  mine-run  and  other 
unclassified  service,  all  for  the  month  of  October,  1913? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  on  sheet  No.  7,  in  switching  service,  and 
then  the  total  for  all  services. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean :  Now,  in  columns  23,  24  and  25,  you  show  the 
total  present  expense,  line  by  line — I  mean  railroad  by  railroad ; 
the  total  proposed  expense,  railroad  by  railroad,  and  in  column 
25,  the  increase  railroad  by  railroad! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  will  you  give  us,  Mr.  Keefe — this  is 
sheet  No.  7  of  Exhibit  3,  and  going  to  the  grand  total  over  at 
the  extreme  right  of  that  page,  will  you  give  us,  Mr.  Keefe,  the 
total  present  expense  as  shown,  assembling  this  information, 
line  by  line! 

Mr.  Keefe :     $7,155,951.36. 

Mr.  Sheean :  Nom%  in  what  way,  Mr.  Keefe,  do  you  account 
for  any  difference  that  there  is  in  that  total  and  the  total 
payroll  for  the  month? 

Mr.  Keefe:  That  total  is  for  the  standard  gauge  steam 
service  only,  and  to  get  the  difference  between  it  and  the  total 
payroll,  is  the  amount  that  was  paid  in  narrow  gauge  service 
and  electric  service. 

Mr.  Sheean:  So  that  of  the  total  payroll  of  $7,214,000 
which  you  showed  on  sheet  2,  Exhibit  3,  $7,155,000  was  paid  in 
standard  gauge  service,  in  the  month  of  October? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  What  would  the  expense  have  been  in  this 
standard  gauge  service  during  the  month  of  October,  1913,  if 
the  proposals  had  been  in  effect? 

Mr.  Keefe:    $10,951,617.17. 

Mr.  Sheean:  As  to  each  line  in  each  class  of  service,  the 
information  is  given,  so  that  whether  in  passenger,  through 
freight,  local  or  way  freight,  or  any  of  the  classes  of  service 
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the  figures  of  the  actual  exi)ense  in  that  month,  of  any  one  of 
these  lines,  can  be  obtained  from  these  pages'? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Together  with  the  amount  of  increase  in  the 
class  of  service  on  any  particular  road  which  the  proposals 
would  have  caused? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  I  think  before  passing  that,  Mr.  Keefe,  I 
would  like  to  have  you  give  the  totals  in  each  of  the  classes  of 
service  for  all  of  the  roads. 

Mr,  Keefe :     To  engineers  in  passenger  service — 

Mr.  Sheean:  Perhaps,  without  reading  those,  Mr.  Keefe, 
maybe  1  have  asked  you  to  do  too  much :  In  column  3  the  total 
of  that  column  would  show  the  total  increase  to  engineers  in 
passenger  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Column  (5,  the  total  increase  in  wages  of 
passenger  firemen? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Column  9,  the  amoimt  of  increase  of  both 
engineers  and  firemen  in  passenger  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  So  that  in  addition  to  having  the  informa- 
tion, railroad  by  railroad,  and  separated  as  to  each  class  of  sei'v- 
ice,  on  these  pages  5  to  7,  inclusive,  there  is  shown  the  total  ex- 
pense to  all  the  lines  in  each  class  of  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Was  there  anything  further  about  this  par- 
ticular statement,  to  which  you  wished  to  direct  attention? 

Mr.  Keefe :  No,  except  when  you  get  over  to  the  last  sheet, 
it  separates  the  hostler  expense  also. 

The  Chairman :     Wliat  page  is  that? 

Mr.  Keefe :     Page  7,  column  number  18. 

Mr.  Sheean:     On  page  18 — 

Mr.  Keefe :     No,  page  number  7,  column  number  18. 

Mr.  Sheean :     Oh,  yes,  column  number  18. 

Mr.  Keefe:  It  shows  by  railroads  the  amount  of  increase 
for  the  hostler  provisions  of  their  proposal,  as  well  as  for  the 
total,   the  latter  being  $234,868.88. 
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Also  column  iininl)er  22  shows  by  individual  roads  tlie  total 
for  the  miscellaneous  items  amounting  to  $175,9()7.43. 

The  Chairman:  What  is  inchided  in  miscellaneous  items? 
AVhat  does  that  involve? 

Mr.  Keefe:  It  includes  the  added  expense  to  the  railroad 
companies  to  ]irovide  assistance  for  firemen,  so  as  to  relieve 
the  firemen  in  freight  service,  where  but  one  fireman  is  em])Ioyed, 
and  of  locomotives  in  i)assenger  service,  coal  to  be  kei)t  where 
it  can  be  reached  by  the  firenum  from  the  deck  of  the  locomotive. 
That  amounts  to  $59,000.  That  is  expense  incurred  by  the  rail- 
road but  which  does  not  accrue  to  the  firenuin  or  engineer. 

The  Chairman:     That  is  only  incurred  by  the  railroad? 

Mr.  Keefe:  It  is  incurred  by  the  railroad,  and  it  is  prin- 
cipally computed  on  the  basis  of  equipping  their  tenders  with 
coal  pushers,  power  coal  pushers,  and  that  is  the  interest,  de- 
preciation and  renewals  upon  so  equipping  the  engines. 

The  Chairman:     Do  you  mean  automatic  coal  pushers? 

Mr.  Keefe:     Power  coal  pushers? 

The  Chairman:     Yes. 

Ml-.  Keefe:  So  as  to  kef'p  the  roal  within  reach  of  the 
fireman  from  the  deck  of  the  engine.  There  are  a  few  roads 
where  they  figure  that  it  would  be  cheaper  to  provide  manual 
labor  to  take  care  of  that  provision,  rather  than  equip  their 
engines.  Wherever  it  was  figured  that  the  most  economical 
way  to  take  care  of  that  provision  was  by  that  means,  it  was 
so  estimated  by  the  railroads. 

Mr.  Park:  Mr,  Keefe,  is  that  labor  computed  as  ordinary 
labor? 

Mr.  Keefe:     Yes. 

Mr,  Park:  It  w^as  not  computed  on  the  standard  fireman's 
rate,  if  a  second  man  was  put  on  the  engine? 

Mr.  Keefe:     No,  sir. 

Mr.  Park:     Was  it  labor  supplied  along  the  road? 

Mr.  Keefe:  Generally  s^:»eaking,  it  was  labor  provided  at 
coal  chutes  and  such  places  to  shovel  coal  ahead. 

Mr.  Park:  Under  the  schedule  or  demands  of  the  employes, 
the  railroads  would  not  be  permitted  to  put  a  laborer  on  the 
engine  to  shovel  this  coal  down  between  stations? 

Mr.  Keefe:     No,  sir, 

Mr.  Sheean:     If  you  will  just  turn,  Mr.  Park,  to  sheet  No.  2 
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of  this  Exhibit  3,  there  are  two  different  requests  there  that  I 
think  will  throw  some  light  on  that. 

Mr.  Burgess:     Sheet  No.  2? 

Mr.  Sheean:  Yes,  sheet  2  of  Exhibit  3.  You  will  note,  Mr. 
Park,  that  at  the  bottom  of  the  middle  column  of  this  sheet 
No.  2  there  is  set  out  Article  13,  two  firemen.  The  expense 
that  would  be  caused  under  this  Article  13,  of  two  firemen,  is 
carried  out  in  the  expense  to  railroad  company,  and  added  com- 
pensation to  firemen. 

Now  you  will  note  that  in  the  next  column.  Article  12 — 

Mr.  Park:  That  is  the  thing  I  did  not  understand,  Mr. 
Sheean;  how  you  were  going  to  get  this  coal  within  the  reach 
of  the  fireman.  Mr.  Keefe  explains  it,  in  a  way,  by  the  appli- 
cation to  the  engine  of  an  automatic  coal  pusher. 

Mr.  Sheean:  That  is  what  I  was  calling  attention  to  now, 
Mr.  Park.  You  will  see  that  Article  12  provides,  "On  all  loco- 
motives in  freight  service  where  but  one  fireman  is  employed, 
and  on  all  locomotives  in  passenger  service,  coal  will  be  kept 
where  it  can  be  reached  by  the  firemen  from  the  deck  of  the 
locomotive." 

Mr.  Park:     How  are  you  going  to  do  that? 

Mr.  Sheean  (continuing):  "Coal  of  the  proper  size  for 
firing  purposes  wdll  be  placed  on  all  tenders." 

Some  roads  might  see  fit  to  comply  literally  with  that,  on 
all  engines,  whether  3"ou  have  one  or  two  firemen.  But  on  all 
engines  w^here  but  one  fireman  is  employed,  the  coal  will  be  kept 
where  it  can  be  reached  by  the  fireman  from  the  deck  of  the 
locomotive.  Now,  that  may  be  done  by  some  kind  of  automatic 
coal  pushers.  It  may  be  done  by  employing  a  laborer  to  go 
along,  not  a  fireman.  It  may  conceivably  be  done  by  the  instal- 
lation of  some  automatic  device  that  will  at  all  times  keep  it 
within  the  reach  of  the  fireman ;  and  it  was  the  effort  to  segre- 
gate as  between  the  request  for  two  firemen,  which,  of  course, 
is  carried  into  the  payroll,  and  other  items,  which  may  bring 
about  cost  but  not  go  into  the  pockets  of  the  firemen,  that  causes 
a  separation  between  Article  13  and  Article  12. 

Mr.  Park :  That  is  what  I  desired  to  have  information  on, 
was  where  the  two  firemen  were  not  employed,  and  the  railroads 
would  be  required  to  keep  the  coal  within  reach  of  the  firemen, 
you  must  necessarily  go  to  an  automatic  coal  pusher. 
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Air.  KeefV:     I  said  most  of  the  roads  figured  that. 
Mr.  Park:     Yes. 

Mr.  Keefe :  But  a  few  of  the  roads  figured  that  by  phieing 
at  different  points  on  tlie  division,  coal  passers,  that  that  would 
be  cheaper  than  providing  tlie  automatic  ])ushers. 

Mr.  Park:  But  you  would  not  he  permitted  to  have  a 
man  get  on  the  engine  and  ride  between  stations. 

Mr.  Sheean:  No,  you  misunderstood  me.  I  meant  you 
might  provide  for  it  by  scattering  them  along  the  road,  at  points 
along  the  right  of  way,  and  shoveling  it  down,  and  then  running 
until  you  came  to  the  next  coal  passer. 

Mr.  Park:  Then  you  would  have  to  hold  the  ti-ain  there 
until  you  shoveled  it  down. 

The  Chairman:  I  understood  you  to  say,  in  reply  to  my 
question,  that  this  did  not  include  automatic  coal  passers. 

Mr.  Keefe:  I  said  this  item  does  not  include  interest, 
depreciation  and  renewals  on  equipment  not  now  equipped  with 
coal  pushers,  so  as  to  comply  with  this  provision.  That  is  one 
of  the  items  of  this  miscellaneous  item. 

The   Chairman:     That   includes   those    that    ought   to    he 
Mr.  Keefe:     No,   only  those  engines  that  have  not  been 
equipped,  as  well  as  those  which  have  not  been  equipped? 
fully  equipped. 

The  Chairman :     I  understand  you  now.    You  contem])late 
having  all  the  engines  equipped  with  coal  pushers? 
Mr.  Keefe:     Yes,  sir. 

The  Chairman:     Some  are  and  some  are  not,  now? 
Mr.  Keefe:     Yes,  sir.    As  a  general  proposition,  as  I  said, 
I  think  some  of  the  roads  believe  it  would  be  cheaper  to  pro- 
vide labor,  however. 

Mr.  Stone:  I  should  like  to  ask  counsel  one  question:  Mr. 
Sheean,  is  there  anything  in  these  exhibits  anywhere  whereby 
we  can  arrive  at  a  conclusion  as  to  just  how  many  men  these 
different  companies  propose  to  scatter  along  the  right  of  way 
to  keep  the  coal  down  for  these  firemen?  Have  any  of  them 
made  an  estimate  on  that  basis? 

Mr.  Sheean:  Yes;  you  have  the  detail,  Mr.  Keefe,  of  just 
how  the  railroads  figure  this  expense,  I  believe? 

Mr.  Keefe:  Yes,  sir;  but  I  haven't  as  to  the  number  of 
men.    Take,  for  instance,  the  Rock  Island  Railroad,  they  esti- 
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mated,  or  they  pi'ovided  additional  expense  by  placing  coal 
passers  at  Peabody,  Clay  Center,  Lawrence,  and  Bowie. 

Mr.  Shea:     On  what  division? 

Mr.  Keefe:     On  the  entire  railroad. 

Mr.  Stone :     On  the  entire  railroad  of  16,000  or  17,000  miles  I 

Mr.  Keefe:     Yes,  sir. 

Mr.  Park:  And  then  they  have  used  the  automatic  pusher 
for  the  balance? 

Mr.  Keefe:  They  have  a  number  of  their  engines  already 
equipped  with  automatic  coal  pushers,  and  I  believe  that  they 
have  anticipated  or  have  provisions  for  their  coal  chutes,  so 
they  will  be  able  to  comply  with  the  provisions  of  that  request 
with  that  added  amount  of  labor. 

Mr.  Shea:  Let  us  take  one  road  out  of  here;  let  us  take, 
the  Chicago,  Burlington  &  Quincy.  What  is  your  first  division 
passenger  point  out  of  here? 

Mr.  Byram:     The  Burlington. 

Mr.  Shea :     How  many  miles  ? 

Mr.  Byram:     206. 

Mr.  Shea :  Well,  Mr.  Keefe,  how  many  men  do  they  dis- 
tribute over  the  Burlington  between  here  and  Burlington? 

Mr.  Keefe :  The  Burlington  figured  it  would  be  more  eco- 
nomical to  equip  all  of  their  engines  that  are  not  now  so  equipped 
with  mechanical  coal  pushers  to  comply  with  this  provision. 
They  do  not  figure  on  placing  any  coal  passers. 

Mr.  Shea  :  How  many  men  do  they  distribute  on  the  Santa 
Fe  between  here  and  the  first  division  point,  passenger  or 
freight  ? 

Mr.  Keefe:  The  Santa  Fe  figure  up  on  the  basis  of  pro- 
viding mechanical  coal  pushers  and  not  any  coal  passers. 

Mr.  Shea :  Well,  let  us  take  the  Illinois  Central.  Let  us 
get  one  road  that  has  not  figured  on  equipping' their  engines  with 
automatic  coal  passers,  and  see  how  many  men  they  distribute. 

Mr.  Keefe :  The  Illinois  Central  figures  on  the  same  basis 
as  was  figured  on  the  Santa  Fe. 

Mr.  Byram:     You  have  the  Rock  Island  there. 

Mr.  Keefe:  The  Rock  Island  is  one  road  that  figured  it 
would  be  more  economical  to  provide  power  coal  passers.  The 
Northern  Pacific — 

Mr.  Shea:     No,  the  Rock  Island. 
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Mr.  Keefe:  Oh,  the  Rock  Island  stated  that  they  could 
comply  with  that  provision  of  the  request. 

Mr.  Shea :     What  would  it  cost  the  Rock  Island :' 

Mr.  Keefe:     Total  for  that  month  of  $422.70. 

Mr.  Shea :  Nibw,  where  would  these  men  be  distributed,  at 
what  points? 

Mr.  Keefe:  At  Peabody,  Clay  Center,  Lawrence,  and 
Bowie. 

Mr.  Shea :     How  many  men  at  each  point  ? 

Mr.  Keefe:     I  haven't  that  information. 

Mr.  Shea:  I  wish  you  would  get  it,  and  the  rate  paid  per 
day,  the  pay  of  each  man. 

Mr.  Stone:     Will  you  read  those  points  again,  Mr.  Keefe? 

Mr.  Keefe :     Peabody,  Clay  Center,  Lawrence  and  Bowie. 

Mr.  Burgess:  Mr.  Keefe,  won't  you  help  me  out  a  little 
In  regard  to  this  particular  article.  I  understood  you  to  say 
to  Mr.  Park  that  this  represented  the  outlay  for  keeping  the 
coal  on  the  deck  where  the  firemen  could  reach  it.  I  think  you 
replied  to  the  Chairman  that  that  outlay  represented  cost  for 
a  coal  pusher  or  placing  an  additional  man  on  the  engine.  Is 
that  right? 

Mr.  Keefe:  No,  sir,  I  said  it  would  be  the  interest  on  the 
cost,  the  depreciation  and  the  maintenance. 

Mr.  Burgess:  Well,  T  did  not  state  it  right.  Well,  now, 
what  is  troubling  me  is,  who  performs  that  service  now? 

Mr.  Keefe:  I  could  not  say  for  all  the  individual  roads, 
Mr.  Burgess. 

Mr.  Burgess:  Well,  as  a  general — or  assistant  general 
manager  of  a  railroad,  you  would  naturally  know  who  kee]is  the 
coal  within  reach  of  the  fireman  on  the  deck  of  the  engine,  would 
you  not? 

Mr.  Keefe:  Mr.  Burgess,  the  road  I  am  connected  with 
and  have  been  for  fifteen  years,  has  not  burned  a  ton  of  coal 
on  any  of  its  engines.  We  burn  oil  entirely,  and  have  for  fifteen 
years,  and  I  shall  have  to  confess  my  experience  with  coal  burn- 
ers is  limited  to  observation.  To  my  mind,  the  fireman  has  to 
keep  it  ahead. 

Mr.  Park:     Doesn't  the  head   brakeman   shovel  it  down? 

Mr.  Burgess:  I  was  speaking  of  ])assenger  trains.  I  have 
never  seen  a  brakeman  shovel  coal  on  a  ])assenger  train.    Now, 
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let  us  get  it  rigiit.  You  say  from  your  personal  experience 
you  don 't  know,  but  I  remember  you  stated  in  the  beginning  that 
you  had  been  with  this  Conference  Committee  practically  all 
the  time  from  February,  1914.  For  an  arbitrator,  it  is  fair  to 
assume  that  that  subject  was  discussed  during  the  meetings  of 
the  Conference  Committee. 

Mr.  Keefe:     It  was. 

Mr.  Burgess :  And  you  would  naturally,  in  addition  to 
being  assistant  general  manager,  appreciate  the  fact  that  the 
fireman  did  shovel  the  coal  twice,  would  you  not? 

Mr.  Keefe :     A  certain  portion  of  it,  probably,  yes. 

Mr.  Burgess :     Thank  you. 

Mr.  Shea:  This  item  as  shown  on  sheet  2,  Mr.  Keefe,  to- 
gether with  other  items  which  may  cause  added  expense  to 
the  company,  is  separated  from  the  items  that  are  directly 
compensatory  to   firemen. 

Mr.  Keefe:     Yes. 

Mr.  Shea :  Before  you  leave  sheet  3,  Mr.  Keefe ;  the  sum- 
mary on  sheet  2,  does  that  represent  the  total  amount  for  the 
entire  year! 

Mr.  Keefe :     No,  sir,  that  is  for  the  month  of  October,  1913. 

Mr.  Shea:     And  sheet  1? 

Mr.  Keefe :  The  lower  table  on  the  right  hand  side  of  that 
sheet,  yes,  shows  the — 

Mr.  Shea:  That  is  all  right.  I  wanted  to  get  it  straight. 
Now,  just  for  further  information  on  that,  Mr.  Keefe,  Sheet 
No.  7,  the  totals  for  the  month  of  October,  1913. 

Mr.  Keefe:     Total  present  expense,  column  23. 

Mr.  Shea:     Column  18,  what  does  that  represent? 

Mr.  Keefe:  (-olumn  18  is  the  total  amount  of  increase  to 
each  railroad  and  for  ail  of  the  roads,  for  hostler  expense. 

Mr.  Shea:     Is  that  for  one  month? 

Mr.  Keefe:     For  one  month,  of  October. 

Mr.  Shea:     That  would  be  the  general  total  on  the  bottom. 

Mr.  Keefe:     Yes,  of  $234,868.86. 

Mr.  Shea:  Should  not  that  be  the  same  as  the  total  sum- 
mary of  Sheet  No.  2? 

Mr.  Keefe:  No,  the  summary  on  sheet  No.  2,  Mr.  Shea,  is 
for  all  classes  of  service:  this  total  on  sheet  No.  7 — 

Mr.  Shea:     No;  but  take  hostlers,  $235,978.54. 
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Mr.  Keefe:  I  was  going  to  explaiu,  Mr.  Shea.  The  ligures 
shown  on  sheet  No.  2,  for  hostlers,  embrace  all  classes  of  service; 
the  narrow  gauge  service,  the  electric  service,  and  the  steam 
service.  The  totals  which  you  see  on  sheet  No.  7  are  for  the 
standard  gauge  steam  service. 

Mr.  Shea:     Why  should  you  make  a  distinction  there? 

Mr.  Keefe:  There  is  some  expense  incurred  to  comply  witli 
the  provisions  of  that  article  on  the  electric  gasoline  service, 
and  for  the  narrow  gauge  lines.    If  you  will  add  up  the  total — 

Mr.  Shea:  Well,  it  all  comes  under  the  heading  of  hostler 
service  ? 

Mr.  Keefe:     The  expense  for  hostlers,  yes,  sir. 

Mr.  Shea:  On  what  other  sheet  do  you  get  the  general 
total  of  the  expense  incurred  on  account  of  the  hostlers? 

Mr.  Keefe:  Sheet  No.  2  is  a  summary  for  all  classes  of 
service.  That  shows  the  total  for  everv  class  of  service,  both 
narrow  gauge,  electric  and  standard  gauge  steam  service. 

Mr.  Shea:     That  is  the  only  place  it  shows? 

Mr.  Keefe:     That  is  the  only  place  it  shows. 

Mr.  Slieean:  So  that  if  you  add  the  standard  gauge  serv- 
ice shown  on  this  sheet,  and  the  gasoline  service  and  narrow 
gauge  service  shown  on  other  sheets,  you  should,  if  your  figures 
are  correct,  get  the  total  shown  on  sheet  No.  2. 

Mr.  Keefe:     They  will  total  that  shown  on  sheet  No.  2. 

Mr.  Sheean:  Now,  was  there  anything  more,  Mr.  Keefe, 
on  these  sheets  5  to  7  inclusive,  showing  the  summary,  railroad 
by  railroad,  for  each  class  of  service! 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  Turning  now  to  sheet  No.  8  on  Exhibit  3,  I 
note  that  the  information  there  assembled  combines  paragraph  1 
of  Article  2,  viz.,  the  statement  of  rates  of  the  proposal,  with 
paragraphs  1  and  3  of  Article  1,  being  the  basis  and  rate  of 
overtime  payments  in  passenger  service. 

Mr.  Keefe:  They  are  both  shown  on  the  same  sheet.  They 
are  not  combined  in  any  of  the  totals.  Each  one  of  the  Articles 
and  paragraphs  shows  the  expense,  both  present  and  proposed, 
separately. 

Mr.  Sheean:  Now,  the  information  which  is  here  tabulated 
applies  the  proposed  Article  1,  ])aragraphs  1  and  3,  and  flic  rates 
proposed  in  paragi'aph  1  of  Article  2? 
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Mr.  Keefe:    Yes. 

Mr.  Sheean:  To  passenger  operations  for  the  month  of 
October,  1913? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  That  is  done  line  by  line — railroad  by  rail- 
road, I  mean? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  as  to  engineers,  Mr.  Keefe,  what  was 
the  total  payroll — that  is,  carried  for  purposes  of  comparison 
here  on  this  sheet,  with  the  proposed  wages'? 

Mr,  Keefe:  You  mean  that  part  of  the  total  payroll  that 
was  rates  of  pay  or  wages? 

Mr.  Sheean:     Yes. 

Mr.  Keefe :  In  October,  1913,  for  engineers  in  passenger 
service  it  was  $1,056,830.89. 

Mr.  Sheean :  The  firemen,  present  and  proposed,  passenger 
service  f 

Mr.  Keefe:  Firemen,  present,  $666,676.85;  proposed, 
$737,999.66. 

Mr.  Stone:  Pardon  me,  Mr,  Keefe,  but  I  think  you  read 
the  present  wages  for  firemen  wrong. 

Mr.  Keefe:     $663,676. 

Mr.  Sheean :  Now,  in  columns  8  to  13  inclusive,  just  what 
is  shown  there,  Mr.  Keefe,  sheet  number  8  of  Exhibit  No.  3? 

Mr.  Keefe:  The  8  to  13  inclusive  shows  the  present  and 
proposed  expense  in  the  way  of  overtime  for  engineers  and  fire- 
men, and  for  both  classes  of  service,  in  passenger  service. 

Mr.  Shea :     Is  that  both  initial  and  terminal  ? 

Mr.  Keefe :     This  is  road  overtime. 

Mr.  Sheean:  I  think,  Mr.  Keefe,  it  might  be  well,  just  at 
this  time,  to  explain  or  call  attention  to  the  instructions  that 
were  given  uniformly  to  the  roads,  as  to  the  necessity  of  keeping 
the  overtime,  the  initial  and  final  terminal  delav  and  the  auto- 
matic  release  in  such  manner  that  there  should  be  no  possible 
duplication  in  making  their  rexiorts.  I  do  not  know  that  I  care 
to  have  it  read  into  the  record. 

The  Chairman :  He  might  state  in  substance  what  the  re- 
quest was. 

Mr.  Sheean:  I  was  going  to  have  him  call  attention  to 
where  the  instructions  are  shown,  without  giving  them  in  detail. 
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Mr.  Keefe:  The  instructions  are  shown  on  sheet  No.  2  of 
Exhibit  No.  2,  in  the  right  hand  cohnnii,  opposite  the  paragraph 
marked  ''Overtime." 

Mr.  Sheean :  Now,  where  yon  come  to  terminal  delay,  that 
is  on  the  same  sheet? 

Mr.  Keefe:     The  same  sheet,  the  preceding  paragraphs. 

Mr.  Sheean:  Terminal  delay,  entries  should  be  made  as 
defined  in  this  j)aragrapli.  Care  should  be  exercised  1o  avoid 
duplication.  There  shouhl  be  no  mileage  allowance  between 
passenger  depot  and  point  relieved  from  duty.  The  instructions 
as  to  automatic  release  and  tie-up  are  also  set  u])  opi^ositc  that, 
on  each  one  of  these  articles? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  So  that  the  efforts  that  the  committee  made 
to  keep  away  from  error  of  counting  both  as  overtime  and  as 
initial  or  final  delay,  are  shown  in  the  instructions  which  were 
uniformly  given  to  the  roads? 

Mr.  Keefe:  Yes,  sir;  particular  care  was  taken  so  as  not 
to  cause  any  duplicatioji  in  ascertaining  what  the  expense  would 
be,  under  their  proposal,  and  to  keep  each  class  of  payments 
separate. 

Mr.  Sheean :  And  on  this  page  8  of  Exhibit  No.  3,  which 
we  were  just  discussing,  columns  8  to  13,  inclusive,  endeavors 
to  keep  sejiarate  and  to  show,  railroad  by  railroad,  the  overtime 
payments  made  by  the  roads  in  this  month,  and  wdiat  the  over- 
time payments  would  be,  if  this  proposal  were  in  effect? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  So  that  not  merely  as  to  total,  but  also  as  to 
payments  on  any  particulai-  line,  there  can  be  here  ascertained 
the  increase  that  would  be  brought  about,  or  decrease  that 
would  be  brought  about  by  this  proposal? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean  :  For  instance,  the  first  one  is  the  Gulf  &  Inter- 
state Railway;  Chicago,  Milwaukee  &  St.  Paul,  Pnget  Soimd 
Lines. 

Mr.  Keefe:     That  is  the  P>ellingham  &  Northern. 
Mr.  Sheean:     Bellingliam  &  Northern,  Oh,  yes;  they  ar" 
both  small  lines.    Here  is  another,  Duluth,  South  Shore  &  At- 
lantic; St.  Louis  &  Southwestoin ;  there  seems  to  be  a  decrease, 
an  actual  decrease,  of  $185.52. 
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Mr.  Keefe:     Yes,  sir. 

Mr.  Slieean:  Now,  I  wish  you  would  just  explain  how 
that  is  brought  about! 

Mr.  Keefe :  The  application  of  the  automatic  tie-up — auto- 
matic release  and  tie-up  provision  in  Article  7,  necessitated  the 
pajTuent  of  two  days'  pay,  in  some  instances,  where  no  payment 
is  made  continuously,  and  it  runs  into  overtime;  so  that  under 
the  present  basis,  they  are  receiving  overtime  that  under  their 
proposal  they  would  not  reecive,  but  in  lieu  thereof  woul.i 
receive  two  days'  pay. 

Mr.  Sheean:  And  under  the  automatic  release,  you  show 
there  that  the  two  days  payment,  without  giving  credit  on  the 
two  days  for  the  fact  that  overtime — what  is  now  paid  as  over- 
time, a  certain  amount  would  be  saved.  You  would  be  avoiding 
the  duplication,  unless  you  credited  them  with  a  saving  under 
this! 

Mr.  Keefe :     Yes. 

Mr.  Sheean :  Have  you  correspondence  with  the  St.  Louis 
Southwestern  as  to  just  how  that  works  out? 

Mr.  Keefe :  I  have  not  any  particular  one  that  works  out 
as  to  that  railroad. 

Mr.  Sheean :  Have  you  in  any  of  the  correspondence  with 
any  of  the  roads  here"? 

Mr.  Keefe:  Take  the  line  number  9,  Gulf  &  Interstate. 
That  is  one  that  I  am  directly  connected  with. 

Mr.  Sheean:  Give  us  an  illustration  why,  really,  credit 
should  be  given  in  this  column,  in  order  to  avoid  the  error  of 
claiming  excessive  increases  here? 

Mr.  Keefe :  In  October,  1913,  there  was  some  overtime 
accruing  to  the  passenger  crew  which  leaves  Beaumont  for  Gal- 
veston, a  distance  of  75  miles,  and  who  operated  from  Beaumont 
to  Galveston  and  return  as  a  part  of  one  trip.  They  received 
overtime,  because  they  were  paid  by  the  hours,  for  that  trip, 
rather  than  miles.  They  received  a  certain  amount  of  over- 
time. Under  the  men's  proposal,  applying  Article  7,  they  would 
receive  a  day's  pay  for  that  crew  from  Beaumont  to  Galveston, 
and  another  day's  pay  back  from  Galveston  to  Beaumont,  thus 
eliminating  the  overtime  that  had  accrued  on  that  trip,  under 
their  then  plan  of  operation  and  agreement. 

Mr.  Burgess:     How  many  miles? 
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Mr.  Keef e :     Seventy-five. 

Mr.  Burgess:     Seventy- five  miles  each  way? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Slieean:  And  the  operation  in  October,  1913,  was  a 
round  trip,  Beaumont  to  Galveston,  you  say? 

Mr.  Keefe  :     Yes,  sir. 

Mr.  Sheean:  And  in  making  that  round  trip,  under  the 
operations  now,  or  as  they  were  in  October,  1913,  there  did 
accrue  overtime? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  In  applying  the  automatic  release  rule,  when 
we  come  to  that,  to  that  operation  as  you  operated  in  the  month 
of  October,  1913,  there  would  be  the  payment  for  two  full  days, 
under  the  automatic  release? 

Mr.  Keefe:  Not  under  the  automatic  release,  there  would 
not  be  the  two  full  days.  There  would  be  the  difference  between 
the  150  miles  and  the  200  which  they  received,  so  we  adojited 
the  automatic  release  article,  with  fifty  additional  miles,  which 
was  necessary  to  be  paid  out  by  reason  of  the  operation  of  that 
rule. 

Mr.  Sheean:  But  in  thus  paying  them  the  two  full  days, 
under  the  proposal,  unless  you  gave  credit  here  as  you  do  for 
the  fact  that  certain  overtime  paid  under  your  present  rule, 
would  not  accrue,  where  they  got  the  two  days  under  the  other 
rule,  it  would  have  the  effect,  if  you  did  not  do  that,  of  counting 
it  twice,  would  it  not? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And,  therefore,  where  the  automatic  release 
rule  or  any  other  rule  does  bring  about  an  added  expense,  if,  by 
that  added  expense,  it  makes  a  certain  saving  in  anything  that 
is  now  paid  as  overtime  or  otherwise,  the  effort  here  has  been 
to  give  due  credit  to  the  saving,  as  well  as  to  the  added  expense, 
so  as  not  to  pyramid  or  count  twice  the  same  payments? 


Mr.  Keefe 
Mr.  Nagel 
Mr.  Keefe 


Yes,  sir. 

You  state  the  net  result. 

We  show  under  the  different  articles  that 
bring  about  the  increased  expense,  the  amount  that  that  article 
or  expense  for  taking  that  article — you  might  not  know  what 
that  article  was  responsible  for  in  the  way  of  increased  ex- 
pense. 
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Mr.  Slieean:     And  as  to  eacli  line,  the  net  result  is  stated? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Slieean:     Was  there  some  question,  Mr.  Chairman! 

The  Chairman:     No. 

Mr.  Sheean:  Now,  in  reality,  Mr.  Keefe,  from  now  on,  on 
from  sheet  number  8,  on  Exhibit  No.  3,  there  is  shown  the  detail, 
article  by  article,  by  which  you  arrive  at  the  general  conclusion, 
stated  line  by  line,  on  the  preceding  part  of  the  exhibit? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  To  go  back  and  make  certain  of  that,  just 
while  we  are  at  it,  on  sheet  5  and  the  following  sheets,  in  carry- 
ing out  these  totals  for  any  one  of  the  railroads  in  this  standard 
gauge  steam  service,  you  have  shown  the  net  result  to  that  line, 
of  the  entire  operation  in  these  different  classes  of  service? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  So  that  if  there  Avas  a  saving,  under  the  head 
of  overtime,  by  virtue  of  the  fact  that  there  was  that  much 
added  increase  under  some  other  particular  rule,  you  have 
given  the  credit,  if  there  was  a  credit,  in  carrying  out  the  total 
shown  for  the  line  on  sheets  5  and  following? 

Mr.  Keefe :  Yes,  sir,  that  is  the  net  result  shown  on  sheets 
5,  6  and  7. 

Mr.  Sheean:  So  that,  beginning  at  sheet  8,  you  show  the 
detail,  article  by  article,  how  it  affected  the  different  roads;  is 
that  correct? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  was  there  anything  more  you  wished 
to  say  as  to  sheet  8,  Mr.  Keefe,  before  we  pass  to  sheet  num- 
ber 9? 

Mr.  Keefe:  No;  I  take  it  that  it  is  ])lain  that  the  rates 
which  are  shown  as  minimum  or  mileage  allowances,  as  rates 
that  they  asked  for  in  passenger  service,  and  it  was  those  rates 
that  we  used  in  applying  them  to  the  trip  tickets  for  actual 
operations  in  October.  That  is  all  for  passenger  service  only, 
and  the  rates  shown  are  for  passenger  service. 

Mr.  Sheean:     Now,  sheet  number  9  shows,  road  for  road, 

the  change,  due  to  the  proposed  application  of  rates  in  through 

or  irregular  freight  service,  and  in  local  or  way  freight  service? 

Mr.  Keefe:     Yes,  as  contained  in  Article  2,  Paragraph  2, 

of  the  proposal. 
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Mr.  Slieoan:  The  sliowino-  on  this  slioet  is  tlie  sliowing 
solely  as  to  rates,  and  independently  of  a  consideration  of  any 
change  in  rnles? 

Mr.  Keefe:     Correct. 

Mr.  Sheean:  That  also  shows,  railroad  I'oi-  i-ailioad,  and 
at  the  bottom,  total  in  each  of  the  classes  of  service,  both  for 
engineers  and  firemen  in  each  class  of  service! 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  So  that  the  effect  upon  the  combined  serv- 
ice,— combined  railroads  will  be  shown  on  the  bottom  line,  or 
railroad  by  railroad,  on  reading  from  left  to  right,  across  the 
page  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Was  there  anything  more  about  sheet  num- 
ber 9? 

Mr.  Keefe:     No,   sir. 

Mr.  Sheean:     Sheet  number  10  gives  what  information! 

Mr.  Keefe:  The  rates  of  pay  for  pusher,  heljjer,  mine  run, 
work,  wreck,  belt  line,  transfer,  and  all  other  unclassified  serv- 
ice, as  between  the  wages  as  provided  for  in  the  present  agree- 
ment and  that  which  is  asked  for  in  their  proposal,  which  is  the 
through  freight  rate.  The  first  column  is  for  all  classes  of  en- 
gines other  than  the  Mallet  type.  The  column  on  the  right  hand 
side  ap]ilies  to  the  Mallet  type  engines. 

Mr.  Shea :  I  notice  opposite  several  of  those  roads,  Mr. 
Keefe,  vou  have  a  notation  "No  data  furnished."  What  does 
that  indicate? 

Mr.  Keefe:  Why,  there  were  certain  railroads  that  stated 
they  were  unable  to  furnish  ns  the  information  Ave  asked  for, 
so  as  to  make  a  showing  for  their  roads ;  such  as  the  Trinity  & 
Brazos  Valley.  At  the  first  part  of  the  proceeding,  they  fur- 
nished us  the  data ;  then  they  went  in  the  hands  of  the  receiver, 
and  the  receiver  said  he  did  not  have  the  money — could  not  af- 
ford to  furnish  the  data  we  called  for,  and  asked  to  be  excused 
from  furnishing  it.  The  Missouri  &  Northern  Arkansas  pleaded 
poverty  in  their  inability  to  furnish  ns  any  data. 

Mr.  Park:  They  are  in  the  hands  of  a  receiver,  are  Ihey 
not? 

Mr.  Keefe :  T  do  not  know.  I  would  not  be  ])ositive.  I  do 
not  know.     The  Kansas  City,  Clinton  &  Springfield,  likewise  in 
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that  same  fix.  The  Davenport,  Rock  Island  &  Northwestern 
came  in  towards  the  end  of  the  movement — that  is,  it  was  some 
time,  I  think  in  May  or  April  that  they  came  in,  and  they  asked 
to  be  relieved  from  furnishing  us  the  data.  They  are  all  small 
lines,  Mr.  Shea,  and  they  do  not  affect  the  situation. 

Mr.  Shea:  Take  the  Pierre,  Rapid  City  &  Northwestern, 
is  that  a  part  of  the  North  Western  Road? 

Mr.  Keefe :  The  Pierre  &  Ft.  Pierre  Bridge  Railway  Com- 
pany? 

Mr.  Shea :  No,  the  Pierre,  Rapid  City  &  Northwestern,  or 
no,  you  are  right,  the  Pierre  &  Ft.  Pierre  Bridge  Railway  Com- 
pany. 

Mr.  Keefe :  The  Pierre  &  Ft.  Pierre  Bridge  Railway  Com- 
pany is  a  terminal  line,  as  I  understand  it,  two  or  three  miles 
long,  and  that  came  in  toward  the  end  of  the  movement,  or 
some  time  in  May,  when  we  were  negotiating.  It  was  so  small 
that  we  did  not  bother  getting  data  from  them.  They  have  only 
one  engine,  I  believe,  or  two  engines. 

Mr.  Sheean:  Is  there  anything  on  this  sheet  10  to  which 
you  wish  to  direct  attention,  Mr.  Keefe,  patricularly"? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  It  simply  enables  the  Board  to  ascertain 
what  the  wages  paid  were,  on  any  one  of  these  railroads,  in  this 
class  of  service,  during  this  month;  and  the  wages  as  proposed, 
in  the  particular  class,  during  that  month. 

Mr.  Keefe:     The  extent  of  the  increase. 

Mr.  Sheean :  And  also  from  the  bottom  line,  the  total  pay- 
ment under  these  heads  and  the  total  proposed,  both  separated 
as  between  engineers  and  firemen,  and  separated  as  between 
the  classification  of  engines? 

Mr.  Keefe:     Yes. 

Mr.  Shea :  Before  you  pass  that,  Mr.  Sheean,  take  columns 
8,  9,  10,  11,  12,  13  and  14,  what  does  that  represent? 

Mr.  Keefe:  That  represents  the  present  as  well  as  the 
proposed  expense  to  engineers  and  firemen  in  pusher,  helper, 
mine  runs,  work,  wreck,  belt  line,  transfer  and  all  other  unclassi- 
fied service  having  the  Mallet  type  of  engines  in  that  service. 

Mr.  Sheean:  Those  were  the  roads,  which  in  that  month 
of  October,  1913,  operated  Mallets  in  that  class  of  service? 

Mr.  Keefe:    Yes. 
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Mr.  Slieoan:  Any  ono  of  the  classes  of  service  known  as 
pusher,  helper,  mine  runs,  work,  wreck,  belt  line,  transfer  aiul 
all  other  unclassified  service! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:     There  was  no  effort  to  make  the  classification " 
any  more  minute  than  the  classification  made  in  the  proposal 
itself? 

Mr.  Keefe:     That  is  correct. 

Mr.  Sheean :  On  page  11  of  Exhibit  3,  what  is  the  informa- 
tion there  tabulated? 

Mr.  Keefe :  That  shows  the  present  or  proposed  expense, 
and  the  extent  of  the  increase  in  rates  of  pay  for  Mallet  type 
engines  in  the  respective  classes  of  service  shown.  That  is,  the 
present  and  proposed  expense  of  Mallet  type  engines  in  pas- 
senger, through  freight  and  local  freight. 

Mr.  Sheean :  It  would  seem,  Mr.  Keefe,  that  in  the  month 
of  October,  1913,  the  Santa  Fe  Eastern  Lines,  and  the  Santa 
Fe  proper,  and  the  Southern  Pacific  Company,  were  the  only 
roads  which  operated  Mallets  in  passenger  service,  or  the  only 
ones  where  this  change  in  rates  on  Mallets  would  affect  them. 
Do  you  know  which  of  those  two  things  was  the  case? 

Mr.  Keefe:  There  are  only  two  roads  really  that  used 
Mallet  engines  in  passenger  service,  and  those  were  the  Coast 
Lines  of  the  Santa  Fe,  and  the  Southern  l^acific.  From  the 
amounts  shown  for  the  Eastern  Lines  of  the  Santa  Fe,  it  was 
emergency  service,  or  occasional  trips  only,  and  it  was  not  a 
regular  service. 

Mr.  Sheean :  It  would  seem  from  the  first  line  there,  that 
there  was  one  trip  probably  made  with  a  Mallet  in  passenger 
service,  on  the  Santa  Fe  Eastern  Lines. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean :  And  the  Coast  Lines  apparently  had  in  pas- 
senger service,  an  engine  or  engines,  during  that  month? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  While  the  Southern  Pacific  Company,  as  was 
testified  to  by  Mr.  Kearns,  apparently  at  that  time  was  using 
quite  a  number  of  Mallet  engines  in  passenger  service? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:     Now,  in  through   or  irregular  service,  the 
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showing  here  is  as  to  the  rates  paid  on  Mallets  which  were  used 
in  that  class  of  service  during  that  month? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  And  also  wherever  Mallets  were  used  in 
local,  or  w^ay  freight  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Many  lines  in  this  territory  have  no  Mallet 
operations,  or  had  none  in  the  month  of  October,  1913? 

Mr.  Keefe :     That  was  my  understanding,  yes. 

Mr.  Sheean :  AVas  there  anything  special  concerning  this 
sheet  No.  11  to  which  you  wish  to  direct  attention,  Mr.  Keefe? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  Sheet  No.  12  makes  comparison  of  overtime 
paid  in  the  month  of  October,  1913,  and  wdiat  would  have  been 
paid  if  the  requests  of  the  engineers  and  firemen  had  been  in 
effect,  in  all  classes  of  service,  other  than  passenger,  all  classes 
;of  road  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  Mr.  Keefe,  in  order  to  get  this  informa- 
tion which  is  shown  as  to  the  standard  gauge  steam  service,  I 
wish  you  would  give  us  some  idea  (without  reading  it  all  into 
the  record)  as  to  how  specific  were  the  instructions,  so  as  to 
bring  about  uniformity  in  the  manner  of  compiling  it  by  the 
different  roads. 

Mr.  Keefe:  The  detailed  instructions,  which  are  shown  on 
pages  3  and  4  of  Exhibit  No.  2,  contain  minute  instructions  as 
to  the  computation  of  overtime  under  their  proposals  as  com- 
pared with  the  present  arrangement,  so  as  to  ascertain  clearly 
what  would  have  been  the  increase  if  their  proposals  had  Been 
in  effect  during  that  montli. 

Mr.  Sheean:  And  on  those  pages  of  Exhibit  2,  showing 
the  forms  as  well  as  the  instructions,  were  examples  and  illus- 
trations given,  so  as  to  avoid  any  possibility  of  depreciation  in 
their  figuring  or  making  these  reports,  or  returns. 

Mr.  Keefe:  Yes,  in  each  class  of  service  there  were  exam- 
ples or  illustrations  given,  so  as  to  make  it  clear  just  what  our 
desires  were  as  to  showing  how  this  overtime  was  to  be  tabu- 
lated in  the  forms  that  they  were  asked  to  fill  out. 

Mr.  Sheean:  And  those  tabulations  are  shown  in  the  in- 
structions which  are  set  out  as  a  part  of  this  Exhibit  No.  2? 
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Mr.  Keefe:     Yes. 

Mr.  Slieoan:  Now,  what,  Mr.  Keofe,  was  the  dilToreiict',  or 
would  have  been  the  dilference,  in  tlie  month  of  October,  11)13, 
if  the  railroads  were  paying  or  had  been  obliged  to  ])ay  for  the 
services  shown  by  the  time  slips,  on  the  basis  of  this  recpiest, 
as  to  this  i)articular  part  of  the  request?  Just  take  all  of  the 
lines. 

Mr.  Keefe:  In  through  and  irregular  freight  service — do 
you  want  them  sepaiate  as  to  engineers  and  iiremen? 

Mr.  Sheean:  No,  take  the  total.  The  detail  as  to  en- 
gineers and  iiremen  is  shown  on  the  sheet,  l)ut  in  through  or 
irregular  service,  Avliat  were  the  payments  to  both  engineers  and 
firemen  and  tlic  increase? 

Mr.  Keefe:  The  amount  of  overtime  that  was  paid  in  Octo- 
ber, to  both  classes  of  employes  was  $146,285.22.  It  would  have 
amounted  to  $222,233.83,  if  their  jiroposals  had  been  in  effect, 
or  an  increase  of  $75,948.61. 

Mr.  Sheean:     And  in  that  computation,  or  in  that  detailed 
table,  it  is  also  shown,  as  in  one  of  the  preceding  tables,  that 
if  certain  roads  considered  overtime  in  freight   service  as  a 
separate  item,  there  would  have  been  a  saving  on  that  item. 
Mr.  Keefe:     Yes. 

Mr.  Sheean:     Credit  here  given  so  as  to  be  properly  con- 
sidered in  connection  with  tlie  added  expense  tliat  would  arise 
under  another  article. 
Mr.  Keefe :     Yes. 

Mr.  Sheean:  In  local  or  way  freight  service  during  that 
month  of  operation,  what  was  paid  to  the  engineers  and  fireuKMi 
in  the  way  of  overtime? 

Mr.  Keefe :     There  was  actually  paid  $154,668.89. 
Mr.  Sheean :     That  is  shown  as  the  total  of  column  12. 
Mr.  Keefe:     Yes.     And  that  they  Avould  have  received,  if 
their  proposals  had  been  in  effect,  $236,520.23,  or  an  increase 
of  $81,851.34. 

Mr.  Sheean :  The  detail,  both  as  to  engineers  and  firemen 
is  also  shown  railroad  by  railroad  on  this  sheet,  reading  from 
left  to  right. 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  pusher,  helper  and  other  unclassified  serv- 
ice, what  was  paid  in  the  way  of  overtime  during  that  month? 
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Mr.  Keefe:  There  was  paid  a  total  of  $107,364.12.  There 
would  have  been  paid,  if  the  proposals  had  been  in  effect,  $168,- 
672.17,  or  an  increase  of  $61,308.05. 

Mr.  Sheean:  Now,  in  this  column  22,  headed  "Total  In- 
crease," how  is  that  arrived  at? 

Mr.  Keefe:  That  is  the  total  increase  of  through  and  ir- 
regular freight  service  (Column  7) ;  local  or  way  freight  service 
(Column  14) ;  pusher,  helper,  mine-runs,  work,  wreck,  belt  line, 
transfer  and  all  other  unclassified  service  (Column  21). 

Mr.  Sheean:  And,  if,  in  the  month  of  October,  1913,  this 
proposal  had  been  in  effect,  what  would  have  been  the  total  addi- 
tional pa^^ments  required  of  all  of  the  roads  in  the  way  of  over- 
time, in  all  other  service  except  passenger  and  switching! 

Mr.  Keefe:     $219,108. 

Mr.  Sheean :     That  is  the  total  increase  shown  in  column  22? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Was  there  anything  further  as  to  this  sheet 
No.  12,  to  which  you  wish  to  direct  attention? 

Mr,  Keefe:     No,  sir. 

Mr.  Sheean :  If  I  am  going  too  fast  for  you  gentlemen  to 
keep  up  comparison  of  the  respective  showings,  just  stop  me 
there. 

Mr.  Byram :     I  think  we  can  keep  up  to  von 

Mr.  Sheean :  I  didn  't  know  but  what  I  was  going  ahead 
too  rapidly. 

Mr.  Byram:     No.     Go  right  along. 

Mr.  Sheean:  Sheet  13,  Mr.  Keefe,  assembles  the  same 
information  as  to  what  particular  part  of  the  request? 

Mr.  Keefe:     As  to  Article  2,  paragraph  5.  (Reading:)  ''On* 
all  divisions  where  grade  is  one  and  eight-tenths  per  cent  or 
over,  an  increase  of  ten  per  cent  over  Valley  rates  will  be  paid. 

' '  This  sheet  shows  the  amount  to  engineers  and  firemen  re- 
spectively in  passenger  service,  through  or  irregular  freight 
service,  local  or  way  freight  service,  pusher,  helper,  mine-runs, 
work,    wreck,    belt    line,    transfer    and    all    other    unclassified 


service." 


Mr.  Sheean:  And,  Mr.  Keefe,  how  was  this  information 
assembled,  as  to  all  of  the  railroads  where  there  is  any  such 
grade,  or  only  in  mountain  territory? 

Mr.  Keefe:     As  to  all  railroads  that  had  grades  of  that 
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amount,  and  applied  to  all  the  trains  operated  over  any  terri- 
tory or  divisions  that  had  grades  of  1.8  or  over. 

Mr.  Sheean:  Not  limitinj^  it  to  mountain  territory,  l)ut 
makini?  inquiry  of.  the  roads  as  to  whether  or  not  they  had 
grades  of  1.8  or  over,  and  if  so,  to  report  as  to  the  ehange  in 
payment  which  would  have  accrued  in  Octoher,  191o. 

Mr.  Keefe:     Yes. 

Mr.  Shea :  Well,  Mr.  Keefe,  for  example,  sui)posing  you 
had  a  division  of  150  miles,  and  there  were  two  miles  in  this 
division  that  had  a  spread  of  1.8  per  cent,  would  this  increased 
rate  of  10  per  cent  be  applicable  over  the  entire  150  miles  ? 

Mr.  Keefe:  That  is  the  way  I.  understood  the  interpreta- 
tion of  the  committee. 

Mr.  Shea:     Is  that  the  way  this  has  been  computed? 

Mr.  Keefe:     Yes. 

Mr.  Burgess:  Mr.  Keefe,  won't  you  lieli)  us  out  a  little 
bit  on  this  exhibit  or  this  sheet.  I  thought  there  were  only 
four  or  five  roads  that  did  have  grades  of  this  amount,  who 
were  paying  this  mileage  at  the  present  time,  this  increase. 

Mr.  Keefe:  The  wages  at  the  present  time  do  not  rep- 
resent what  the  roads  are  now  paying  on  grades  1.8  or  over, 
but  it  includes  any  differentials  that  they  may  have,  regardless 
of  the  height  of  the  grade,  or  the  amount  of  the  grade,  or  steep- 
ness of  the  grade,  and  the  present  expense  shows  what  those 
differences  amount  to.  The  proposals  show  what  they  would 
have  been,  under  the  request. 

Mr.  Shea :  And  do  all  of  these  railroads  have  mountain 
mileage  payments  to  make? 

Mr.  Keefe :  That  show  any  returns  under  present  expense, 
you  mean? 

Mr.  Shea:     Yes. 

Mr.  Keefe:     I  so  understand  it,  yes,  sir. 

Mr.  Park:  If  the  Illinois  Central,  to  illustrate,  had,  on 
the  Kentucky  division,  four  or  five  miles  grade  1.8  per  cent, 
and  the  balance  of  the  division  was  practically  level,  that  would 
apply,  as  I  understand  it. 

Mr.  Keefe:     It  would  a])ply  to  all  trains  operating  over 
that  district  or  division,  for  the  entire  length. 
Mr.  Sheean:     On  line  39. 
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Mr.  Byram:  You  iiiulerstand  that  to  be  the  claim  of  the 
men  ? 

Mr,  Keefe :  That  1  understand  was  the  interpretation  that 
was  pLaced  on  their  request  by  the  engineers'  and  firemen's 
committee. 

Mr.  Park:  Referring  to  that  line,  39,  that  attracted  my 
attention,  inasmuch  as  the  Illinois  Central  is  mainly  a  water 
grade  line.  Still,  we  get  apparently  a  considerable  amount  of 
mileage. 

Mr.  Sheean:  You  will  see  the  request  ''On  all  divisions 
where  grade  is  1.8  or  over,  an  increase  of  10  per  cent  over 
valley  rates  will  be  given."  That  is  the  form  of  their  request, 
and  that  is  printed  across  every  rate  shown  in  the  exhibit. 
10  per  cent  as  to  every  railroad.  I  have  forgotten  the  number 
of  the  exhibit.  Exhibit  No.  4,  you  will  find  those  rates  spread 
out.  That  is  spread  opposite  all  of  those  rates  on  every  rail- 
road, a  statement  that,  "On  all  divisions  where  grade  is  1.8 
or  over,  an  increase  of  10  per  cent  over  valley  rates  will  be 
given. ' ' 

Mr.  Park:  Then  one  road  might  have  a  small  grade,  of  1.8 
per  cent,  and  all  of  the  balance  would  be  practically  level ;  while 
a  road  would  be  up  and  down  1.7  per  cent,  and  would  not  take 
that  rate? 

Mr.  Sheean:  I  so  understand  the  request,  although  I  per- 
haps ought  not  to  interpret  the  request  here.  If  you  will  look 
at  their  Exhibit  No.  4,  and  see  the  request  itself,  I  do  not  see 
how  it  can  be  very  well  susceptible  of  any  other  interpretation 
than  the  one  you  have  stated  here. 

Mr.  Park:  And  the  witness  says  the  compilation  was  made 
on  that  basis? 

Mr.  Sheean:     Yes. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  Mr.  Keefe,  is  it  not  a  fact  that  in  col- 
umn 1  of  this  page,  sheet  number  13,  all  roads  are  shown  which 
now  have  a  differential  because  of  grades,  or  mountains,  or  con- 
ditions of  that  sort  ? 

Mr.  Keefe:     Yes,  I  so  understand  it. 

Mr.  Sheean:  In  the  83  railroads  which  are  shown  upon 
that  page,  the  only  ones  which  now  provide  special  differentials 
are  the  Santa  Fe,  line  6;  Canadian  Pacific,  line  14;  and  do  you 
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put  the  Burlington,  line  20,  in,  as  paying  soniewliorc  a  differen- 
tial? 

Mr.  Keefe:     So  the  report  indicates,  yes,  sir. 

Mr.  Sheean:  Line  24,  the  Chicago,  Milwaukee  &  St.  Paul; 
line  33,  the  Denver  &  Rio  Grande;  line  38,  the  Great  Northern; 
line  55,  the  Northern  Pacific;  line  5(5.  the  Oregon-Washington; 
and  line  67,  the  Southern  Pacific. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  As  against  those  lines  on  which  payments  are 
at  ])resent  made,  because  of  mountain  conditions,  aggregating  in 
all  nine  in  number,  there  would  be,  under  this  pro]K)sal,  how 
many  roads,  which,  because  of  having  a  1.8  per  cent  grade, 
would  be  required  to  make  a  differential  ? 

Mr.  Keefe:     In  passenger  service,  37. 

Mr.  Park :  Mr.  Keefe,  all  of  the  roads  that  were  enumer- 
ated by  Mr.  Sheean  were  Trans-Continental  lines,  with  the  ex- 
ception of  the  Burlington,  that  is,  through  the  Rocky  Moun- 
tains ? 

Mr.  Keefe:  I  am  not  clear  that  the  Oregon-Washington 
Railway  goes  through  the  Rocky  Mountain  district;  they  go 
through  the  mountain  territorv,  however. 

Mr.  Park:     Through  the  Cascade  Mountains. 

Mr.  Keefe:     The  Cascade  Mountains,  yes. 

Mr.  Sheean:  You  have  shown  on  this  page,  Mr.  Keefe, 
the  change  in  present  wages  paid  in  mountain  territory,  both 
as  to  engineers  and  firemen,  in  passenger,  through  and  irreg-ular 
freight,  local  and  way  freight,  and  unclassified  service? 

Mr.  Keefe  :     Yes,  sir. 

Mr.  Sheean:  So  that,  railroad  by  railroad,  the  effect  of 
this  proposal  can  be  seen  on  those  which  now  have  a  mountain 
differential;  and  also  the  effect  upon  railroads  Avhich,  under 
this  mathematical  relationship  attempted  between  grades  and 
wages,  would  be  affected? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Shea :  Do  not  the  Atchison,  Topeka  &  Santa  Fe  have 
a  differential  on  certain  parts  of  that  system  on  account  of 
the  grade? 

Mr.  Keefe:  Which  part  of  it?  There  is  one  part  of  it 
shown  here. 

Mr.  Shea  :     Well,  the  AVestcrn  Jjines. 
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Mr.  Keefe:     The  Coast  Lines,  do  you  mean? 

Mr.  Shea:    No. 

Mr.  Sheean :     That  is  Line  6. 

Mr.  Shea :     The  Atchison,  Topeka  &  Santa  Fe. 

Mr.  Sheean:  Well,  Line  6  shows  that  they  now  pay,  Mr. 
Shea,  that  is  the  A.,  T.  &  S.  F.  Railway — Santa  Fe,  Prescott 
&  Phoenix  Lines,  line  number  6,  shows  payment  of  161.82  in 
that  month  as  a  differential,  in  passenger  service. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Shea:  Shouldn't  that  show  in  column  If  What  part 
of  the  Atchison,  Topeka  &  Santa  Fe  does  that  represent! 

Mr.  Keefe :  It  represents  the  Santa  Fe,  Prescott  &  Phoe- 
nix Lines. 

Mr.  Shea :  But  take  the  Atchison,  Topeka  &  Santa  Fe, 
Western  Lines,  don't  they  have  the  differential  there? 

Mr.  Keefe :  I  am  not  entirely  clear  that  they  have,  Mr. 
Shea.  I  can  look  up  the  schedule.  They  don't  report  any  pres- 
ent expense  under  their  returns. 

Mr.  Shea :     I  think  they  have. 

Mr.  Keefe :  I  can  make  an  examination  of  their  schedule. 
I  am  not  familiar  with  that  part  of  our 


I  don't 

recall  it 

system. 

Mr. 

Shea : 

Mr. 

Keefe : 

Mr. 

Sheean : 

But  in  the  proposed  column  you  allow  it? 
Yes,  sir,  we  figured  it  in  the  proposed. 
Is  there  anything  further  as  to  this  opera- 
tion in  grades  of  1.8  per  cent  or  over,  to  which  you  w^ish  to  direct 
special  attention,  Mr.  Keefe? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:     Sheet  number  14  makes  comparison  of  what 
features  of  the  request? 

Mr.  Keefe :     Article  3,  paragraph  1 ;  Article  3,  paragraph 
2 ;  and  Article  3,  paragraph  3. 

In  the  first  paragraph  and  article  I  mentioned  there  is  no 
estimate  or  figures  given  as  to  the  proposal  of  the  men. 

Mr.   Sheean:     Separating  the  definition  from  the   second 
paragraph  of  it,  which  fixes  the  rate? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :     You  put  the  added  expense  under  the  increase 
in  rate,  rather  than  imder  the  definition? 

Mr.  Keefe:     Yes,  sir. 
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Mr.  Sheeaii:  That  is,  the  additional  expenses  shown  in 
columns  2,  3  and  4,  are  the  additional  expenses  which  would 
have  accrued  had  all  of  parag-rai)hs  1  and  2  been  in  effect'/ 

Mr.  Keefe :  No,  columns  2,  3  and  4  show  the  added  expens(> 
to  the  railroads,  by  reason  of  the  increase  in  the  differential  of 
local  over  through  freight  rates. 

Mr.  Sheean:  Oh,  I  see.  Then,  Mr.  Keefe,  even  thougli 
certain  trains  here  which  are  now  not  considered  local  trains, 
might  possibly  be  changed  by  this  definition,  that  you  lun-c 
not  attem|)ted  to  ascertain  in  money? 

Mr.  Keefe:  Well,  if  they  were  changed  and  were  consid- 
ered as  a  local  train,  the  instructions  provided  that  they  should 
be  computed  and  show  the  rates  of  pay  under  local  or  way 
freight  service,  under  sheet  number  9.  That  is,  they  must  con- 
sider all  trains  which  would  be.  classed  as  local  under  this 
provision.  The  cost  would  be  shown  under  the  rate  of  pav  col- 
umn sheet. 

Mr.  Sheean:  That  is  where  you  have  shown,  railroad  l)y 
railroad,  in  each  class  of  service,  the  added  expense  in  local  oi- 
way  freight  service,  as  shown  on  sheet  number  9? 

Mr.  Keefe:     Sheet  number  9,  yes,  sir. 

Mr.  Sheean:  Columns  2,  3  and  4,  then,  simply  show  the 
additional  cost  or  additional  expense  by  changing  the  differ- 
ential where  the  differential  now,  we  will  say,  is  25  cents  per 
da3%  to  10  per  cent  of  the  rate? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Or  whatever  the  present  differential  is, 
changing  it  to  a  differential  of  10  per  cent  over  through  freight  ? 

Mr.  Keefe :  Yes,  sir.  These  columns  only  show  the  amount 
of  that  differential  over  and  above  what  is  at  present  being- 
paid  in  local  service. 

Mr.  Sheean:     That  is  also  shown  railroad  by  railroad? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Will  you  give  us,  if  you  please,  what  tlie  ad- 
ditional expense  of  both  engineers  and  firemen  in  local  or  way 
freight  service  during  that  month's  operation  would  have  been, 
had  this  ]n-oposal  been  in  effect! 

Mr.  Keefe:     $46,143.29. 

Mr.  Sheean:  Under  the  heading  of  miscellaneous  allow- 
ances, just  what  information  is  there  assembled? 
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Mr.  Keefe:  That  shows  the  present  expense  that  is  paid 
for  allowances  such  as  are  specified  in  Article  3,  paragraph  3, 
of  the  men's  proposal,  compared  with  what  they  would  receive 
if  the  demands  had  been  in  effect,  figuring  the  overtime  rates 
on  the  basis  of  time  and  one-half. 

Mr.  Sheean:  That  is,  in  Exhibit  No.  1  of  the  railroads, 
there  were  set  out  various  provisions  of  various  railroad  sched- 
ules, whereby,  for  the  doing  of  such  work  as  the  loading  and 
unloading  of  freight,  or  stock,  or  comj^any  material,  or  switch- 
ing, various  work  of  that  sort,  provision  w^as  made  for  compen- 
sation in  some  form,  to  the  engineer  and  fireman? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  You  have  shown  under  columns  5,  as  to  en- 
gineers; 7,  as  to  firemen;  and  9,  as  to  engineers  and  firemen 
combined,  the  amounts,  which  in  the  month  of  October  were 
paid  for  these  services  under  the  different  schedule  provisions! 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  What  was  the  total  amount  in  addition  to  the 
mileage  or  time  allowances  made  to  the  engineers,  in  the  month 
of  October,  for  this  kind  of  work? 

Mr.  Keefe:     The  total  increase  was  $77,802.05. 

Mr.  Sheean:  That  is  the  total  increase  to  both  engineers 
and  firemen? 

Mr.  Keefe:     Engineers  and  firemen,  yes,  sir. 

Mr.  Sheean:  Let  me  ask  you  first  what  the  total  amount 
that  was  paid  was?    • 

Mr.  Keefe:  The  amount  that  was  paid  in  October  was 
$23,988.08. 

Mr.  Sheean:  And  under  this  proposal  of  the  men,  what 
amount  would  have  been  paid? 

Mr.  Keefe:     $101,790.13,  or  an  increase  of  $77,802.05. 

Mr.  Sheean :  And  in  this  amount  of  what  would  have  been 
paid,  the  portion  of  the  request  which  provides  that  doing  any 
other  similar  work  shall  be  paid  for  at  overtime  rates  in  addi- 
tion to  time  or  mileage  made  on  the  trip,  carries  out  the  pay- 
ments for  this  kind  of  work,  at  time  and  one-half,  does  it! 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Because  the  overtime  rate  which  is  provided 
for  through  or  irregular  freight  service,  in  the  proposal  here, 
is  time  and  one-half? 
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Mr.  Keefe:     Yes. 

Mr.  Slieean:  So  that  a  part  at  least  of  this  Ki'<-'iitly  in- 
creased showing  here,  is  clue  to  the  fact  that  the  i)ro])osal  now 
requires  payment  for  work  of  this  sort,  in  connection  with  the 
regular  run  or  trip,  to  be  paid  for  at  the  rate  of  time  and 
one-half  f 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Anything  further  that  vou  wanted  to  call 
attention  to  in  connection  with  that  part  of  the  exhibit  f 

Mr.  Keefe:     No. 

Mr.  Slieean:     Sheet  15  treats  of  what  article  or  articles? 

Mr.  Keefe:     It  treats  of  the  SA\^tcliing  service. 

Mr.  Sheean:     In  standard  gauge  steam  service? 

Mr.  Keefe :  Switching  service  in  standard  gauge  steam 
service.  In  the  first  di\dsion,  colmnns  1  to  7,  are  with  reference 
to  the  rates  of  pay  in  switching  service.  Columns  8  to  10,  in- 
clusive, is  additional  expense  because  of  the  so-called  night 
differential  of  2  cents.  Columns  11  to  13  is  the  additional  ex- 
pense by  reason  of  the  continuous  time  basis  for  computing 
overtime  in  yard  service.  Columns  14  to  16,  inclusive,  show  the 
additional  expense  w^hen  road  eugines  are  used  in  yard  service. 

Mr.  Sheean :  As  to  that  last  item,  Mr.  Keefe,  I  think  as  I 
recall  it,  that  those  wdio  proposed  the  article,  that  when  road 
engines  are  used  in  yard  service,  road  rates  will  ap]ily,  answered 
that  that  request  was  intended  to  cover  a  situation  where  a 
converted  road  engine  was  provided  with  foot  boards  and  head- 
lights both  at  the  front  and  rear  end.  Are  the  figures  in  this 
last  column  made  up  so  as  to  show  what  expense  would  be  caused 
to  the  railroad  companies,  if  for  all  former  road  engines,  now 
converted  road  engines  in  switching  service,  they  were  obliged 
to  pay  in  accordance  with  this  request,  during  the  month  of 
October,  1913! 

Mr.  Keefe :  Yes,  as  well  as,  of  course,  such  road  engines 
as  were  used  temporarily  in  switching  service  that  were  not 
so  converted. 

Mr.  Sheean:  I  wanted  to  make  clear,  Mr.  Keefe,  that  the 
figures  shown  here  in  switching  service,  do  not  show  only  the 
oc<:*asional  road  engine  used  in  switching  service,  but  also  in- 
clude, in  accordance  with  the  interpretation  placed  by  the  men 
upon  their  request,  as  I  say,  all  road  engines  which  have  been 
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converted  by  putting  front  and  rear  foot  boards  on  them,  and 
headlights  at  both  ends,  and  that  are  being  used  in  switching 
service  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  There  has  been  no  separation  made  as  to  just 
what  part  of  the  expense  here  was  due  to  a  road  engine  being 
used  at  times  in  switching  service,  and  what  part  was  due  to 
the  fact  that  request  was  made  to  cover  all  road  engines  used 
in  switching  service? 

Mr.  Keefe :     No  such  separation  has  been  made,  no,  sir. 

Mr.  Sheean :  By  the  way,  have  you  here  the  query  and  re- 
sponse of  the  men  as  to  the  propriety  or  impropriety  of  thus 
interpreting  this  request? 

Mr.  Park:  Mr.  Sheean,  was  it  specifically  understood  be- 
tween the  Managers'  Committee  and  the  Engineers  as  to  what 
constituted  a  road  engine  in  switching  service? 

Mr.  Sheean:  That  is  what  I  was  just  asking  for  now,  Mr. 
Park. 

Mr.  Keefe :     There  was  an  interpretation  given  there. 

Mr.  Sheean:  Under  date  of  April  23,  1914,  in  a  letter 
addressed  to  Messrs.  Stone  and  Carter,  signed  by  the  Chair- 
man of  the  Conference  Committee  of  Managers,  the  following 
question  was  asked: 

"Example  31.     Last  Clause  of  Article  4 — Switching  Service: 

Eoad  Engine  Used. 

"AVlien  road  engines  are  used  in  yard  service,  road  rates 
will  apply." 

"It  is  present  practice  of  a  number  of  lines  to  use  engines 
assigned  to  road  service  temporarily  in  switching  service,  pend- 
ing taking  them  into  shops  for  repairs.  Such  engines  are  fitted 
with  front  and  rear  headlights  and  footboards.  Under  such 
conditions,  will  this  clause  of  above  quoted  article  apply?" 

Mr.  Keefe :     Page  98. 

Mr.  Sheean:  Under  date  of  April  30,  1914,  the  following 
answer  was  given : 

' '  Example  31 : 

"Last  Clause  of  Article  4 — Switching  Service:  Road 
Engine  Used — Wlien  road  engines  are  used  in  road  service, 
road  rates  will  apply. 

"It  is  present  practice  of  a  number  of  lines  to  use  engines 
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assigned  to  road  service  temporarily  in  switeliing  service,  pend- 
ing taking  them  into  shops  for  repairs.  Such  engines  are  fitted 
with  front  and  rear  headlights  and  footboards.  Under  such 
conditions  will  this  clause  of  above  quoted  article  ai)ply?" 

' '  Answer  to  Example  31 : 

"Yes."     Sig-ned  by  Messrs.  Stone  and  Charter. 

Mr.  Byrani:  You  read  that,  "Road  engines  in  road  serv- 
ice," when  you  first  began  to  r(»ad,  and  the  stenographer  car- 
ried it  otf  that  way. 

Mr.  Sheean:  Yard.  Here  is  both  the  example  and  the 
answer. 

"Example  31: 

"Last  Clause  of  Article  4— Switching  Service:  Road 
Engine  Used — 'When  road  engines  are  used  in  yard  service, 
road  rates  will  apply.' 

"It  is  present  practice  of  a  number  of  lines  to  use  engines 
assigned  to  road  service  temporarily  in  switching  service,  pend- 
ing taking  them  into  shops  for  repairs.  Such  engines  are  fitted 
with  front  and  rear  headlights  and  foot-boards.  Under  such 
conditions  will  this  clause  of  above  quoted  article  apply!" 

"Answer  to  Example  31 : 

"Yes." 

Mr.  Park:  What  I  wanted  to  get  at  was,  under  this  pro- 
posal, could  a  road  engine  be  regularly  assigned  as  a  switch 
engine  and  say  that  it  was  not  intended  to  go  to  the  shop,  per- 
manently assigned  to  yard  service? 

Mr.  Sheean :  Well,  we  took  the  answer  that  you  could  not 
even  do  it  temporarily,  surely  as  meaning  that  you  could  not 
do  it  permanently,  and  that  answer  w^as  even  where  the  assign- 
ment was  temporary,  and  it  was  fitted  with  footboards  and 
front  and  rear  headlights ;  that  you  could  not  even  temporarily 
make  the  assignment,  and  must  jjay  the  road  rates;  and  if  it 
could  not  be  done  temporarily,  even  pending  repairs,  we  as- 
sumed that  it  could  not  be  done  at  any  time.  I  think  there  is 
no  question  about  that,  in  view  of  the  testimony  of  Mr.  Cadle, 
to  which  attention  was  directed,  page  249. 

Mr.  Cadle:  I  think  it  was  the  intent — it  is  my  judgment 
that  it  was  the  intent  of  the  rule  when  it  was  formulated,  that 
the  rates  should  apply  to  all  road  engines  when  used  in  switcli- 
ing  service. 


3390 

Mr.  Slieean :  Well,  Mr.  Cadle,  I  am  still  not  clear  as  to 
whether  or  not  that  rule  would  permit  a  road  converting  a  road 
engine  into  a  switch  engine  by  putting  footboards  and  front  and 
rear  headlights,  to  pay  only  switch  rates  for  it,  or  whether  they 
would  continue  to  pay  road  rates  on  such  an  engine! 

Mr.  Cadle:  The  way  that  rule  is  written,  I  do  not  see 
how  you  can  interpret  it  any  other  way. 

Mr.  Sheean:  Than  that  we  would  have  to  pay  road  rates 
on  all  converted  engines  ? 

Mr.  Cadle:     Yes,  sir, 

Mr.  Sheean:  Whether  temporary,  permanent  or  other- 
wise 1 

Mr.  Cadle :     Yes,  sir. 

Mr.  Sheean:  Now,  Mr.  Keefe,  on  this  sheet  No.  15,  will 
you  just  give  us,  briefly,  please,  what  the  actual  payments  to 
engineers  and  firemen  in  switching  service  were  for  the  month 
of  October,  1913. 

Mr.  Keefe:     $1,216,724.72. 

Mr.  Sheean:  And  under  the  proposed  change  in  wages, 
rates  alone,  what  would  the  amount  have  been? 

Mr.  Keefe:     $1,436,050.58. 

Mr.  Sheean:     As  shown  in  column  6,  total  of  column  6? 

Mr.  Keefe :     Yes. 

Mr.   Sheean:     An  increase  of  how  much? 

Mr.  Keefe:     $219,325.86. 

Mr.  Sheean:  The  effect,  railroad  by  railroad,  is  shown 
across  the  page? 

Mr.  Keefe:     Yes. 

Mr.  Slieean :     Reading  from  left  to  right  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  Mr.  Keefe,  as  to  this  change  or  pro- 
posed change  in  switching,  in  the  meal  hour  rule — I  do  not  mean 
meal  hour  rule.  A  proposed  change,  whereby  a  differential  is 
paid  between  night  and  day  service,  what  would  the  effect  be, 
or  what  would  have  been  the  effect  in  this  one  month,  with  this 
2  per  cent  differential? 

Mr.  Keefe:  The  total  for  both  engineers  and  firemen, 
shown  at  bottom  of  column  10,  $31,606.31. 

Mr.  Sheean:     And  in  columns  11,  12  and  13,  changing  the 


3391 

basis  of  the  day's  work  and  payment  of  overtime,  just  give, 
if  you  please,  there,  the  items  that  enter  into  and  form  part 
of  these  figures  given. 

Mr.  Keefe:  First,  ''Ten  hours  or  less  will  (3onstitute  a 
day's  work  in  switching  service.  Time  to  be  computed  con- 
tinuously, all  over  ten  hours  to  be  computed  and  paid  for  at  rate 
of  time  and  one-half.  All  overtime  to  be  computed  on  minute 
basis.  Also,  Article  4,  paragraph  4,  switch  engineers  and  fire- 
men will  not  be  required  to  work  longer  than  six  consecutive 
hours  without  being  allowed  30  minutes  undisturbed  for  meals." 

Mr.  Sheean:  In  .connection  with  the  figures  here  shown, 
is  any  consideration  given  to  the  fact  that  the  changing  of  meal 
hour  arrangements  may  be  cause  of  conflict  with  the  meal  hour 
provisions  of  the  trainmen,  the  switchmen,  cause  the  switchmen 
to  be  idle  while  the  switch  engineer  is  taking  his  meal  hour, 
the  switch  engineer  in  turn  to  be  idle  when  the  rest  of  the  crew 
are  taking  their  meals? 

Mr.  Keefe:     No  computation  of  that  character  is  made. 

Mr.  Sheean:  It  is  a  fact,  is  it  not,  that  all  the  switchmen 
have  schedule  provisions  as  to  their  meal  hours? 

Mr.  Keefe:     It  is  my  understanding,  yes. 

Mr.  Sheean :  That  is  in  their  schedule  where  you  find  pro- 
vision as  to  meal  hour  for  switch  engineers  and  switch  firemen, 
you  will  find  a  provision  for  the  meal  hour  for  the  switching 
crew? 

Mr.  Keefe:     Generally  speaking,  it  is  my  understanding. 

Mr.  Sheean :  Any  upsetting  or  disturbance  there  would  be 
in  operating  conditions,  whereby  part  of  the  crew  went  off  part 
of  the  day,  part  of  the  time  is  not  taken  into  consideration 
here  at  all? 

Mr.  Keefe:     No. 

Mr.  Sheean:  "What  change  in  the  additional  expense 
caused  by  these  paragraphs  three  and  four,  Article  4,  would 
have  been  brought  about  in  this  month's  operation? 

Mr.  Keefe:    A  total  of  $168,786.73. 

Mr.  Sheean:  Your  column  17,  total  increase  in  switching 
service,  is  the  addition  of  all  of  these  items  of  increase  shown 
across  the  page,  Mr.  Keefe? 

Mr.  Keefe:    Yes,  sir. 
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Mr.  Sheean:  Changing  the  payrolls  to  the  extent,  in 
switching  service  of  $461,963.28. 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     During  the  month  of  October  alone  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  x\nd  that  is  on  a  payroll  in  switching  service, 
I  think  yon  said,  of  a  million  and  a  half  dollars,  approximately? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Or  $1,200,000.  I  won't  ask  you  to  add  up 
those  figures.  The  figures  themselves  show  on  this  page  as  to 
what  the  present  payments  were  in  that  service. 

Mr.  Keefe:  Only  as  to  the  rates  paid,  yes.  Shows  $1,200,- 
000  as  to  the  rates  of  pay  only. 

Mr.  Sheean:  And  the  other  items  of  additional  expense  in 
switching  service  do  not — the  other  items  which  enter  into  the 
pay  of  the  switch  engineers  and  firemen  are  not  carried  out 
separately  here? 

Mr.  Keefe:     They  are  not,  no,  sir. 

Mr.  Sheean :  Now,  Sheet  No.  16,  Mr.  Keefe,  takes  up  what 
subject!     Takes  up  the  subject  of  preparatory  time? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  shows,  railroad  by  railroad,  the  change 
or  the  amount  that  would  be  added,  by  creating  a  part  of  the 
engineers'  and  firemen's  daily  work,  and  labeling  it  "Prepara- 
tory Time,"  and  paying  for  it  independently  from  mileage  or 
any  other  work  performed,  or  paying  for  it  as  an  arbitrary? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  In  this  part  of  the  comparison,  you  have 
treated  preparatory  time,  not  as  used  in  some  schedules,  but 
as  defined  practically  in  the  proposal  here  made? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Of  an  arbitrary  which  is  separate  and  dis- 
tinct from  any  other  part  of  the  work? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  So  that  schedules  which  make  provision  for 
the  beginning  of  the  day's  work,  in  any  other  way  than  as 
treating  as  a  separate  and  distinct  arbitrary  from  all  other  part 
of  a  day's  work,  are  not  here  compared  with  this  item  of  pre- 
paratory time? 

Mr.  Keefe:     That  is  correct. 
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Mr.  Sheean:  The  first  column  on  this  page  shows  all  the 
roads  in  the  Western  territory,  on  which  payment  is  made  ar- 
bitrarily for  preparatory  time,  separate  and  distinct  from  over- 
time or  other  work? 

Mr.  Keefe:     In  passenger  service. 

Mr.  Sheean:  In  passenger  service,  yes.  Colunm  8  shows 
the  five  roads  on  which  no  payment  is  made  in  through  or  irreg- 
ular service. 

Mr.  Keefe:    For  engineers,  yes. 

Mr.  Sheean:    And  so  as  to  local  or  way  freight? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     And  as  to  each  of  the  classes  of  service? 

Mr.  Keefe:     Yes. 

The  Chairman:  We  will  adjourn  now  until  10  o'clock  Mon- 
day morning. 

(Whereupon,  at  5  o'clock  P.  M.,  January  22,  1915,  an  ad- 
journment was  taken  to  January  25,  1915,  at  10  o'clock  A.  M.) 
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IX   THE  MATTER  OF  THE 

ARBITRATION 

hetween  the 

WESTERN  RAILWAYS 

and 

BROTHERHOOD  OF  LOCOMOTIVE 

ENGINEERS 

and 

BROTHERHOOD  OF  LOCOMOTIVE  FIRF 

MEN  AND  ENGINEMEN 

under  the  Act  approved  July  15,  1913,  by  ayrec- 

ment  d^ted  August  3,  1914. 


Chicago,   Illinois,  January  25.   1915. 

Met  pursuant  to  adjournment  at  1U:U4  A.  M. 
Present :    Arbitrators  and  parties  as  before. 

Mr.  Phillips:  Mr.  Chairman,  l)efore  we  beoin  with  the 
witness,  if  I  may— 

The  Chairman  :     Yes,  sir. 

Mr.  Phillips:  I  desire  to  call  attention  to  a  sljolit  error 
on  page  3357  of  Friday's  ]:>roceedings. 

About  the  ninth  line  on  that  ])age,  reading,  "The  table 
from  which  you  read  there  is  in  part  of  the  (Jreat  Northern 
Schedule,"  should  read,  "The  table  from  which  you  read  is  no 
part  of  the  Great  Northern  schedule."  The  word  '"in"  should 
be  changed  to  "no." 

AVILLIAM  W.  TH()]\IPS()N  was  called  as  a  witness,  and 
having  been  duly  sworn,  testified  as  follows: 

DIRECT  EXAMIXATIOX. 

Mr.  Sheean:     State  your  name,  ])lease! 
Mr.  Thompson:     William  W.  Thomi)son. 
Mr.  Sheean:     Where  do  you  live,  Mr.  Thom])son? 
Mr.  Thompson:     I  am  living  at  Plymouth,  Michigan,  at  the 
present  time. 

Mr.  Sheean:     AVhat  is  voui*  l)usiness? 
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Mr.  Thompson:     Eoundliouse  foreman  at  that  point. 
Mr.  Sheean:     Employed  by  what  company? 
Mr.  Thompson:    By  the  Pere  Marquette  Eailroad  Com- 
pany. 

Mr.  Sheean :     Were  you  ever  in  the  employ  of  the  Chicago, 
Eock  Island  &  Pacific  Eailroad  Company? 
Mr.  Thompson:     Yes,  sir. 
Mr.  Sheean:     At  what  time? 

Mr.  Thompson :  Well,  from  December,  1908,  until  May  3rd, 
1909. 

Mr.  Sheean:  In  what  capacity,  what  was  your  work  with 
the  Eock  Island? 

Mr.  Thompson:     As  locomotive  engineer. 
Mr.  Sheean:     Eunning  between  what  points? 
Mr.  Thompson :     While  on  the  Oklahoma  Division  I  worked 
between  Caldwell,  Kansas,  and  El  Eeno,  Oklahoma ;  also  south 
of  there,  Waurika. 

Mr.  Sheean :  Before  being  with  the  Eock  Island,  had  you 
been  a  locomotive  engineer  on  any  other  road? 

Mr.  Thompson :  Yes,  sir,  I  was  employed  that  time  by  the 
Pere  Marquette  Eailroad  Company  but  was  away  on  leave  of 
absence  on  account  of  slack  business. 

Mr.  Sheean:     From  December,  you  say,  1908,  until  April, 
1909,  you  were  a  locomotive  engineer  with  the  Eock  Island? 
Mr.  Thompson:     Yes,  sir. 

Mr.  Sheean :     Now,  on  the  Oklahoma  Division  did  you  run 
through  a  town  called  Dover,  at  any  time? 
Mr.  Thompson:     Yes,  sir. 

Mr.  Sheean :  That  is  an  intermediate  point,  is  it,  between 
some  of  the  terminals  there  that  you  have  mentioned? 

Mr.  Thompson:     Between  Caldwell,  Kansas,  and  El  Eeno. 
Mr.  Sheean:     Caldwell,  Kansas,  and  El  Eeno? 
Mr.  Thompson:     Yes,  sir. 

Mr.  Sheean :     During  the  time  that  you  ran  there,  did  you 
at  any  time,  because  of  a  turning  of  switch  lights,  jump  off  of 
the  engine  and  sustain  a  fracture  of  the  collar  bone? 
Mr.  Thompson:     No,  sir. 

Mr.  Sheean :  Was  there,  at  the  town  of  Dover,  at  any  time 
during  the  time  that  you  operated  there,  a  switch  light  turned 
as  you  approached,  which  caused  you  to  jump  off  an  engine? 
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Mr.  Thompson:     No,  sir. 

Mr.  Sbeean:  Did  you  ever  have  any  experience  of  tbal 
sort,  at  or  near  the  town  of  Dover? 

Mr.  Thompson:     No,  sir. 

Mr.  Sheean :  Did  you  ever  hear,  during  the  time  that  you 
worked  there,  of  any  such  occurrence  as  that? 

Mr.  Thompson:     No,  sir. 

Mr.  Sheean :  Did  you  ever  tell  anybody  that  you  had  sus- 
tained a  fracture  of  a  collar  bone  which  caused  you  to  be  laid 
up  five  or  six  weeks? 

Mr.  Thompson:     No,  sir. 

Mr.  Sheean:  Have  you  any  knowledge  of  any  such  occur- 
rence ever  taking  jolace  on  the  Eock  Island? 

Mr.  Thompson:     No,  sir. 

Mr.  Sheean:  Well,  during  any  time  that  you  operated 
there  on  the  Eock  Island,  did  an  occurrence  such  as  this  take 
place:  ''That  while  drifting  down  the  hill  at  Dover,  in  river 
bottom,  it  was  snowing  and  foggy  like,  so  that  you  could  not  see 
the  switch  stand  only  about  ten  car  lengths  ahead,  and  when 
you  first  noticed  it — when  the  engineer  noticed  it,  he  said, 
'There  is  a  red  switch  light,  somebody  left  a  switch  open  or 
something  like  that,'  and  he  set  his  brake  in  emergency  and 
said  'Get  off,'  and  we  both  got  off."  "Were  you  ever  a  party 
to  any  experience  of  that  sort? 

Mr.  Thompson :  No,  sir,  not  exactly  to  that  effect.  I  think 
that  on  this  trip  that  I  held  an  order  to  meet  a  north  bound 
train  there,  and  I  was  approaching  Dover  with  my  train  under 
control,  expecting  to  stop  there,  and  if  I  remember  correctly 
the  train  had  taken  the  side  track,  but  I  believe  they  had  been 
using  the  switch,  and  I  saw  the  switch  was  red,  but  it  was  imme- 
diately turned  back  again,  as  soon  as  they  saw  me  coming.  I 
think  the  train  intended  to  come  out — or  the  engine  intended 
to  come  out  and  get  water,  or  come  out  on  the  main  line  for  some 
purpose,  but  as  soon  as  they  saw  or  heard  us  coming  they  threw 
the  switch  back.  Now,  tliat  is  as  near  as  I  can  remember  the 
occurrence. 

Mr.  Sheean:    Well,  did  you  jump  off  the  engine? 

Mr.  Thompson:     I  did  not,  no,  sir. 

Mr.  Sheean:     Or  did  your  fireman  jump  off  your  engine? 
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Mr.  Thompson :  Not  to  my  recollection,  no,  sir.  If  lie  did, 
I  do  not  remember  the  occurrence  at  all. 

Mr.  Sheean :  Well,  did  you  at  any  time  go  up  against  the 
whistle  board  in  getting  off  your  engine  there  at  Dover  ? 

Mr.  Thompson:     No,  sir. 

Mr.  Sheean :  Or  receive  an  injury  that  put  you  in  bed  for 
a  time? 

Mr.  Thompson:     No,  sir. 

Mr.  Sheean:  Do  you  know  of  any  occurrence  where  a 
trainmaster  ever  turned  the  switch  lamp  red  I 

Mr.  Thompson:     No,  sir,  I  do  not. 

Mr.  Sheean:  Well,  the  occurrence  that  you  speak  of  at 
one  time  was  where  a  train  was  in  on  the  siding! 

Mr.  Thompson:     Yes,  sir. 

Mr.  Sheean :  And  as  you  approached,  seeing  the  red  light, 
you  tried  to  stop  the  train? 

Mr.  Thompson :     Well,  I  believe  I  did,  yes,  sir. 

Mr.  Sheean :  Well,  you  speak  of  having  it  under  control, 
but  before  getting  to  the  light  thought  the  switch  Avas  turned 
back,  that  the  crew  was  in  on  the  siding,  as  I  understood  you. 

Mr.  Thompson:  Well,  I  am  not  positive  it  was  a  switch 
light,  it  may  have  been  some  other  red  light,  but  I  remember — 
that  is,  I  have  a  slight  recollection  of  seeing  a  red  light,  on 
approaching  there. 

Mr.  Sheean :  Well,  now,  was  there  at  the  point — at  Dover, 
during  your  experience  there,  any  throwing  of  lights  in  what  is 
knowTi  as  a  "surprise  test,"  so  far  as  you  know? 

Mr.  Thompson:  Not  while  I  was  there,  no,  sir;  not  that 
I  remember  at  all. 

Mr.  Sheean:  At  no  time  there  did  you  ever  get  off  the 
engine  and  against  a  whistle  board,  and  break  a  collar  bone,  or 
anvthing  of  that  sort? 

Mr.  Thompson :  No,  that  is  something  I  am  very  positive 
of,  that  I  never  got  off  of  the  engine. 

Mr.  Sheean :     You  may  cross-examine. 

CROSS-EXAMINATION. 

Mr.  Stone:     Did  you  ever  have  your  collar  bone  lu-oken? 
Mr.  Thompson :     No,  sir. 
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Mr.  Stoiio:  Did  you  over  liavo  your  collar  houo  hrokcn,  iu 
your  life? 

Mr.  Thompson:     No,  sir. 

Mr.  Stone:  Did  you  ever  have  any  ril)s  I'raetured  in  vour 
life? 

Mr.  Thompson:     No,  sir. 

Mr.  Stone :  I  think  you  said  they  had  this  switch  open,  or 
at  least  the  engine  was  ready  to  come  out  and  take  water,  ])rob- 
ably  to  come  out  and  take  water,  did  you  not? 

Mr.  Thompson:  That  was  merely  a  supposition  on  my 
part.    I  did  not  see. 

Mr.  Stone :  Talk  to  the  Board.  I  will  hear  you,  Mr. 
Thompson. 

Mr.  Thompson:  That  was  merely  a  supposition  on  my 
part.  I  think,  as  near  as  I  can  remember,  that  that  was  the 
way  that  it  was  intended,  tliat  they  intended  to  come  out  on 
the  main  line,  but  when  they  saAv  or  heard  us  coming,  that  they 
probably  threw  the  switch  back  again. 

Mr."  Stone:     That  was  in  1908  or  1909? 

Mr.  Thompson:     1909. 

Mr.  Stone:     In  February? 

Mr.  Tliomi)son :  No,  it  must  have  been  in  January.  Now,  it 
possibly  may  have  been  the  latter  part  of  1908.  I  don't  remem- 
ber the  exact  date  of  the  occurrence. 

Mr.  Stone:     You  were  going  south  or  north? 

Mr.  Thompson:     I  was  going  south. 

Mr.  Stone:  Do  southbound  trains  have  the  right  to  the 
main  line? 

Mr.  Thompson:  Yes,  sir,  I  think  they  do;  but  at  least,  I 
was  a  train  of  superior  right,  superior  direction. 

Mr.  Stone:  Then  you  would  have  the  right  to  hold  the 
main  line? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Stone :  And  would  have  the  full  length  of  the  passing 
track  in  which  to  stop? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Stone:  You  would  simply  have  to  stop,  to  clear  the 
other  end? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Stone :     Coming  back  to  that  question  of  water,  I  have 
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been  with  the  Rock  Island  for  a  number  of  years,  and  was  their 
General  Chairman  for  a  number  of  years ;  I  do  not  see  how  they 
could  take  water  there,  when  there  was  no  water  tank  at  that 
station. 

Mr.  Thompson :  Well,  that  was  six  years  ago,  and  I  have 
not  given  the  matter  another  thought,  and  I  don't  remember 
that  there  was  a  water  station  there;  but  as  near  as  I  can 
remember  I  held  an  order  to  meet  an  extra  train,  or  meet  a 
northbound  train.  They  might  have  been  intending  to  come  out 
and  set  out  a  car  or  something  to  that  effect,  but  I  am  not 
positive  just  how  that  occurred. 

Mr.  Stone :  Would  they  come  out  and  take  water,  if  there 
had  been  a  tank  there,  or  would  they  come  out  and  set  off  cars, 
in  the  face  of  a  superior  train,  without  a  flag  out  1 

Mr.  Thompson:  They  ought  not  to,  no,  sir;  they  have  no 
right  to. 

Mr.  Stone:     There  was  no  flag  out? 

Mr.  Thompson:     No,  sir. 

Mr.  Stone :  You  say  that  you  saw  some  kind  of  a  red  light ; 
you  are  not  sure  it  was  a  switch  light? 

Mr.  Thompson :  No,  I  am  not  positive,  although,  as  near  as 
I  can  remember,  I  think  it  was  a  switch  light.  I  think  I  made 
some  remark  about  it. 

Mr.  Stone :  If  it  was  not  a  switch  light  that  was  red,  did 
you  see  the  switch  light  clear,  at  that  opposing  point  switch? 

Mr.  Thompson:  The  switch  lights  were  clear  when  I 
passed  them,  or  got  up  to  them. 

Mr.  Stone :  Who  was  your  fireman  on  this  particular  trip 
you  speak  of? 

Mr.  Thompson:     I  don't  remember  the  man's  name. 

Mr.  Stone:    Was  it  Mr.  Modenbach? 

Mr.  Thompson:    It  may  have  been,  yes,  sir. 

Mr.  Stone:     He  did  fire  for  you,  did  he  not? 

Mr.  Thompson :  I  think  a  man  by  that  name  fired  for  me 
a  trip  or  so. 

Mr.  Stone:    You  did  not  jump  off  the  train  at  this  point? 

Mr.  Thompson:    No,  sir;  I  am  positive  on  that  point. 

Mr.  Stone :  You  did  not  jump  or  land  against  the  whistle 
post,  as  you  jumped  off? 

Mr.  Thompson:    No. 
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Mr.  Stone:  Yon  did  not  lay  off  some  four  or  five  weeks 
from  the  injuries  received? 

Mr.  Thompson:     I  did  not. 

Mr.  Stone:  And  yon  never  told  anyone  that  you  were 
injured  ? 

Mr.  ThomjDSon:     No,  sir. 

Mr.  Stone:     From  a  surprise  test! 

Mr.  Thompson:     No. 

Mr.  Stone:  Did  you  have  any  conversation  witli  tlie  train- 
master on  that  particular  night? 

Mr.  Thompson:     No,  sir. 

Mr.  Stone :     Did  you  see  him  at  this  station  ? 

Mr.  Thompson:     No,  sir. 

Mr.  Stone :  Yon  did  not  receive  any  instructions  from  him 
to  pull  down  so  he  could  get  on  the  caboose? 

Mr.  Thompson:    No. 

Mr.  Stone :  Mr.  Chairman,  of  course  this  is  all  new  to  us, 
and  I  do  not  know  Mr.  Thompson  at  all,  but  I  am  going  to  insist 
that  we  be  allowed  the  iDrivilege  of  taking  an  X-Kay  photograph 
of  Mr.  Thompson,  to  see  whether  his  collar  bone  ever  was  broken 
or  not. 

Mr.  Sheean :  That  is  a  matter  of  purely  personal  privilege 
to  Mr.  Thompson.  I  do  not  know  that  the  Conference  Committee 
of  Managers  have  any  right  to  say  anything  in  reference  to  the 
matter. 

Mr.  Stone  :  That  is  all  right,  but  when  you  bring  a  witness 
in,  in  rebuttal,  and  he  denies  everything  in  fact,  we  are  going 
to  find  out  whether  anything  of  this  kind  ever  happened  to  him 
or  not. 

Mr.  Sheean :  I  say,  we  have  no  objection.  I  do  not  know 
whether  Mr.  Thompson  has  any  objection  or  not. 

Mr.  Stone :  It  is  immaterial  to  me  whether  Mr.  Thompson 
has  any  objection  or  not.  When  he  makes  a  statement  of  that 
kind,  we  are  going  to  know  whether  it  really  ever  happened 
or  not. 

Mr.  Sheean :  The  reason  I  make  that  remark  is,  where  it  is 
considered  in  a  great  many  cases  necessary  to  take  X-Ray 
photographs,  the  courts  have  generally  held  that  it  is  purely  the 
personal  privilege  of  the  witness. 
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Mr.  Thompson  :  I  have  no  objection  whatever,  and  if  there 
is  anytliiug  In'oke,  I  would  like  to  find  it  out. 

Mr.  Stone:  If  anything  was  broken,  and  it  was  mended, 
I  think  we  will  find  it  out,  imless  it  was  an  unusually  good  job. 

Mr.  Sheean :     Well,  Mr.  Thompson  says  he  has  no  objection. 

Mr.  Stone :  Are  you  a  member  of  either  one  of  these 
organizations  ? 

Mr.  Thompson:  I  am  a  meml)er  of  the  Brotherhood  of 
Locomotive  Engineers. 

Mr.  Stone:     At  the  present  time! 

Mr.  Thompson:     Yes,  sir. 

Mr.  Stone:     Have  you  been  a  member  all  these  years!  * 

Mr.  Thompson:     Yes,  sir. 

Mr.  Stone :  What  division  do  you  belong  to  at  the  present 
time ! 

Mr.  Thompson:  Grand  Eapids  Division,  No.  286,  Grand 
Eapids  Division. 

Mr.  Stone :  Did  you  ever  transfer  your  membership  to  the 
division  of  Chickasaw,  Indian  Territory! 

Mr.  Thompson  :     Xo,  sir. 

Mr.  Stone :     I  think  that  is  all. 

Mr.  Nagel:  Mr.  Thompson,  did  you  know  that  you  were 
to  meet  a  nortli  bound  train,  before  you  saw  that  light! 

Mr.  Thompson :  As  near  as  I  can  remember,  I  had  an 
order  to  meet  a  north  l)ound  train  there. 

Mr.  Nagel:  And  you  had  your  train  under  control,  hav- 
ing that  in  mind! 

Mr.  Thompson:     Yes,  sir. 

The  Chairman :  Have  you  ever  had  experience  with  what 
is  known  as  a  surprise  test,  while  acting  as  an  engineer! 

Mr.  Thompson:     Not  that  I  remember  of,  no,  sir. 

The  Chairman :     You  know  nothing  about  that ! 

Mr.  Thompson:     No,  sir. 

The  Chairman:     That  is  all. 

Mr.  Park:  How  long  were  you  employed  as  engineer  on 
the  Rock  Island? 

Mr.  Thompson:     Four  months. 

Mr.  Park:     Four  months! 

Mr.  Thomi)son:     Yes,  sir. 
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:\rr.  Park:  Yon  wont  tlicrc  during  a  rnsh,  from  the  Pere 
Marqnette  ? 

Mr.  Tlionipson:     Yes,  sir. 

Mr.  Park:     On  a  leave  of  al)sence? 

Mr.  Tbom})son :     Yes,  sir. 

Mr.  Park:     And  tlien  retnincd  to  t]io  Pcic  Mariinctte? 

Mr.  Tboni]ison  :     Yes,  sir. 

Mr.  Park:  How  lon.n'  liavc  yon  been  (Mn])loyed  with  tlie 
Pere  Marqnette? 

Mr.  Tlionii).s()ii:     Since  1!)04. 

Mr.  Park:     ]9()4.     In  wliat  cai)acities? 

Mr.  Thompson:     As  an  engineer,  most  of  the  time. 

Mr.  Park:     Where  did  you  do  your  firing? 

Mr.  T]iom])son:  I  did  my  tiring  on  tlie  Northern  Pacific 
Railroad. 

Mr.  Park:     On  the  Northern  Pacific? 

Mr.  Thompson :     Yes,  sir. 

Mr.  Park:  Did  yon  run  an  engine  on  the  Northern 
Pacific? 

^Ir.  Thompson:     Yes,  sir. 

Mr.  Park :  And  yon  left  there  and  went  to  the  Pere  Mar- 
quette? 

Mr.  Thompson :  No,  sir,  I  left  there  and  went  to  the  Den- 
ver &  Eio  Grande,  and  from  the  Denver  &  Rio  Grande  I  went 
to  the  Pere  Marquette. 

Mr.  Park:  Did  yon  rnn  an  engine  on  the  Denver  &  Rio 
Grande? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Park:  And  then  you  went  from  there  to  the  Pere 
Marquette? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Park :  And  yonr  ]iresent  capacity  is  that  of  an  official, 
roundhouse  foreman? 

Mr.  Thompson:     Roundhouse  foreman,  yes,  sir. 

Mr.  Park:  While  yon  were  on  the  Rock  Island,  yon  say 
you  experienced  no  surprise  tests  whatever? 

Mr.  Thompson:  Not  to  my  recollection,  no,  sir.  I  have 
no  knowledge  or  no  recollection  of  anything  of  that  kind  oc- 
curring there. 

Mr.  Park:     In  this  particular  instance,  did  you  say  any- 
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thing  to  tlie  fireman  about  tlie  possibility  of  a  switch  being- 
opened,  as  you  ajDproached  it? 

Mr,  Thompson:  As  near  as  I  can  remember,  I  did  say 
something  about  it.  I  have  just  a  slight  recollection  of  saying 
something  to  the  fireman  about  a  switch  being  wrong,  or  a  red 
light  being  turned. 

Mr.  Park:  You  don't  know  whether  this  train  backed  in 
there  or  was  just  shutting  a  switch  just  as  it  occurred  that  you 
saw  the  red  light! 

Mr.  Thompson:  No,  I  couldn't  say,  but  I  hardly  think 
they  backed  in;  I  don't  think  they  would  do  that. 

Mr.  Park:     Was  their  headlight  covered,  did  you  say? 

Mr.  Thompson :     I  believe  it  was,  yes,  sir. 

Mr.  Park:  Do  you  know  the  condition  of  the  weather  at 
the  time? 

Mr.  Thompson:  Well,  we  had  had  a  heavy  storm  that 
night,  but  I  don't  remember  whether  that  had  cleared  up  at 
that  point  or  not? 

Mr.  Park:     A  snow  storm? 

Mr.  Thompson:  Yes,  sir.  We  left  Caldwell  in  the  after- 
noon in  a  heavy  snow  storm,  but  I  think  it  cleared  up  about  the 
time  we  got  to  Enid,  Oklahoma,  and  I  am  not  sure  whether  it 
was  snowing  at  the  time  we  reached  Dover  or  not,  but  I  don't 
hardly  think  it  was. 

Mr.  Park:     How  far  do  you  think  you  saw  this  light? 

Mr.  Thompson:  Why,  perhaps  15  or  20  car  lengths,  or 
such  a  matter;  maybe  further  than  that.  I  haven't  a  very  clear 
recollection  of  that. 

Mr.  Park :  Do  you  remember  the  location  of  the  whistling 
post  relative  to  the  switch? 

Mr.  Thompson:     No,  sir,  I  do  not. 

Mr.  Park:  That  is  usually  about  a  half  mile  from  the 
switch,  is  it  not? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Park:     That  would  be  50  car  lengths? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Park :     I  think  that  is  all. 

Mr.  Stone :  Mr.  Thompson,  how  do  you  remember  the  de- 
tails of  this  particular  trip  so  closely,  after  so  many  years, 
unless  there  is  something  to  impress  it  on  your  memory? 
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Mr.  Thompson:  Well,  there  were  things  occurred  Ihat 
trip  that  don't  occur  every  trip.  We  left  Caldwell,  Kansas,  with 
one  of  the  1700  class  of  engines;  I  don't  remember  the  exact 
number.  Our  grates  fell  down  about  ten  miles  from  Enid,  and 
we  had  to  set  the  engine  out  at  Enid  and  get  another  engine 
there.  We  got  an  oil  burning  engine  at  Enid,  Oklahoma,  and  we 
were  short  of  fuel  when  we  left  there.  At  that  time  they  hap- 
pened to  be  out  of  oil  at  that  station,  so  there  was  consideralile 
argument  about  whether  we  would  proceed  under  those  condi- 
tions or  not.  We  finally  did  proceed  as  far  as  Dover,  and  there, 
our  oil  supply  was  so  near  exhausted,  that  I  insisted  on  setting 
out  the  train  and  going  in  light  with  the  engine. 

We  pulled  down  and  backed  in,  and  I  sent  word  to  the  con- 
ductor, or  let  the  head  brakeman  off  at  the  south  switch,  and  told 
him  to  tell  the  conductor  that  I  would  have  to  cut  and  go  for  oil. 
They  backed  us  in  on  the  passing  track,  and  the  brakeman  closed 
the  switch,  and  I  told  him  to  cut  the  engine  off,  that  I  would 
proceed  for  oil ;  and  he  said  the  conductor  wanted  to  call  up  the 
despatcher  and  find  out  whether  they  wanted  him  to  switch  out 
the  merchandise  and  take  it  with  us  or  not.  I  told  him  I  didn't 
have  oil  to  do  that;  that  I  would  go  light,  because  I  would  not 
have  oil  enough  to  get  to  El  Reno  unless  I  did,  and  the  brake- 
man  didn't  pay  any  attention  to  my  request  or  instructions,  but 
went  back,  and  I  cut  the  engine  off  myself,  and  the  fireman 
handled  her,  and  we  went  out  onto  the  main  line  and  closed  the 
switch,  and  proceeded  light  to  El  Reno  for  oil,  expecting  to  go 
back  and  pick  up  the  train;  but  when  we  got  to  El  Reno  they 
told  us  they  had  got  another  crew  ready  and  sent  them  back  to 
pick  up  the  train. 

It  was  those  particular  incidents  happening  that  impressed 
it  upon  my  mind  so  thoroughly  that  I  never  forgot  that  one  trip. 

Mr.  Stone:  Can  you  remember  the  next  trip,  anything 
special  that  occurred  on  that  trip? 

Mr.  Thompson :  The  next  tri])  I  made  south  with  the  very 
same  engine,  that  is,  with  the  very  same  oil  burning  engine, 
went  south  to  Waurika,  but  nothing  of  that  kind  happened  on 
that  trip. 

Mr.  Stone :  ^Vhat  were  the  weather  conditions  on  that  trip  ? 

Mr.  Thompson:  Well,  it  was  still  cold  weather;  quite  a  bit 
of  snow  on  the  ground,  but  I  don't  tliink  that  we  had  any  storm. 
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Mr.  Stone :  That  wliistliiig  post  that  has  been  so  hard  to 
locate,  is  it  not  a  fact  that  there  is  a  whistling  post  about  15  or 
20  car  lengths  from  the  north  switch  for  a  road  crossing  down 
part  way  on  the  i^assing  track  ? 

Mr.  Thoni])son:     I  don't  remember  that  now. 

Mr.  Stone:     There  is  a  road  crossing  there,  is  there  not! 

Mr.  Thompson:  I  don't  remember  that,  either.  I  didn't 
work  only  a  short  time — that  is.  I  didn't  make  but  a  few  trips 
north.  My  time  on  the  Oklahoma  division  was  only  two  months 
there,  and  I  worked  north  and  south  out  of  Chickasha  and  El 
Eeno,  and  also  went  out  of  Chickasha^  and  down  from  Anadarko 
to  Waurika  on  the  other  branch.  I  was  working  all  over  that 
part  of  the  division,  that  is,  all  over  that  division,  but  not  very 
much  on  either  one  of  the  divisions. 

Mr.  Stone:  What  part  of  the  Northern  Pacific  did  you 
fire  on? 

Mr.  Thompson:     I  fired  out  of  Tacoma. 

Mr.  Stone :     Out  of  Tacoma  ? 

Mr.  Thompson:     Yes,  sir. 

Mr.  Stone:  What  part  of  the  Denver  &  Eio  Grande  did 
you  run  on? 

Mr.  Thompson:  On  the  west  end,  between  Helper,  Utah, 
and  Ogden  and  Salt  Lake  City. 

Mr.  Stone:     I  think  that  is  all. 

Mr.  Sheean :     That  is  all. 

(Witness  excused.) 

Mr.  Sheean:  Did  you  want  to  arrange  about  the  X-Ray, 
between  you  and  Mr.  Thompson,  Mr.  Stone? 

Mr.  Stone:  We  will  figiire  that  out.  I  don't  think  they 
call  it  an  X-Eay ;  I  think  they  call  it  a  skiagraph,  at  the  present 
time.  I  had  two  taken  recently  myself,  is  the  way  I  come  to 
know. 

Mr.  Carter :  Mr.  Chairman  and  gentlemen,  would  it  be  in 
order  to  place  Mr.  Modenbach  on  the  stand? 

The  Chairman :     Yes,  you  can  recall  him  if  you  desire. 

0.  F.  MODENBACH  was  recalled  for  further  examination 
and  having  been  previously  sworn,  testified  as  follows : 

Mr.  Carter :  Mr.  Modenbach,  do  you  remember  your  testi- 
mony some  time  ago  with  regard  to  this  so  called  efficiency  test? 
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Mr.  Modenbaeli:     Yes,  sir,  I  do. 

Mr.  Carter:     Have  you  read  it  since  tiiat  tinie? 

Mr.  Modenbaeli:     Yes,  sir. 

Mr.  Carter:     Where  did  you  road  it? 

Mr.  Modenbaeli:  I  read  i1  nji  in  Mr.  IMiillip's  looni.  most 
of  it. 

Mr.  Carter:     Wluit  time  was  that? 

Mr.  Modenbach:     That  was   tliis  morning. 

Mr.  Carter:     You  read  it  this  morning? 

Mr.  Modenbaeh  :     Yes,  sir. 

Mr.  Carter:     It  is  very  unfortunate  you  did. 

Mr.  Modenbach:     Well,  I  was  just  looking  it  over. 

Mr.  Carter:  Therefore,  we  will  not  refer  t()  it  at  all.  Evi- 
dently you  have  read  the  record. 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  I  intended  to  put  you  on  the  stand  without 
your  reading  it,  to  see  if  you  could  remember  what  you  said. 
It  is  very  unfortunate.  Now,  as  to  what  you  stated  at  that  time, 
and  what  you  have  read  this  morning,  do  you  know  that  to  be 
the  exact  truth,  and  the  whole  truth,  and  nothing  but  the  truth? 

Mr.  Modenbach:     I  do. 

Mr.  Carter:     You  state  that  under  oath? 
Mr.  Modenbach:     I  do,  sir. 

Mr.  Carter:  Will  you  now  state  to  this  Board  what  trans- 
pired, after  you  left  here  to  return  to  your  work  ? 

Mr.  Modenbach:  Well,  after  I  got  back  to  El  Reno,  I 
reported  for  work. 

Mr.  Carter:     Well,  did  you  go  to  work? 

Mr.  Modenbach:     I  did. 

Mr.  Carter:     How  soon  after? 

Mr.  Modenbach:  I  got  in  there  at  night,  and  I  went  out 
during  the  day  sometime. 

Mr.  Carter:     The  next  day? 

Mr.  Modenbach:     Yes. 

Mr.  Carter:  You  said  before  when  you  were  here  tliat  you 
were  on  the  extra  list,  did  you  not? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  Had  business  improved  wlien  you  went  back, 
so  far  as  a  regular  job  for  you? 
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Mr.  Modenbacli:  Yes,  sir,  I  had  a  regular  job  when  I  got 
back. 

Mr.  Carter:  Had  business  greatly  improved  on  the  Eock 
Island? 

Mr.  Modenbach:     Yes,  sir,  quite  a  bit? 

Mr.  Carter :  Have  they  hired  more  men  on  the  Rock  Island, 
since  then? 

Mr.  Modenbacli:    Yes,  sir. 

Mr.  Carter:  Does  that  indicate  there  has  been  a  great 
increase  in  business  on  the  Rock  Island? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  When  you  went  back,  did  you  attempt  to 
make  an  investigation  of  this  matter? 

Mr.  Modenbach:  I  asked  the  general  foreman  for  an  old 
register,  that  I  might  find  something  out  about  it. 

Mr.  Carter:     Did  he  give  it  to  you,  or  let  you  see  it? 

Mr.  Modenbach :     No,  sir,  he  said  he  didn't  think  he  had  it. 

Mr.  Carter:  Mr.  Modenbach,  did  you  hear  a  transcript 
read  here  of  that  trip,  while  you  were  a  witness? 

Mr.  Modenbach:    Yes,  sir. 

Mr.  Carter:  Don't  you  think  if  they  did  not  have  it  to 
show  to  you,  they  would  not  have  had  it  to  have  made  a 
transcript  for  the  information  of  this  Board? 

Mr.  Modenbach:     I  don't  know. 

Mr.  Carter :  You  heard  the  transcript  from  that  record  of 
that  trip,  did  you  not? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  And  yet,  when  you  went  to  the  foreman  to 
ask  to  look  at  that  register,  he  told  you  he  did  not  think  he 
had  it? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:     You  were  denied  ever  seeing  it? 

Mr.  Modenbach:     I  never  saw  it. 

Mr.  Carter :  Subsequent  to  that,  did  anybody  eome  to  you 
about  the  testimony  that  you  have  given  here,  which  was  in  the 
papers  down  there? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:     Who  did  it? 

Mr.  Modenbach:     Engineer  Good. 

Mr.  Carter:     Who  is  Engineer  Good? 
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Mr.  Modenbacli:  He  is  an  engineer,  working  out  of  El 
Eeno. 

Mr.  Carter:  What  did  he  say  to  you?  Where  did  he  come 
to  you?    Where  were  you  when  he  came  to  you? 

Mr.  Modenbach:  Well,  I  don't  remember  right  where  I 
was  at. 

Mr.  Carter:     Were  you  on  your  engine? 

Mr.  Modenbach:  No,  sir,  around  about  the  roundhouse 
somewheres. 

Mr.  Carter:     What  did  he  say  to  you? 

Mr.  Modenbach:     He  said  he  remembered  of  the  time. 

Mr.  Carter:  He  remembered  hearing  it  talked  about  at 
the  time? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  What  other  person  came  to  you  and  said  he 
remembered  it? 

Mr.  Modenbach:     Engineer  Fox. 

Mr.  Carter:     Where  did  he  come  to  you? 

Mr.  Modenbach:     He  was  on  the  engine  at  Chickasaw. 

Mr.  Carter:     Whose  engine? 

Mr.  Modenbach:     Engine  I  was  firing. 

Mr.  Carter:  How  did  he  come  to  get  on  the  engine  you 
were  firing? 

Mr.  Modenbach :  He  got  on  out  at  the  crossing,  at  Frisco 
crossing. 

Mr.  Carter:     What  did  he  say  to  you? 

Mr.  Modenbach:  He  said  he  seen  my  statement  in  the 
paper  and  it  reminded  him. 

Mr.  Carter:     He  remembered  it? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  AVlio  else  called  your  attention  to  the  fact 
that  he  remembered  it? 

Mr.  Modenbach:     Fireman  Beverly. 

Mr.  Carter :     Spell  it. 

Mr.  Modenbach:     B-e-v-e-r-l-y. 

Mr.  Carter:    What  did  Fireman  Beverly  say? 

Mr.  Modenbach:  He  said  he  remembered  something 
about  it. 

Mr.  Carter:     Did  you  make  any  further  investigation? 

Mr.  Modenbach:     No,  sir,  I  did  not. 
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Mr.  Carter:     You  went  back  to  your  work? 

Mr.  Modenbacli:     Yes,  sir. 

Mr.  Carter:  Did  you  anticipate  that  you  would  be  called 
here  ? 

Mr.  Modenbacli:  I  did  not  think  at  the  time  I  would  be, 
no,  sir. 

Mr.  Carter:     Have  you  a  telearam  you  received  from  me? 

Mr.  Modenbacli:     Yes,  sir. 

Mr.  Carter :     Will  you  read  that  telegram  ? 

Mr.  Modenbacli:     I  haven't  it  with  me. 

Mr.  Carter:     You  haven't? 

Mr.  Modenbach:     No. 

Mr.  Carter :     I  understood  you  to  say  that  you  had. 

Mr.  Modenbach:     Well,  I  didn't  understand  you  right. 

Mr.  Carter:  Well,  I  will  state  the  substance  of  the  tele- 
gram and  see  if  it  is  about  as  you  received  it.  I  wired  you,  I 
suppose,  about  a  week  ago,  at  the  time  the  matter  came  up  here, 
where  it  was  announced  by  the  Board — rather  by  Mr.  Sheean, 
that  they  had  found  Mr.  Thompson.  I  wired  you  to  make  ar- 
rangements to  come  here  immediately,  did  I  not? 

Mr.  Modenbacli:     Yes,  sir. 

Mr.  Carter:  Did  I  also  ask  you  to  bring  with  you  others 
who  could  testify  also  in  this  matter? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter :  Did  1  say  to  you  that  on  account  of  not  hav- 
ing time  to  get  passes,  for  you  to  pay  your  railroad  fare? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  Did  I  say  also  that  the  same  thing  would 
apply  to  anybody  else  from  your  party? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter :     When  Avas  that  telegram  received  by  you  ? 

Mr.  Modenbach:     It  was  received  about  Friday  noon. 

Mr.  Carter:     Friday  noon? 

Mr.  Modenbach :     Yes,  when  I  got  in. 

Mr.  Carter :  Why  was  it  not  received  by  you  before  that 
time? 

Mr.  Modenbach:     I  was  out  on  the  road. 

Mr.  Carter:     How^  long  had  you  been  out  on  the  road? 

Mr.  Modenbach:  I  don't  remember  just  what  time  I  had 
left. 
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Mr.  Carter:  AVell,  had  you  been  out  ou  the  road  two 
hours,  three  hours,  a  day? 

Mr.  Modenl)ach:     Yes,  sir,  several  hours. 

Mr.  Carter:  Well,  when  you  received  the  teleurain,  iu 
whose  possession  Avas  it? 

Mr.  Modenbach:     It  ^vas  broui>ht  to  my  wife. 

Mr.  Carter:  She  gave  you  the  telegram,  when  you  got 
home? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:     This  was  last  Friday,  at  noon? 

Mr.  ^lodenbach  :     Yes,  sir. 

Mr.  Carter :     When  did  you  leave  there,  to  come  here  ? 

Mr.  Modenbach:     I  left  there  Saturday  morning.. 

Mr.  Charter:     About  liow  many  hours  afterwards? 

Mr.  Modenbach:  Well,  I  left  Saturday  morning,  about 
four  o'clock. 

Mr.  Carter:     About  four  o'clock  in  the  morning? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:  Did  you  liave  oi)]tortunity — by  the  way,  why 
did  you  leave  so  suddenly?  Wliy  did  you  not  stav  to  investi- 
gate ? 

Mr.  Modenbach :  Well,  I  could  not  leave  Sunday  and  get 
up  here  in  time,  Monday  morning. 

Mr.  Charter:  Then  you  did  not  have  tinu^  to  investigate 
very  thoroughly? 

Mr.  Modenbach  :     No,  sir. 

Mr.  Carter:     Tell  us  what  you  did  do,  Friday  afternoon? 

Mr.  Modenbach:  AVell,  I  asked  an  engineer  to  come  up 
with  me. 

Mr.  C^artei-:     Who  did  von  ask? 

Mr.  Modenbach  :     Engineer  Good. 

Mr.  Carter:     \Vhat  did  you  ask  him  to  do? 

Mr.  Modenbach:  T  asked  him  whether  he  would  come  up 
here,  or  make  me  out  a  written  statement. 

Mr.  Carter :     What  did  he  say  ? 

Mr.  Modenbach:  He  said  he  wouldn't;  he  said  he  didn't 
rememl)er  enough  about  it. 

Mr.  Carter:     But  did  he  say  he  remembered  it? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Sheean  :     Remembered  hearing  about  it? 
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Mr.  Carter :  That  is  it,  remembered  hearing  about  it. 
Did  you  ask  anybody  else? 

Mr.  Modenbach:     Beverly,  the  fireman? 

Mr.  Carter:     What  did  he  say? 

Mr.  Modenbach:     He  said  he  remembered  about  it. 

Mr.  Carter:     Would  he  come? 

Mr.  Modenbach:     I  don't  know  whether  he  would  or  not. 

Mr.  Carter:     Well,  did  you  see  Engineer  Fox  again? 

Mr.  Modenbach :     No,  sir,  I  did  not ! 

Mr.  Carter:  Do  you  believe,  if  you  had  had  ample  time, 
that  you  could  get  plenty  of  people  to  testify  that  they  remem- 
bered the  incident,  from  hearsay? 

Mr.  Modenbach :     I  think  so,  yes,  sir. 

Mr.  Carter :  This  gentleman,  Mr.  Thompson,  who  was  just 
on  the  stand,  do  you  remember  him  as  the  engineer  you  were 
with  that  night? 

Mr.  Modenbach :     I  think  I  do. 

Mr.  Carter:     You  think  he  was  the  same  man? 

Mr.  Modenbach:     I  think  so. 

Mr.  Carter:  Now,  Mr.  Modenbach,  after  hearing  him  tes- 
tify with  regard  to  a  trip,  running  for  oil,  do  you  also  remember 
that  trip? 

Mr.  Modenbach:     I  remember  that  trip. 

Mr.  Carter:     Substantially  as  he  told  it? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter:     But  the  other  trip  was  distinct  from  this? 

Mr.  Modenbach:     It  is  a  distinct  trip,  yes,  sir. 

Mr.  Carter:     That  is  all. 

CROSS  EXAMINATION. 

Mr.  Slieean:  You  are  sure  that  you  made  more  than  one 
trip  with  Engineer  Thompson? 

Mr.  Modenbach:  I  do  not  know.  According  to  my  mind, 
when  this  occurred  I  was  with  Engineer  Thompson. 

Mr.  Sheean:  I  understood  you  to  say  in  response  to  the 
last  question,  Mr.  Modenbach,  that  you  remembered  distinctly  a 
trip  such  as  Mr.  Thompson  described  here. 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Sheean:     On  which  there  was  no  surprise  test? 

Mr.  Modenbach:     No,  there  was  not. 
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Mr.  Slieean:  Now,  are  you  sure  that  you  ever  made  more 
than  one  trip,  as  fireman,  on  an  engine  on  which  Mr.  Thompson 
was  engineer? 

Mr.  Modenbach:  I  did  not  remember  tlie  tiip,  only  when 
he  spoke  of  it  here. 

Mr.  Sheean:  But  you  do  remember  tliat  trij),  made  with 
him? 

Mr.  Modenbach  :     Yes,  sir, 

Mr.  Sheean:  And  your  recollection  is  that  on  that  trii) 
there  was  no  surprise  test  of  any  kind? 

Mr.  Modenbach :     Mo,  not  on  that  tri}). 

Mr.  Sheean:  You  stated  here  before,  1  think,  Mr.  Moden- 
bach, that  you  were  positive  that  the  engineer  on  the  train  on 
which  this  surprise  test  took  place,  was  Mr.  Thompson? 

Mr.  Modenbach  :     Yes,  sir. 

Mr.  Sheean:  And  the  Mr.  Thompson,  who  was  the  engi- 
neer and  about  whom  you  were  positive,  is  the  gentleman  who 
testified  here  a  few  minutes  ago? 

Mr.  Modenbach :     Yes,  sir. 

Mr.  Sheean:  Have  von  since  that  time,  since  vou  were 
here  last,  been  able  to  refresh  3'our  recollection  as  to  who  the 
conductor  or  either  brakeman  was  on  the  trip  ? 

Mr.  Modenbach:     No,  I  did  not. 
•  Mr.  Sheean:     Did  you  make  any  intpiiries  since  you  have 
been  home  to  ascertain  whether  you  could  locate  a  lirakeman,  or 
the  conductor? 

Mr.  Modenbach:     No,  sir,  I  never  tried  to  locate  them. 
Mr.  Sheean:     And  you  are  not  ;)l)lo  tiow  to  tell  us  nnything 
about  them? 

Mr.  Modenbach:     No. 

Mr.  Sheean :  I  think  you  said,  when  you  were  here  before, 
that  aside  from  you  and  Engineer  Thompson,  about  whom  you 
were  positive,  and  the  trainmaster,  or  the  person  you  thought 
to  be  the  trainmaster,  that  there  was  no  other  person  or  persons 
who  had  any  personal  knowledge  about  the  occurrence,  or  would 
have? 

Mr.  Modenbach:     I  don't  know. 

Mr.  Sheean:  Well,  I  think  you  said,  Mr.  Modenl)ach,  as  I 
remember  it,  that  the  only  three  persons  around  or  about  there 
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at  the  time  were  you  and  the  engineer  and  a  man  whom  you 
took  to  be  a  trainmaster? 

Mr.  Modenbach:     Yes,  sir,  that  is  all  I  remember  of. 

Mr.  Sheean:     That  is  all  you  remember  as  being  there? 

Mr.  Modenbach:    Yes,  sir. 

Mr.  Sheean :  And  you  were  not  able  to  give  us  the  name  of 
the  person  who  you  thought  was  a  trainmaster? 

Mr.  Modenbach :  "Well,  I  have  been  thinking  it  was  Clark, 
but  it  shows  that  Clark  was  not  there  at  the  time,  so  I  will  not 
be  positive  about  the  trainmaster. 

Mr.  Sheean :  And  you  could  not  help  us  to  locate  who  the 
third  man  was  who  was  there,  or  who  would  know  about  the 
occurrence,  if  it  took  place? 

Mr.  Modenbach:     No. 

Mr.  Sheean:     No  way  of  aiding  us  in  that  respect? 

Mr.  Modenbach:     No. 

Mr.  Sheean:  And  these  men  whom  you  have  spoken  of 
here,  Engineer  Good  and  Engineer  Fox  and  Fireman  Beverly, 
simply  said,  since  you  went  back  there,  that  they  remember 
hearing  something  about  it  ? 

Mr.  Modenbach:     Yes. 

Mr.  Sheean :  And  whether  they  remembered  that  they  had 
heard  said  that  there  was  sometliing  of  that  sort,  or  where  they 
got  the  information,  or  what  they  heard,  you  do  not  recall  now? 

Mr.  Modenbach:     No. 

Mr.  Sheean :  But  do  they  remember  of  hearing  the  engi- 
neer stating  to  anybody  that  he  liad  a  collar  bone  broken  or 
jumped  against  a  whistle  board? 

Mr.  Modenbach:     I  never  asked  them. 

Mr.  Sheean:  Do  any  of  them  remember  of  talking  about 
it  with  the  engineer  or  hearing  anything  about  it  from  the 
engineer? 

Mr.  Modenbach :     No,  not  that  I  know  of. 

Mr.  Sheean:  So,  if  any  of  them  heard  anything  about  it, 
they  would  hear  about  it  through  you? 

Mr.  Modenbach:  I  do  not  know;  I  don't  know  where  they 
heard  about  it,  or  whether  I  told  them,  or  the  engineer  I  was 
with  told  them. 

Mr.  Sheean:  But  there  is  not  any  question  but  that  this 
Mr.  Thompson  is  the  Thompson  about  whom  you  were  positive 
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as  being  the  engineer  who  told  you  that  Ids  collar  l)one  was 
broken  ? 

Mr.  Modenbach:    Yes. 

Mr.  Sheean:  Can  yon  fix  the  time  or  place  wiien  he  told 
you  that  his  collar  bone  was  broken,  or  that  he  was  laid  up  for 
several  weeks  f 

Mr.  Modenbach:  Well,  that  was  after  we  got  in,  several 
weeks  afterwards,  when  whoever  it  was,  told  me. 

Mr.  Sheean :  Well,  whoever  it  was,  can  you  tell  us  whoever 
it  was  that  told  you  that! 

Mr.  Modenbach :     Well,  I  think  it  was  Thompson. 

Mr.  Sheean:     Do  you  remember  the  place? 

Mr.  Modenbach :     No,  I  do  not  remember  the  place. 

Mr.  Sheean:  Or  whether  anybody  was  there  at  the  time 
you  had  any  such  talk  with  Thompson? 

Mr.  Modenbach :     No,  not  as  I  remember. 

Mr.  Sheean :  Can  you  tell  us  the  town  where  you  had  any 
such  talk! 

Mr.  Modenbach:  Well,  after  we  left  Kingfisher,  he  com- 
plained about  his  shoulder ;  but  after  we  got  in  is  when  he  told 
me  that  he  fractured  his  collar  bone. 

Mr.  Sheean:     On  the  trip  in,  itself? 

Mr.  Modenbach:  No,  afterwards,  several  weeks  after- 
wards. 

Mr.  Sheean:     Several  weeks! 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Sheean :  At  what  town  or  city  or  village  or  place  was 
it.  you  had  this  conversation  with  him? 

Mr.  Modenbach :     At  El  Reno. 

Mr.  Sheean :    Was  that  after  he  had  resumed  work? 

Mr.  Modenbach :     No,  he  had  not  gone  to  work  then. 

Mr.  Sheean :     He  had  not  gone  to  work  ? 

Mr.  Modenbach :     No. 

Mr.  Sheean:  Where  was  the  talk  in  El  Reno,  if  you  re- 
member? 

Mr.  Modenbach:  I  don't  remember  where  it  was,  whether 
on  the  street  or  some  place  else. 

Mr.  Sheean:  Do  you  remember  whether  anyone  else  was 
present  there  besides  Mr.  Thompson? 

Mr.  Modenbach :     No,  I  do  not  remember. 
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Mr.  Slieean :     Do  you  remember  liow  the  talk  came  up  ? 

Mr.  Modenbacli :  Well,  I  think  I  asked  Inm  whether  he  was 
working,  and  he  says,  ' '  No,  I  have  not  worked  since  I  got  off  up 
there  at  Dover. ' '     Then  he  told  me  of  fracturing  his  collar  bone. 

Mr.  Sheean :     That  was  in  El  Reno  1 

Mr.  Modenbach :     That  was  in  El  Reno. 

Mr.  Sheean:  And  that  was  this  same  gentleman  who  was 
just  on  the  stand  here  I 

Mr.  Modenbach :  Well,  I  would  not  swear  it  was  the  same 
gentleman,  without  taking  it  positively  that  it  was  him. 

Mr.  Sheean :  Did  you  ever  work  with  any  engineer  named 
Thompson,  other  than  this  gentleman  who  was  on  the  stand 
here? 

Mr.  Modenbach :     No,  not  as  I  know  of. 

Mr.  Sheean :  Are  you  able  to  tell  us  now  whether  the  man 
with  whom  you  talked  in  El  Reno  about  a  broken  collar  bone 
was  or  was  not  this  man? 

Mr.  Modenbach:     I  am  pretty  positive  of  it. 

Mr.  Sheean:  This  same  Mr.  Thompson,  who  was  just  on 
the  stand? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Sheean:  In  this  disagreement  about  whether  Mr. 
Thompson  got  off  or  broke  his  collar  bone,  or  did  not,  have  you 
any  suggestion  as  to  how  we  can  find  out  anything  more  about 
whether  he  did  or  did  not  ?    Who  would  know  anything  about  it  ? 

Mr.  Modenbach :  Well,  I  don 't  know,  unless  you  could  find 
someone  who  heard  it  talked  around  El  Reno,  among  the  engi- 
neers and  firemen. 

Mr.  Sheean :  During  this  tune  he  lived  in  El  Reno,  and  if 
he  was  laid  up  there  with  a  broken  collar  bone,  people  would 
know  about  it,  you  think? 

Mr.  Modenbach:     I  think  so,  yes,  sir. 

Mr.  Sheean:  But  you  do  not  know  of  any  person  or  per- 
sons who  know  of  his  being  laid  up  or  being  laid  off  at  that 
time  ? 

Mr.  Modenbach:     No. 

Mr.  Sheean :  You  could  not  give  us  any  suggestion  in  that 
line,  as  to  where  we  could  make  any  inquiries  about  it? 

Mr.  Modenbach:  You  might,  among  the  engineers  and 
firemen,  as  I  said. 
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Mr.  Slieean:     But  you  camiot,  at  this  time? 

Mr.  Modeubacli :     I  cannot  at  tliis  tinio. 

Mr.  Slieean:     I  think  that  is  all. 

Mr.  Park :     How  long  have  you  been  a  fireman  ? 

Mr.  Modenbach:     Since  November  2n(l,  1907. 

Mr.  Park :     What  had  you  been  previous  to  that  time  ? 

Mr.  Modenbach :     I  was  watcliing  engines. 

Mr.  Park:     At  the  roundhouse! 

Mr.  Modenbach :     And  out  on  the  road,  too. 

Mr.  Park :  Previous  to  your  entering  the  railroad  service, 
what  were  you  doing? 

Mr.  Modenbach:     Farming. 

Mr.  Park:     In  that  vicinity,  in  Oklahoma? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park :  Do  you  remember  what  engineer  Thompson 
said  to  you  when  he  saw  the  red  light,  as  you  were  approaching 
Dover  ? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park :     ^Yhat  did  he  say  ? 

Mr.  Modenbach:  He  says,  "Somebody  left  the  switch 
open,  or  there  is  a  red  switch  light." 

Mr.  Park :  And  did  you  look  out  of  tlie  cab  window  then, 
to  verify  that? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park:     You  saw  the  red  light! 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park :     Was  it  bright — that  is,  did  you  see  it  distinctly ! 

Mr.  Modenbach:  Well,  you  could  see  it,  about  like  you 
could  see  a  switch  light  in  a  snow  storm. 

Mr.  Park:     You  say  it  was  storming  at  that  time! 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park :  A^Tiere  did  you  get  off  the  engine,  through  the 
gangway  between  the  tank  and  the  cab! 

Mr.  Modenbach :     Yes,  sir ;  down  on  the  step. 

Mr.  Park :  Did  you  have  your  side  curtains  up,  on  account 
of  the  storm! 

Mr.  Modenbach:     No. 

Mr.  Park:     You  were  not  using  the  side  curtains! 

Mr.  Modenbach:     Not  as  I  remember. 


3418 

Mr.  Park :  So  you  liad  no  difficulty  in  getting  down  on  the 
step  and  jumping  off? 

Mr.  Modenbacli :     Not  as  I  know  of. 

Mr.  Park:     How  fast  were  you  going  at  that  time? 

Mr.  Modenbach :     I  suppose  about  20  or  25  miles. 

Mr.  Park :  What  were  the  physical  conditions  ?  Was  there 
any  ditch  there? 

Mr.  Modenbach :     It  is  a  kind  of  a  fill. 

Mr.  Park:     A  fill? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park :     How  high  was  this  fill  ? 

Mr.  Modenbach:  Well,  I  don't  know;  I  judge  about  eight 
or  ten  feet,  something  like  that. 

Mr.  Park:     Did  you  fall,  when  you  struck  the  ground? 

Mr.  Modenbach:     How  is  that? 

Mr.  Park:     Did  you  fall,  when  you  struck  the  ground? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park :  Did  all  of  the  train  go  by  you  ttien,  before  you 
g'ot  up  on  the  track  to  walk  down? 

Mr.  Modenbach:     Not  all  of  the  train,  no. 

Mr.  Park:     So  that  you  walked  down  alongside  the  train? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Park:  You  did  not  see  engineer  Thompson  at  that 
time? 

Mr.  Modenbach:     No. 

Mr.  Park:     He  was  on  the  other  side? 

Mr.  Modenbach:  He  was  on  the  other  side.  I  saw  him 
after  I  crawled  through  the  train. 

Mr.  Park:  Did  engineer  Thompson  jump  through  the 
gangway? 

Mr.  Modenbach :  Yes,  sir ;  he  started  about  the  same  time 
I  did. 

Mr.  Park:     Did  he  jump  off  before  you  did? 

Mr.  Modenbach:  I  don't  know  whether  he  jumped  off  be- 
fore I  did  or  not. 

Mr.  Park:     Were  his  side  curtains  up  on  his  side? 

Mr.  Modenbach:     I  don'  know. 

Mr.  Park :     I  think  that  is  all. 
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Mr.  Carter:  Mr.  Modcnhacli,  did  Mr.  Fox,  the  eii^inoor 
who  caiiio  up  on  your  engine  to  talk  about  your  testimony  here, 
volunteer  the  statement  that  he  remembered  about  the  case,  or 
did  you  ask  him? 

Mr.  Modenbaeh :     No,  sir;  he  just  volunteered. 

Mr.  Carter:  With  regard  to  Beverly  and  Good,  did  they 
begin  the  conversation  with  yon,  oi-  did  yon  go  to  them? 

Mr.  Modenbaeh:  Well,  when  1  !irst  heard  them  speak  of 
it,  thev  told  me  about  it. 

Mr.  Carter:     What  did  they  tell  yon  about  it? 

Mr.  Modenbaeh:     They  said  they  remembered  of  the  case. 

Mr.  Carter:  Do  yon  think  tliere  might  have  been  many 
other  engineers  and  firemen  and  possibly  others  there  who 
would  have  remembered  of  it? 

Mr.  Modenbaeh:  I  do.  I  never  made  any  inquiries 
around  at  all ;  that  is  just  as  I  heard  it. 

Mr.  Carter:  Do  you  believe,  if  you  had  time,  you  could 
get  statements  or  get  these  men  to  come  here! 

Mr.  Modenbaeh  :     T  think  ]n'obably  I  can. 

Mr.  Carter:  You  did  not  know  anything  about  Mr. 
Thompson's  injury  to  his  shoulder  until  he  told  you  about  it, 
did  3^ou? 

Mr.  Modenbaeh:     No. 

Mr.  Carter:  If  he  was  not  injured  in  the  shoulder,  you 
would  not  know  it,  would  you?    You  simply  took  his  word  for  it? 

Mr.  Modenbaeh :     I  simply  took  his  word  for  it,  certainly. 

Mr.  Carter :  You  did  not  know  he  was  injured,  without  he 
told  you? 

Mr.  Modenbaeh:     No. 

Mr.  Carter:  With  regard  to  his  being  off  for  quite  a 
leng-th  of  time,  did  you  know  anything  about  that  until  he  told 
you? 

Mr.  Modenbaeh :     No,  1  do  not  remember  of  knowing  it. 

Mr.  Carter:     All  you  knew  about  it  is  what  he  told  you? 

Mr.  Modenbaeh:     That  is  all. 

Mr.  Carter:  When  you  jumped  and  crawled  under  the 
engine,  how  far  was  the  engineer  from  you,  when  you  crawled 
through  under  the  train? 
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Mr.  Modenbacli:     Well,  lie  was  ahead  of  me. 

Mr.  Carter:     How  far! 

Mr.  Modenbacli:     Several  cars. 

Mr.  Carter:     Several  cars  aliead  of  you  I 

Mr.  Modenbacli :     A  couple  of  cars,  anyway. 

Mr.  Carter:     About  how  far  was  he  back  of  the  engine? 

Mr.  Modenbacli:     AVell,   I   should   judge   about  fifteen  or 
twenty  cars,  something  like  that. 

Mr.  Carter:  He  could  not  have  just  got  down  off  the  en- 
gine to  talk  to  somebody  and  then  get  back  on  the  engine  again? 

Mr.  Modenbach:     No,  I  would  not  think  so. 

Mr.  Carter:  You  say  he  was  ten  or  fifteen  cars  back  of 
the  engine  when  you  saw  him? 

Mr.  Modenbach:     Yes. 

Mr.  Carter:  Why  do  you  think  this  man  was  a  train- 
master! 

Mr.  Modenbach:     Well,  I  had  seen  him  there. 

Mr.  Carter :  And  you  thought  he  was  an  officer  of  the  com- 
pany ? 

Mr.  Modenbach:     Yes,  sir. 

Mr.  Carter :     What  time  of  the  night  was  this ! 

Mr.  Modenbach :  Well,  I  would  not  say ;  it  was  after  night, 
it  was  in  the  morning,  some  time  before  daylight. 

Mr.  Carter:     Before  daylight.    Was  it  quite  dark? 

Mr.  Modenbach:  Well,  it  was  light,  on  account  of  the 
snow  on  the  ground. 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  we  are  about 
in  the  same  fix  with  this  as  we  are  with  Exhibit  2.  Now,  just 
how  we  are  going  to  proceed  in  this  matter,  I  do  not  know. 
Would  it  be  permissible  to  have  a  representative  from  both  sides 
go  to  El  Reno,  make  a  thorough  investigation,  and  get  affidavits 
from  these  men  ? 

Mr.  Slieean :     I  have  not  any  objection  to  that,  in  the  least. 

Mr.  Byram:  I  think  the  witnesses  should  be  brought  here. 
I  do  not  believe  there  will  be  any  difficulty  in  getting  the  records. 
The  register  you  spoke  of  probably  has  been  sent  in  to  the 
superintendent's  office,  and  I  think  the  railroad  will  be  very 
glad  to  furnish  all  the  information,  and  furnish  the  names  of  the 
engineer  and  fireman  and  brakeman  who  were  on  the  other 
train ;  and  we  have  identified  the  trip  and  fixed  it  definitely,  that 
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Mr.  Thompson  was  the  man,  and  have  fixed  tlie  date.  Now,  find 
the  engineer  and  fireman  of  the  other  tram,  and  they  will  throw 
some  light  on  it. 

Mr.  Carter:  The  question  I  asked,  Mr.  Chairman  and  gen- 
tlemen, has  probably  been  answered  by  ^Ir.  ]'>yram,  and  1  under- 
stand it  will  not  be  permissible  to  have  two  people  go  there  and 
investigate  and  bring  sworn  statements  as  to  what  they  lieard. 
Understand,  these  people  have  no  information  on  the  subject 
except  that  they  heard  the  report  at  the  time  the  matter  occurred. 

The  Chairman:  Of  course,  if  you  gentlemen  could  agree 
as  to  that  particular  course  in  regard  to  the  matter,  it  would  be 
all  right,  but  otherwise  we  would  hear  just  such  evidence  as  may 
be  brought  before  us,  bearing  upon  this  particular  point. 

Mr.  Sheean :  Well,  I  say  personally  I  have  not  any  objec- 
tion to  that  being  done,  but  I  think  the  best  way,  if  that  is  done, 
would  be  to  call  in  the  witnesses  and  have  the  testimony  taken 
stenographically,  and  file  it  in  the  nature  of  a  deposition,  if  they 
want  to  do  that.  It  does  not  seem  to  me  that  statements  about 
what  somebody  heard  at  some  time  would  cut  any  particular 
figure,  but  if  they  want  to  conduct  an  investigation  down  tlith'e 
and  take  it  stenographically  and  file  it  in  the  nature  of  a  deposi- 
tion, I  have  not  any  objection,  if  the  Board  thinks  it  will  be  of 
any  benefit  to  them.  The  suggestion  was  made  here  that  if  Mr. 
Thompson  could  be  located  they  would  be  glad  to  have  him 
here. 

Mr.  Carter:  At  that  time  we  did  not  know  ^ir.  Thompson 
was  an  ofificial  of  a  railroad  company. 

Mr.  Sheean:  A  roundhouse  foreman  is  classified  as  an 
official! 

Mr.  Stone :  You  would  think  so,  if  you  worked  under  some 
of  them. 

Mr.  Nagel:  Mr.  Chairman,  is  there  not  some  question  as 
to  the  extent  of  the  detail  with  which  we  shall  go  into  the  inquiry 
of  a  particular  instance!  After  all,  we  are  concerned  here  with 
a  general  rule,  and  it  has  been  regarded  as  perfectly  proper  to 
show  what  may  be  done,  or  what  has  been  done,  in  the  absence 
of  the  demand  which  the  engineers  and  firemen  make.  But  it 
occurs  to  me,  that  if,  in  every  instance  where  a  controversy 
arises  as  to  a  particular  instance,  we  are  to  try  it  with  the  detail 


3422 

of  a  damage  siiit.  we  might  as  well  get  ready  to  stay  here  imtil 
next  December. 

Xow,  I  have  no  opinion  to  express,  but  I  suggest  to  both 
sides  the  propriety  of  considering  how  far  they  may  be  driven 
to  go  into  other  cases,  if  we  are  to  piirsne  this  case  with  the 
detail  which  is  now  promised. 

Mr.  Carter:  Mr.  Chairman  and  gentlemen.  I  understand 
the  purpose  of  counsel  for  the  i*ailroads  in  bringing  Mr.  Thomp- 
son here,  was  to  impeach  witness  Modenbach — 

Mr.  Sheean :  Let  me  disclaim  any  purpose  in  bringing  him 
here,  other  than  to  enable  the  Board  to  find  out,  as  far  as  they 
could,  what  the  facts  were.  It  was  admitted  here,  practically, 
that  the  Eock  Island  Eailroad  Company  had  never  heard  of  any 
such  occurrence,  and  the  only  purpose  and  only  object  was  to 
enable  the  Board  to  ascertain,  and  we  are  willing  to  pursue  it 
along  anv  lines  that  the  Board  mav  suggest,  if  the  Board  thinks 
the  ascertainment  of  the  exact  practice  as  to  a  particular  occur- 
rence has  any  particular  importance  in  the  matter.  I  simply 
wanted  to  disclaim.  Mr.  Carter,  that  I  had  any  purpose  or  object 
other  than  to  enable  the  Board  to  ascertain  what  the  facts  were. 

Mr.  Xagel:  I  am  prepared  to  say,  for  myself,  that  my 
present  impression  is  that  I  can  form  a  judgment  as  to  what 
the  possible  abuses  of  a  system  may  be,  and  as  to  the  need  there 
may  be  for  a  particular  demand  to  modify  a  rule  without  being 
compelled  to  determine  questions  of  veracity  as  to  a  particular 
illustration  that  has  been  brought  to  my  mind. 

Mr.  Carter :  Mr.  Chairman  and  gentlemen,  I  just  returned 
from  Peoria  this  morning,  and  I  understand  Mr.  Modenbach 
reached  here  this  morning.    Did  you?    TVhen  did  you  get  in? 

Mr.  Modenbach:    Yesterday  noon. 

Mr.  Carter:  I  reached  here  this  morning,  and  the  first  I 
saw  of  Mr.  Modenbach,  I  imagine,  was  at  nine  o  'clock,  or  about 
that  time.  I  asked  him  if  he  brought  anybody  with  him,  and  he 
explained  to  me  just  about  what  he  has  said  here.  It  seems  to 
me  that,  regardless  of  what  the  initial  purpose  may  have  been, 
the  ultimate  purpose  has  been  to  impeach  the  testimony  of  wit- 
ness Modenbach.  Witness  Modenbach  has  said  to  me  what  he 
has  said  to  this  Board.  Upon  what  he  has  said,  both  to  me 
and  to  the  Board,  I  believe  we  will  have  no  difficulty  in  proving 
that  at  the  time  this  incident  is  supposed  to  have  occurred,  a 
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report  of  its  occurrence  was  current  anion^  tlie  enji^ineers  antl 
firemen  there.  And,  if  it  plf-ases  the  Board,  we  shall  be  glad  to 
take  any  steps  to  substantiate  the  statements  made  by  witness 
Modenbach. 

The  Chairman:  This  witness  havin<<  testifie<l  as  he  did,  in 
the  first  instance,  and  the  witness  Thompson  having  gone  upon 
the  witness  stand  and  contradicted  his  testimony,  of  course,  if 
you  desire  to  do  so,  you  may  introduce  in  regular  turn  when 
you  come  to  your  rebuttal  testimony,  such  evidence  as  you  may 
have  as  Avill  tend  to  corroborate  or  strengthen  the  evidence  of 
the  witness  who  lias  already  testified.  In  making  this  sugges- 
tion, I  also  suggest  that  we  be  as  brief  as  possible ;  not  that  we 
want  to  hamper  you  in  the  slightest,  but  that  is  the  usual  course 
pursued  in  courts  of  justice,  and  I  know  of  no  better  nile  to 
apply  here. 

Mr.  Carter:  With  that  understanding,  I  asked  the  ques- 
tion if  it  would  be  permissible  for  counsel  for  the  railroads  and 
ourselves  to  agree  upon  joint  representatives  to  go  to  El  Reno 
and  make  a  sj^ecial  investigation,  take  afiidavits,  and  return  and 
present  them  here  jointly.  I  say  that,  with  the  knowledge  of 
the  possibility  of  this  matter  being  general  information,  and  we 
would  have  to  stop  the  Rock  Island  road  and  tie  it  up  during 
one  of  its  busiest  jDeriods,  in  order  to  bring  the  witnesses  here 
to  testify. 

Mr.  Xagel:  It  seems  to  me  the  Board  would  cheerfully 
agree  to  any  arrangement  that  the  parties  might  arrive  at  to 
curtail  the  hearing  on  this  subject  or,  in  fact,  upon  any  other. 

Mr.  Carter:  If  it  is  agreeable  to  the  Board  and  to  Mr. 
Sheean,  we  shall  do  that. 

Mr.  Sheean :  I  understand  that  one  of  the  Arbitrators,  at 
least,  wanted  to  hear  the  testimony  of  anv  witnesses  as  to  sur- 
prise  tests. 

Mr.  Park :  You  have  now  fixed  the  date  definitely,  and  you 
know  the  engineer  and  fireman,  and  without  tying  up  the  Rock 
Island  road  vou  can  bring  in  the  head  brakeman  of  the  train, 
who  must  be  cognizant  of  the  occurrence ;  you  can  bring  in  the 
conductor  and  the  rear  brakeman :  and  if  you  want  to,  you  can 
bring  in  the  crew  of  the  train  on  the  siding.  But  I  would  not 
be  very  much  impressed  with  roundhouse  gossip  and  these 
stories  that  vou  hear  around  the  railroad  mav  be  true  or  may 
not  be  true.     If  you  want  to  pursue  it  any  further,  get  the  facts. 
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Mr.  Carter:  My  only  purpose,  Mr.  Chairman  and  gentle- 
men, was  to  show  that  this  was  not  a  creation  of  the  mind  of 
the  witness ;  to  show  that  even  at  that  time  passenger  engineers 
were  still  there  and  other  men  were  still  there,  who  remembered 
of  hearing  the  matter  discussed  at  that  time. 

The  Chairman :  In  the  absence  of  an  agreement  by  which 
you  could,  as  you  suggest,  take  this  testimony  by  deposition, 
you  can,  of  course,  pursue  the  regular  course,  and  we  will  hear 
your  witnesses.     That  is  all  I  can  say  about  the  matter. 

Mr,  Carter :  We  Avill  then  be  privileged  to  bring  them  here 
two  or  three  at  a  time,  and  then  return  them,  and  we  will  have 
to  remain  in  session  for  a  long  time,  for  I  am  quite  sure  they 
cannot  all  lay  off  at  once  on  the  Rock  Island  Eoad. 

The  Chairman:  Do  you  mean  to  bring  all  the  people  on 
the  Rock  Island  Road  here? 

Mr.  Carter:  Presuming  that  we  find  a  large  number  of 
men  there,  who  remember  hearing  the  occurrence  discussed  at 
that  time;  I  believe  it  impracticable  to  bring  them  all  here  at 
once,  but  we  will  do  the  best  we  can,  and  we  will  ask  that  the 
hearing  be  continued  until  we  get  them  all  in. 

The  Chairman:"  In  all  the  courts  where  I  have  had  any 
experience,  you  can,  of  course,  go  to  a  certain  extent  in  cor- 
roborating witnesses  who  may  have  testified,  but  that  does  not 
mean  that  you  can  call  in  everybody  in  the  conununity ;  it  means 
that  you  can  call  in  a  reasonable  number  for  that  purpose;  and 
in  view  of  the  fact  that  we  will  have  something  else  to  do  in  this 
life  after  this  matter  is  over,  I  will  somewhat  limit  the  extent 
of  the  number  of  witnesses  called. 

Mr.  Stone:  Now,  Mr.  Chairman,  if  I  might  ask  a  question 
of  counsel  for  the  railroads  while  we  are  on  the  same  subject: 
IF  it  is  his  intention  to  try  to  discredit  each  one  of  these  surprise 
tests  that  we  have  filed,  or  that  we  have  quoted  here,  along  the 
same  line  as  he  has  the  statement  in  the  testimony  of  this  witness, 
I  wish  that  he  would  make  his  wants  known  now,  so  I  may  com- 
mence to  get  ready  and  perhaps  save  a  lot  of  time. 

Mr.  Sheean:  I  think  there  were  only  two  testified;  one 
was  an  engineer  on  the  I'nion  Pacific  who,  on  a  straight  track, 
saw  the  light — I  have  forgotten  the  distance, — and  succeeded  in 
coming  to  a  stop;  and  Mr.  Modenbach  testified  to  a  particular 
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kind  of  surprise  test  that  the  Rock  Island  said  they  liad  never 
heard  of  on  their  line,  and  they  have  been  trying  to  ascertain 
whether  any  such  surprise  tests,  or  efficiency  tests  as  the  rail- 
roads call  them,  did  take  place. 

Mr.  Nagel:     In  this  particular  instance? 

Mr.  Sheean:     In  this  particular  instance,  or  at  any  time. 

Mr.  Nagel:  Is  this  the  only  case  in  which  you  challenge 
the  witness? 

Mr.  Sheean:  There  are  but  two  who  testified,  as  I  remem- 
ber it.  As  to  the  Union  Pacific  case,  I  think  there  was  no  ques- 
tion on  .cross-examination  but  that  the  practice  there  is  as  testi- 
fied to,  as  to  the  efficiency  test;  but  as  to  this  kind  of  a  test,  tliat 
actually  endangers  the  men,  according  to  the  testimony  of  the 
witness — 

Mr.  Nagel:  Mr.  Stone's  question  is  answered  by  your 
statement  that  this  is  the  only  case  in  which  a  controversy  on  this 
question  arises? 

Mr.  Sheean:     There  are  but  two  in  the  record. 

Mr.  Stone:  There  are  about  ten  or  twelve  that  I  read  into 
the  record  on  the  last  day,  as  we  were  closing  our  testimony. 

Mr.  Sheean:  I  have  not  paid  any  attention,  Mr.  Stone,  to 
the  reading  into  the  record  of  statements  that  at  a  certain  time, 
and  at  a  certain  place,  it  is  said  a  certain  thing  took  place.  There 
have  been  testified  to  here  just  two  occurrences.  I  do  not  recall, 
because  I  have  not  read  any  of  these  that  you  say  were  read  into 
the  record. 

Mr.  Stone;  The  fact  I  wanted  to  bring  out,  is  this,  Mr. 
Chairman:  if  it  is  the  intent  of  counsel  for  the  railroads  to  ques- 
tion each  one  of  these  surprise  tests  that  we  may  bring  out  in 
the  Western  territory,  why,  I  have  a  trunk  full  of  them  over  in 
the  hotel  that  I  should  be  glad  to  bring  a  witness  over  here  to  put 
on  and  swear  to  them.  We  will  have  unfinished  business  here 
on  the  Day  of  Judgment. 

Mr.  Sheean:  The  i)osition  of  the  Conference  Committee  of 
Managers  has  been  at  all  times,  as  I  explained  by  a  statement, 
that  no  efficiency  test  should  endanger  the  life  or  limb  of  the  em- 
ployes, and  should  have  due  regard  to  the  safety  of  employes, 
is  and  has  been  their  position,  and  wherever  there  has  been 
brought  to  their  attention  an  alleged  instance  of  actually  en- 
dangering, through  efficiency  tests,  the  life  or  limb  of  any  em- 
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ploye,  they  have  been  anxious  to  kuow  whether  or  not  that  took 
place.  The  Rock  Island,  for  similar  reasons,  was  anxious  to 
know  whether  or  not  anyone 's  life  or  limb  had  been  endangered, 
and  whether  in  fact  there  had  been  an  injury  to  anyone,  because 
of  an  efficiency  test. 

It  is  in  that  good-faith  effort  to  ascertain  whether  anyone 
actually  was  endangered,  that  this  witness  is  brought,  at  your 
joint  request,  in  order  that  we  might  try  and  ascertain  the  facts 
through  Mr.  Thompson. 

Mr.  Carter:  Mr.  Chairman  and  gentlemen:  if  you  will 
pardon  me  for  interrupting,  there  is  something  that  occurs  to 
me  as  of  great  importance  in  the  statement  made  by  counsel  for 
the  railroads.  I  understand  that  he  does  not  attribute  great 
importance  to  matters  read  into  the  record.  They  were  not  pre- 
sented under  oath  hj  persons  who  had  personal  cognizance  or 
knowledge  of  the  facts.  Would  that  be  a  tenable  position  of  his? 
Mr.  Stone  reads  into  the  record  and  makes  a  part  of  the  record, 
the  recitation  of  certain  events  connected  with  so-called  efficiency 
tests.  Now,  I  understand  that  counsel  has  not  even  read  them, 
and  onlj  is  to  reply  to  testimony  presented  directly  by  witnesses. 

The  Chairman:  Well,  we  have  been  proceeding  in  an  in- 
formal way,  and  endeavoring  to  get,  as  nearly  as  possible,  the 
facts  pertaining  to  this  case,  and  I  think  the  Board  is  going  to 
be  very  liberal,  when  it  comes  to  looking  into  this  testimony  on 
both  sides. 

Mr.  Carter:  Then  in  that  event,  without  even  consulting 
my  associate,  Mr.  Stone,  we  would  like  Mr.  Keefe  to  bring  as 
witnesses  here,  all  those  people  who  prepared  the  data  on  which 
he  based  his  statistics,  because  they  are  not  sworn  to  and  we  do 
not  believe  that  these  statistics  are  true.  We  believe  that  Mr. 
Keefe  is  absolutely  sincere,  absolutely  honest  in  the  preparation 
of  his  tables,  but  we  do  not  believe  the  records  of  the  railroads 
are  accurate,  and  we  ask  that  they  be  brought  here  and  sworn, 
just  as  our  witnesses  from  Oklahoma  ^^ill  be  brought. 

The  Chairman:  If  I  understand  correctly,  counsel  repre- 
senting the  railroads  says  that  the  roads  are  opposed  to  any 
surprise  tests,  the  employment  of  which  may  endanger  life  or 
limb  of  the  employes.  I  understand,  on  the  other  hand,  that  the 
employes  insist  that  they  are  perfectly  willing  to  agree  to  any 
efficiency  test  that  may  be  adopted,  that  will  enable  the  railroads. 
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as  well  as  themselves,  to  determine  when  a  fireman  ui  eiiginccM- 
is  capable  of  performing  the  duties  assigned  him.  Now,  under 
these  circumstances,  it  occurs  to  me  that  perha|>s  this  is  one 
question  that  you  gentlemen  might  sit  down  together  and  settle 
by  yourselves,  if  you  would  make  just  a  little  effort,  jind  relieve 
the  Board  to  that  extent. 

Mr.  Stone :  Mr.  Chairman,  I  have  no  desire  to  be  sarcastic. 
Unfortunately,  I  have  a  short  way  of  speaking,  but  we  have  tried 
to  follow  out  your  suggestions  for  the  last  ten  years,  and  it  has 
been  a  hopeless  failure.  This  is  railroad  slang,  and  I  hope  you 
will  pardon  it.  We  have  gone  back  to  our  men  with  the  "same 
old  bunk,"  that  they  do  not  propose  to  do  anything  thai  will 
endanger  life  or  limb  of  employes,  and  that  matters  are  going 
to  be  along  legitimate  lines,  and  it  is  going  on,  and  on,  and  on, 
and  it  is  getting  worse  each  year,  and  it  is  not  any  better  and  it 
is  brought  here  as  one  of  the  most  important  (piestions  before 
this  Board  to  trv  and  settle.  We  do  not  obiect  to  elTiciencv  tests, 
made  under  fair,  legitimate  conditions. 

The  Chairman :  But  my  suggestion  was,  Mr.  Stone,  that 
you  gentlemen  make  an  agreement,  and  that  we  embody  that 
agreement  in  the  award,  so  that  there  would  be  no  controversy 
in  the  future  as  to  what  the  agreement  might  be. 

Mr.  Stone:  That  would  be  all  right,  I  have  no  olj.jectiou  to 
that,  and  I  want  it  a  part  of  the  award  when  we  get  through. 

The  Chairman :  Of  course,  it  will  be  a  ]iart  of  the  award, 
and  will  be  treated  as  such,  i)roviding  you  can  rea<'li  a  satisfac- 
tory agreement. 

Mr.  Slieean  :  The  position,  as  1  have  stated,  of  the  Con- 
ference Committee  of  Managers,  was,  that  beyond  that  general 
statement,  an  effort  to  put  it  into  the  schedules  interferes,  in  the 
judgment  of  the  management — that  beyond  the  statement  they 
must  always  have  due  regard  to  the  safety  of  emi)loyes,  it  was 
impractical  in  operation  to  state  whether  a  si)ecific  thing  should 
or  should  not  l)e  done,  and  had  no  part  in  the  scheduU-.  The 
proposition  I  made  of  the  statement  of  the  general  ])rinci])le 
that  efificiency  tests  are  necessary  to  proj^er  o]ieration,  must 
always  have  due  regard  to  the  safety  of  emi)loyes,  and  beyond 
the  statement  of  that  principle,  that  the  specific  statement  of 
particular  things  in  schedule  was  not  proper. 

The  Chairman:     Then  if  it  became  necessarv  that  a  thing 
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should  not  be  done,  in  order  to  save  life  or  limb,  do  you  think 
that  could  not  be  put  in  a  schedule? 

Mr.  Sheean :  I  think  if  any  board  of  arbitration  wishes  to 
take  the  responsibility  of  saying  that  a  particular,  specific  thing, 
or  a  conference  committee  of  managers  (putting  it  the  other 
way)  takes  the  responsibility  of  saying  to  the  management  of 
railroads  that  a  specific  thing  shall  never  be  done,  imder  any 
circumstances,  for  the  purpose  of  testing  efficiency,  if  that  is  so 
universally,  no.  That  if  a  particular  thing  is  improper,  that  it 
might  then  be  embodied  in  an  agreement. 

The  Chairman:  We  all  have  to  take  responsibility,  you 
know,  in  this  life,  about  some  matters. 

Mr.  Sheean:  But,  your  Honor,  as  to  stating  that  a  par- 
ticular thing  shall  or  shall  not  be  done,  that  it  must  at  all  times 
and  under  all  circumstances  be  prohibited,  is  something  that 
in  practical  railroading  we  say  has  no  part.  A  thing  may  be 
dangerous  under  certain  circumstances  not  under  others,  and 
that,  therefore,  the  statement  of  the  principle  and  the  controlling 
thing  that  at  no  time  should  it  endanger  the  safety  of  employes 
is  the  one  big  thing  that  properly  should  be  stated  in  an  agree- 
ment. 

Mr.  Stone :  But,  Mr.  Chairman,  there  we  come  right  back 
to  the  fundamental  thing.  They  have  always  insisted  that  a 
Board  of  operating  officials  get  together  and  adopt  as  a  standard 
for  all  these  railroads,  these  rules  where  not  dangerous.  I  think 
perhaps  counsel  for  the  railroads  will  take  the  position  that 
turning  switch  lights  is  not  dangerous.  We,  who  are  practical 
railroad  men  and  have  lived  most  of  our  lives  in  cabs  of  loco- 
motives, say  it  is  dangerous.  You  are  going  to  keep  on  until 
you  kill  some  of  our  men  or  some  of  your  minor  officials. 

Mr.  Sheean:  Is  the  criticism  of  these  standard  service 
tests?  That  raises  another  question.  As  I  understood  you  to 
say,  the  criticism  is  against  the  certain  standard  surprise  tests. 
Now,  that  has  not  been,  I  think,  specifically  made  part  of  the 
record,  as  yet.  If  it  is,  then  we  should  put  into  the  record  just 
what  these  tests  are.  If  there  be  a  standard  form,  a  criticism, 
if  there  is  criticism,  as  to  the  extent  to  which  the  Board  should 
modify  those  standard  tests.  I  did  not  understand  that  the 
criticism  was  directed  to  the  standard  surprise  tests,  but  if  that 
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be  the  position,  then  I  think  the  Board  should  liavo  l)ofore  it 
what  the  standard  surprise  tests  are. 

Mr.  Stone :  I  supposed  the  railroads  had  furnished  it  long- 
ago,  Mr.  Chairman.  There  is  this  standard  form  of  surprise 
test,  adopted  by  the  AVestern  Association.  Some  of  the  roads 
do  not  enforce  it,  and  others  work  overtime  in  enforcing  it. 
When  you  test  one  man,  forty  times  in  sixty-five  days,  I  think 
somebody  is  going  insane  on  the  subject  of  surprise  tests ;  and 
the  standard  form  is  there,  and  we  do  not  object  at  all  to  the 
surprise  tests.  Even  our  article  before  this  Board  for  arbitra- 
tion specifies  certain  kinds  of  surprise  tests  that  we  object  to. 

Mr.  Sheean:     They  have  not  been  filed,  as  yet. 

Mr.  Stone :  I  think  I  can  pick  out  a  few  over  in  my  files. 
They  are  supposed  to  be  standard.  At  least,  they  all  read  alike. 
Mr.  Chairman,  with  your  permission,  I  should  like  to  ask  Mr. 
Park,  one  of  the  Arbitrators,  a  question. 

The  Chairman:     Yes. 

Mr.  Stone:  Mr.  Park,  is  it  not  a  fact  that  all  the  Harri- 
man  Lines  have  a  standard  form  of  surjDrise  test? 

Mr.  Park:  I  do  not  know  as  to  that,  Mr,  Stone.  A  com- 
mittee of  which  I  was  chairman,  after  going  over  all  the  Harri- 
man  Lines,  made  a  recommendation  as  to  a  standard  form. 
Whether  that  was  adopted  on  the  Harriman  Lines  I  do  not 
know,  because  I  left  there  shortly  after  that,  but  that  form  is  in 
use  on  the  Illinois  Central  and  it  states  specificallj^  each  kind  of 
a  test,  and  a  copj^  of  that  is  given  to  each  engineer  and  con- 
ductor who  is  tested,  so  they  will  know  just  exactly  what  the 
tests  consist  of,  and  in  special  instruction  I  believe  we  say  that 
no  condition  shall  be  created  which  may  cause  a  hazard  to  the 
employe. 

Mr.  Stone :  Then,  Mr.  Chairman,  the  reply  of  Mr.  Park  is 
exactly  contrary  to  the  statement  of  the  counsel  for  the  rail- 
roads. Mr.  Park  said  he  was  chairman  of  the  committee  for  the 
Harriman  Lines,  that  did  recommend  a  standard  form  of  test. 
And  later,  he  found  necessary,  as  the  operating  official  of  the 
Illinois  Central,  to  modify  that  so  they  would  not  turn  facing 
point  switches  for  switch  lights.  You  do  still  turn  the  trailing 
point  switches,  do  you  not? 

Mr.  Park:  No,  the  form  has  been  modified,  but  I  think 
Mr,  Sheean  understood  you  to  state  that  the  General  Managers' 
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Association  had  adopted  a  standard.  Tliey  had  nothing  what- 
ever to  do  with  this.  This  was  simply  just  a  local  affair  in  con- 
nection with  the  Harriman  Lines. 

Mr.  Stone :  I  think  yon  will  find,  Mr.  Chairman,  the  same 
thing  on  the  Hill  lines.  I  think  yon  will  tind  the  standard  form 
there,  and  I  think  it  brings  ont  the  fact  that  they  do  have  a 
standard,  and  it  is  possible  to  reach  a  standard  and  nail  it  down, 
hard  and  fast,  if  the  railroads  wanted  to  co-operate  with  ns  in 
that  manner. 

Mr.  Carter :  Mr.  Chairman,  I  will  only  add  a  word.  It 
was  the  suggestion  of  the  Chairman  of  the  Board  that  certain 
agreements  be  reached,  as  I  understand  it? 

The  Chairman:     Yes. 

Mr.  Carter :  It  was  stated  by  counsel  for  the  railroads 
that  no  standard  form  of  tests  could  be  reached.  Mr.  Park  says 
there  has  been  a  standard  form  reached.  After  hearing  the 
three  of  you,  I  am  so  optimistic  as  to  agreeing  that  if  counsel 
for  the  railroads  will  join  with  us  and  agree  there  is  a  means 
of  reaching  some  standardization,  we  can  comply  with  your 
request. 

The  Chairman :  I  shall  be  delighted  to  accomplish  that 
result.  Anything  further  with  this  witness"?  Call  your  next 
witness,  Mr.  Sheean,  or  do  you  desire  to  ask  further  questions! 

Mr.  Sheean:  No,  nothing  more  of  Mr.  Modenbach,  but 
while  Mr.  Thompson  is  here,  are  there  any  questions  anyone 
desires  to  ask,  or  do  you  desire  to  ask  anything  further  of  Mr. 
Thompson? 

Mr.  Burgess :  I  wanted  to  say,  Mr.  Chairman,  that  to  the 
mind  of  one  arbitrator,  at  least,  the  testimony  of  Mr.  Thomp- 
son and  Mr.  Modenbach,  while  it  varies,  I  think  it  is  immaterial, 
because  it  is  really  a  question  of  fact  on  which  rests  the  respon- 
sibility of  this  Board  to  determine  what  the  real  truth  is,  on  the 
evidence  introduced  by  both  of  the  gentlemen.  I  want  to  be 
fair  enough  to  admit  that  they  might  be  honestly  mistaken, 
without  any  desire  to  make  a  statement  that  was  not  true,  and 
if  the  matter  is  prosecuted  further  as  to  who  is  telling  the  truth, 
I,  for  one,  am  unable  to  see  where  it  will  affect  the  main  ques- 
tion before  us,  because  even  if  Mr.  Thompson  did  not  have  his 
collar  bone  broken,  or  suffered  no  bodily  injury,  to  my  mind 
that  would  not  indicate  that  the  method  in  which  some  surprise 
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tests  are  conducted,  is  improper.  I  know  of  no  greater  test  on 
the  nerves  of  a  locomotive  engineer  (and  I  speak  from  twenty- 
two  years  actual  experience)  than  to  display  an  indication  that 
momentarily  to  him  means  disaster,  if  not  death,  and  I  know 
of  no  more  undesirable  condition  in  which  to  have  a  locomotive 
operated,  than  to  have  a  locomotive  engineer  on  there  who  has 
been  robbed  of  his  calmness  and  his  self  possession,  by  a  fre- 
quency of  display  of  indications  to  him  that  mean,  as  I  said 
before,  disaster  and  death. 

I  cannot  understand  how  a  train  could  be  more  safely  oper- 
ated than  to  have  the  engineer  in  full  possession  of  his  calmness 
and  good  judgment. 

To  make  that  point  more  expressive,  I  think  the  gentlemen 
conducting  this  case,  and  the  gentlemen  on  the  Board,  should 
be  calm  and  dispassionate  in  viewing  these  questions;  and,  I 
question  very  much  w^iether  there  is  a  gentleman  in  this  room, 
not  excepting  our  distinguished  friend,  Mr.  Sheean,  who  w^ould 
possess  that  calmness  if  we  were  suddenly  confronted  with  a  fact 
that  caused  us  momentarily  to  believe  that  this  building  was 
going  to  collapse,  and  our  lives  would  be  destroyed.  Yet,  that 
is  just  exactly  the  way  that  some  of  these  indications  come  to  the 
minds  of  these  locomotive  engineers. 

I  think  the  Chairman  of  the  Board  has  very  ably  brought  out 
that  the  difference  between  the  two  parties  on  this  particular 
point  is  so  very  small  that  they  should  reach  an  adjustment  of 
the  matter.  Counsel  for  the  railroads  says  that  "We  do  not 
w^ant  to  jeopardize  life  or  limb, ' '  and  he  speaks  for  the  Managers. 
Counsel  for  the  Employes  says,  ''And  that  is  all  that  we  want, 
is  not  to  jeopardize  our  lives  and  limbs."  Therefore,  inad- 
vertently, there  is  a  practical  agreement  reached,  if  both  are 
honest  in  their  expressions,  and  I  firmly  assume  they  were  when 
they  made  them. 

As  I  understand  this  rule,  and  as  I  understand  the  proposal 
of  the  emjDloyes  in  its  entirety,  they  are  not  only  not  opposed 
to  any  test  of  efficiency,  but  they  rather  invite  it,  as  has  been 
frequently  stated  by  Mr.  Stone,  Mr.  Phillips  and  Mr.  Carter.  To 
take  any  other  position  would  jDlace  the  entire  organizations  in 
an  undesirable  position  before  the  public.  But,  an  abundance  of 
testimony  can  be  introduced  here,  regardless  of  the  statements 
of  Mr.  Thompson  or  Mr.  Modenbach,  both  from  those  who  are  in 
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actual  experience,  and  those  who  are  scientifically  learned,  as 
to  the  condition  of  the  anatomy  of  the  human  body,  that  if  you 
persist  in  displaying-  indications  that  mean  death,  you  cannot 
expect  the  engineer's  mind  to  be  in  good  condition.  Therefore, 
Mr.  Chairman,  I  for  one  fully  concur  in  your  recommendation. 

The  Chairman:     Call  your  next  witness,  Mr.  Sheean. 

Mr.  Sheean:     Mr.  Keefe,  will  you  resume  the  stand  please? 

Mr.  Nagel:  Before  you  proceed,  in  the  meantime,  looking 
forward  to  this  happy  development,  I  suppose  no  witnesses  are 
to  be  called  or  to  be  brought  here? 

Mr.  Sheean:  I,  for  one,  will  make  perfectly  clear  my  posi- 
tion— 

Mr,  Nagel:  Without  discussion,  the  question  is,  are  you 
going  to  bring  your  witnesses  here  while  this  suggestion  is  under 
consideration. 

Mr.  Stone:  I  had  not  heard  counsel  for  the  railroads  say 
that  he  was  willing  to  co-operate  in  that  suggestion. 

Mr.  Sheean:  I  am  here  and  now  prepared  to  state  that  on 
behalf  of  the  Conference  Committee  of  Managers,  the  statement 
which  was  made  in  conference,  the  statement  in  substantially 
the  terms  there  made,  that  no  efficiency  test  should  endanger 
life  or  limb,  and  must  always  have  due  regard  therefor, — we  are 
perfectly  willing  to  enter  into  now,  but  that  the  Conference  Com- 
mittee of  Managers  will  not  undertake,  line  by  line,  rule  by  rule, 
to  prescribe  for  the  management,  the  particular  things  they  must 
not  do. 

Mr.  Nagel:  Then  I  take  it  it  will  be  left  to  each  party  to 
pursue  its  own  course  as  it  sees  the  situation. 

Mr.  Stone:  We  are  just  where  we  started  ten  years  ago 
with  the  question,  when  he  makes  that  broad  blanket  proposition. 

Mr.  Nagel:     Proceed  with  the  witness. 

J.  H.  KEEFE  was  recalled  for  further  examination,  and 
having  been  previously  sworn,  testified  as  follows: 

Mr.  Sheean:  Mr.  Keefe,  you  were  asked  by  Mr.  Shea  on 
Friday  to  furnish  the  detail  of  the  manner  in  which  the  Eock 
Island  computed  the  additional  expense  of  $422.70,  through  the 
employment  of  coal  passers  at  certain  named  stations.  Have 
you  that  detail  ? 

Mr.  Keefe:     Yes. 
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Mr.  Slieeau:  Will  you  just  read  that  into  the  record  | dearie, 
if  it  gives  the  detail  sufficiently  for  the  purpose  for  which  Afr. 
Shea  inquired. 

Mr.  Shea:     What  page  is  that  on? 

Mr.  Slieean:     That  was  in  connection  with — 

Mr.  Keefe:     It  is  shown  on  sheet  25,  opposite  line  27. 

Mr.  Burgess:     Had  we  gotten  that  far? 

Mr.  Sheean:  We  had  not  gotten  that  far,  Mr.  Burgess,  but 
Mr.  Shea  had  asked  for  the  detail  of  a  particular  item.  I  had 
gone  through  it  in  a  hurried  way  as  to  what  they  were,  and  at 
that  time  Mr.  Shea  had  asked  for  the  detail  of  the  Rock  Island 
estimate  column  No.  2. 

Mr.  Keefe:     $422.70,  line  27. 

Mr.  Sheean:  Yes,  $422.70.  Now,  will  you  please  give  the 
details  of  that  item  of  $422.70? 

Mr.  Keefe:  The  following  are  the  details  of  the  $422.70 
reported  by  the  Chicago,  Eock  Island  &  Pacific  Railway  Com- 
pany on  form  30,  and  included  in  Exhibit  No.  3,  showing  addi- 
tional expense  account  of  the  necessity  of  employing  coal 
passers  at  Peabody,  Coal  Center,  and  Lawrence,  Kansas — 

Mr.  Stone :     Clay  Center  that  should  be,  Mr.  Keefe. 

Mr.  Keefe:     Clay  Center! 

Mr.  Stone:     Yes. 

Mr.  Keefe:     Also  Bowie,  Texas. 

At  Peabody,  Clay  Center  and  Lawrence,  Kansas,  two  men 
will  be  employed  at  each  point,  one  days  and  one  nights,  to 
work  in  two  shifts  of  twelve  hours  each;  rate  of  pay  to  be  $1.75 
for  twelve  hours,  or  MVi'  cents  per  hour.  Total  amount  $108.50 
at  each  point.     Total  for  the  three  stations,  $325.50. 

At  Bowie,  Texas,  one  man  to  work  six  hours  per  day,  and 
one  man  to  work  twelve  hours  each  night,  an  aggregate  time 
on  duty  of  eighteen  hours  in  every  twenty-four  hours.  The 
rate  used  was  18  cents  per  hour,  or  a  total  expense  of  $97.20 
per  month. 

$325.50  plus  the  $97.20  makes  the  total  of  $422.70. 

Mr.  Shea :  That  would  be  the  expense  incurred  for  assist- 
ance for  firemen  under.  Article  12  ? 

Mr.  Keefe:     Yes,  by  the  Rock  Island  Railroad. 

Mr.  Shea:  Now,  are  those  points  that  you  name,  Mr. 
Keefe,  intermediate  points? 
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Mr.  Keefe:  I  really  don't  know,  Mr.  Shea.  I  am  not  fa- 
miliar with  the  Rock  Island  territory.  This  is  the  information 
that  I  received  from  the  Rock  Island  as  to  the  details  of  the 
figures  you  questioned. 

Mr.  Shea:  At  these  points  are  there  coal  chutes  located 
there  f 

Mr.  Keefe:  I  am  not  conversant  with  the  details,  Mr. 
Shea. 

Mr.  Shea :  You  don 't  know  but  what  coal  could  be  taken 
just  as  easily  as  by  having  men  stationed  there  to  shovel  coal 
ahead  ? 

Mr.  Keefe:  I  don't  know  anything  about  the  details,  Mr. 
Shea. 

Mr.  Shea :  You  don 't  know  the  distance  between  the  home 
and  the  initial  terminal? 

Mr.  Keefe:     No,  sir. 

Mr.  Shea  :     That  is  all. 

Mr.  Sheean :  I  think  we  had  proceeded,  Mr.  Keefe,  as  far 
as  Sheet  No.  16  of  this  exhibit  3,  under  Article  5,  preparatory 
time. 

Mr.  Stone :     ^^^lat  page  ? 

Mr,  Sheean :  Sheet  No.  16.  Now,  on  that  part  of  this  ex- 
hibit you  show  as  present  wages  paid,  only  those  roads  which 
Iiave  an  arbitrary  preparatory  time  ? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And,  wdierever  under  rules  wherebv  one  man 
is  paid  on  the  hourly  basis,  he  is  paid  from  the  time  he  is  called 
upon  to  report  for  duty,  or  where  he  is  paid  thirty  minutes  prior 
to  the  departure  of  the  train,  or  any  other  rule  covering  the 
payment  on  the  hourly  basis,  you  don't  include  that  as  present 
Avages  paid  under  a  so-called  preparatory  time  rule? 

Mr.  Keefe:     No,  sir, 

Mr.  Sheean:  Columns  1,  3  and  so  on,  the  items  shown 
there  then  are  only  as  to  those  where  an  arbitrary  is  paid  as 
preparatory  time,  independently  entirely  of  the  time  or  miles 
of  the  trip? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  irrespective  of  the  question  whether  the 
mileage  basis  or  the  hourly  basis  covers  the  rest  of  the  trip? 

Mr,  Keefe:     Yes,  sir. 
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Mr.  tSlieean:  That  is  sllo^\•ll  in  all  classes  of  service,  as  to 
what  the  effect  of  the  jDroposal  would  be. 

Mr.  Keef e :     By  classes  of  service. 

Mr.  Sheean:     By  classes  of  service? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Now,  in  passenger  service,  Mr.  Keefe,  in  the 
month  of  October,  how  much  was  paid  on  all  roads  as  arbitrary 
preparatory  timet 

Mr.  Keefe:     For  both  engineers  and  firemen — 

Mr.  Sheean:     No,  separately. 

Mr.  Keefe:     For  engineers  separately? 

Mr.  Sheean:    Yes. 

Mr.  Keefe:     $2,418.85. 

Mr.  Sheean:     And  firemen? 

Mr.  Keefe :     Firemen  $1,589.00. 

Mr.  Sheean:     Those  are  on  what  roads? 

Mr.  Keefe :  Those  are  on  the  Canadian  Northern ;  Duluth, 
Winnipeg  &  Pacific;  and  Canadian  Pacific  Lines  west  of  Fort 
William. 

Mr.  Sheean :  Had  this  proposal  been  in  effect,  what  would 
have  been  the  aggregate  payment  as  preparatory  time  on  these 
roads,  the  aggregate  payment  to  engineers  in  that  month? 

Mr.  Keefe:     $83,822.49. 

Mr.  Sheean:     That  is  in  passenger  service  alone? 

Mr.  Keefe:     In  j^assenger  service,  yes  sir. 

Mr.  Sheean:     And  to  firemen? 

Mr.  Keefe :     To  firemen  in  passenger  service,  $54,544.06. 

Mr.  Sheean:  The  aggregate  payments  in  through  or  ir- 
regular freight  service,  to  both  engineers  and  firemen,  for  pre- 
paratory time  in  that  month,  were  what? 

Mr.  Keefe:  Under  the  present  schedule  provisions, 
$8,291.32. 

Mr.  Sheean:  And  as  proposed,  what  would  this  item 
amount  to  ? 

Mr.  Keefe:     $117,299.14. 

Mr.  Sheean :  The  same  roads,  or  were  there  any  other  roads 
which  paid  an  arbitrary  preparatory  time,  in  through  or  ir- 
regular freight  that  do  not  pay  it  in  passenger  service? 

Mr.  Keefe:  The  Duluth,  South  Shore  &  Atlantic  and  the 
Mineral  Range  show  additional  payments  at  the  present  time, 
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in  addition  to  the  three  roads  I  have  mentioned  previously,  for 
passenger  service. 

Mr.  Sheean:  In  local  or  way  freight  service,  what  were 
the  aggregate  payments  of  arbitrary  preparatory  time? 

Mr.  Keefe:     Under  the  present  arrangements,  $2,898.49 

Mr.  Sheean :  And  the  proposal  would  have  necessitated  an 
expense  of  how  much  under  local  or  way  freight. 

Mr.  Keefe:    $55,952.79. 

Mr.  Sheean:  The.  same  roads  which  pay  in  through  or 
irregular  freight  service,  pay  in  local  or  way  freight? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  As  to  the  imclassified  time,  how  many  roads 
pay  the  arbitrary  preparatory  time! 

Mr.  Keefe:  Three,  the  first  three  I  mentioned;  the  Cana- 
dian Northern ;  Duluth,  Winnipeg  &  Pacific,  and  Canadian  Pacific 
Lines  West  of  Fort  William. 

Mr.  Sheean:  They  are  also  the  only  roads  which  pay  in 
switching  service? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  in  unclassified  service,  what  were  the 
total  wages  paid  as  preparatory  time,  or  arbitrary  preparatory 
time  in  this  month? 

Mr.  Keefe:     $1,023.04. 

Mr.  Sheean:  And  the  wages  as  proposed  would  have  ag- 
gregated what  amount? 

Mr.  Keefe:     $30,811.56. 

Mr.  Sheean:     What  is  that? 

Mr.  Keefe:     $30,811.35. 

Mr.  Sheean:     In  switching  service  what  are  the  totals? 

Mr.  Keefe:  Present  expense,  $2,809.66;  proposed  $63,- 
769.64. 

Mr.  Sheean:  And  then  the  total  for  all  lines  in  all  classes 
of  service  is  shown  in  the  last  two  columns  on  the  page! 

Mr.  Keefe:     The  last  column,  Column  36. 

Mr.  Sheean:     The  last  column  showing  the  total  increase? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Sheet  17  of  this  exliibit,  Mr.  Keefe,  covers 
what  subjects  of  the  proposals? 

Mr.  Keefe:     It  covers  the  initial  terminal  delay  in  pas- 
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senger  service,  and  also  the  final  terminal  delay  in  passenger 
service,  separately. 

Mr.  Slieean:  And  on  this  page  is  carried,  on  all  of  tlie 
roads,  the  items  that  occurred  under  the  terminal  delav  rules, 
which  occurred  in  the  schedules  of  the  different  roads? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:     Under  the  heading  of  present  wages  paid? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  While,  as  compared  with  that,  is  carried  out 
the  amount  which  would  have  been  paid  if,  as  under  the  proposal, 
all  the  time  between  roundhouse  and  station,  irrespective  of 
actual  delays,  was  treated  for  purposes  of  com]iutation  as  a 
delay? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now^,  will  you  give  us  simply,  on  that  page, 
Mr.  Keefe,  the  total  change  that  would  be  brought  about  by  the 
initial  terminal  delay  rule  as  proposed?  Or,  first,  give  us  the 
total  wages  paid  in  passenger  service,  and  the  wages  as  proposed 
under  this  item. 

Mr.  Keefe:  Present  w^ages  paid  under  the  provisions  of 
the  existing  schedules  as  to  initial  terminal  delay,  you  mean? 

Mr.  Sheean:     Yes,  as  to  initial  terminal  delay. 

Mr.  Keefe:     $14,983.87. 

Mr.  Sheean:     And  as  proposed? 

Mr.  Keefe:     As  proposed  $92,171.18. 

Mr.  Sheean :  Now,  as  to  the  final  terminal  delay  in  passen- 
ger service,  what  was  the  amount  paid  for  delays  under  the 
various  schedules  in  the  month  of  October? 

Mr.  Keefe:     $13,279.37. 

Mr.  Sheean:  And  under  the  proposal,  what  would  have 
been  paid  on  the  operations  of  that  month? 

Mr.  Keefe:     $67,474.72. 

Mr.  Sheean:  In  passenger  service,  had  the  proposals  as  to 
initial  and  final  terminal  delay  been  in  effect  in  that  month,  what 
would  have  been  the  change  in  the  payrolls? 

Mr.  Keefe:     $131,382.66. 

Mr.  Sheean:  The  total  as  to  all  of  the  roads  is  shown  on 
this  sheet  17? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:     Sheet  18  makes  comparison  as  to  what? 
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Mr.  Keefe:  It  shows  the  amount  of  actual  terminal  delay, 
and  final  terminal  delay  between  through  or  irregular  freight 
service,  and  local  or  way  freight  service,  separately. 

Mr.  Slieean :  That  is  carried  out  in  the  same  manner  as  to 
freight  service,  in  which  you  carried  out  that  information  as  to 
passenger  service  on  sheet  17? 

Mr.  Keefe:  Yes,  sir,  dividing  the  freight  service  as  between 
through  and  local  service. 

Mr.  Sheean:  Now,  in  the  through  or  irregular  freight 
service,  what  would  have  been  the  change  imder  the  initial  termi- 
nal dela}'  rule  ? 

Mr.  Keefe:     The  total  increase? 

Mr.  Sheean:     The  total  increase,  yes. 

Mr.  Keefe:     $78,851.46. 

Mr.  Sheean:  And  as  to  final  terminal  delay  in  through  or 
irregular  freight  service? 

Mr.  Keefe:     $53,075.31. 

Mr.  Sheean :  Under  local  or  way  freight,  under  the  heading 
of  initial  terminal  delay? 

Mr.  Keefe:     $32,542.59. 

Mr.  Sheean:     And  finally,  in  local  or  way  freight  service? 

Mr.  Keefe:     $22,123.78.  " 

Mr.  Sheean:  "With  an  aggregate  increase  in  through  or 
irregular,  and  local  freight  service  of  how  much  for  that  month? 

Mr.  Keefe:     $186,593.14. 

Mr.  Sheean:  As  in  passenger  service,  you  have  here  ex- 
tended, under  present  wages  paid,  the  amount  which,  in  that 
month,  accrued  under  the  various  definitions  of  terminal  delay 
in  the  different  schedules? 

Mr.    Keefe :     Yes. 

Mr.  Sheean:  And  in  the  columns  by  which  you  have  made 
the  comparison,  you  have  set  up  the  amount  which  would  have 
been  paid,  if  the  part  of  the  work  between  roundhouse  and  outer 
switch  was  treated  as  a  separate  item  of  compensation,  irre- 
spective of  any  question  of  actual  delay? 

Mr.  Keefe :  Yes.  Mr.  Sheean,  before  you  leave  that  sheet, 
I  think  it  is  proper  that  I  should  call  attention  to  the  fact  that  we 
have  not  made  any  estimate  or  shown  any  cost  for  the  applica- 
tion of  the  initial  or  final  terminal  delay  to  the  miscellaneous 
class  of  service,  such  as  pusher,  helper,  mine-runs,  work,  wreck, 
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belt  line,  transfer  and  all  other  unclassified  service.  Tiial  class 
of  service  takes  under  their  proposal,  through  freiglit  rates;  but 
we  have  not  made  any  extension  or  taken  any  steps  to  ascertain 
what  would  be  the  cost  by  reason  of  initial  terniinal  or  linal 
terminal  delay,  under  that  class  of  service. 

Mr.  Sheean:  For  what  reason  was  that  not  sliown,  .Mr. 
Keefe? 

Mr.  Keefe:  It  was  not  anticipated  that  to  ask  for  the 
through  freight  rates  for  the  miscellaneous  class  of  service, 
would  take  with  it  the  through  freight  conditions. 

]\ir.  Sheean:  Therefore,  no  estimate  as  to  cost  of  either 
initial  or  final  terminal  delay  is  made  in  any  of  the  classes  of 
service  which  are  thrown  together  in — I  have  forgotten  which 
article  of  the  proposal  that  is — well,  in  part  of  Article  2,  dealing 
with  ]nisher,  helper,  mine  runs,  work,  wreck,  l)olt  line,  transfer 
and  all  other  unclassified  service. 

Mr.  Iveefe :     Yes,  the  fourth  ]iaragra])li  of  Article  2. 

Mr.  Sheean:  Now,  on  this  sheet  No.  18,  Mr.  Keefe,  that 
we  just  referred  to,  you  have  carried  as  blank,  the  Baltimore  & 
Ohio  Chicago  Terminal  across  the  entire  ]iage,  for  the  reason 
that  their  service  is  defined  in  that  last  article,  the  last  part  of 
Article  2  just  referred  to,  belt  line  and  transfer,  and  so  forth? 

Mr.  Keefe :  Yes,  there  was  no  service  known  as  through 
or  irregular  freight,  or  local  service  on  that  railroad,  and  it  was 
not  anticipated  at  the  time  the  estimates  were  prepared,  that 
the  transfer  or  belt  line  service  would  take  with  it  the  applica- 
tion of  the  initial  and  final  terminal  delay  to  that  class  of 
service. 

Mr.  Sheean:  So  that  if  in  fact  this  requested  article  is 
broad  enough  to  make  applicable  the  initial  and  final  terminal 
delay  to  this  other  class  of  service,  the  pusher,  helper,  mine 
runs,  work,  wreck,  belt  line,  transfer  and  all  other  unclassified 
service,  the  amount  here  sliown  as  the  increase  from  the  a])plica- 
tion  of  that  rule,  is  smaller  than  the  facts  would  be! 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Was  there  anything  further  in  connection 
^nth  the  initial  and  final  terminal  delay  to  which  you  wished  to 
call  attention? 

Mr.  Keefe:     No,  sir. 
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Mr.  Sheean :  Turning  then  to  sheet  No.  19  of  this  exhibit, 
Mr.  Keefe,  jnst  state  briefly  what  this  sheet  19  purports  to  show. 

Mr.  Keefe :  This  sheet  shows  the  additional  expense,  over 
the  practice  in  effect  in  October,  1913,  that  would  have  resulted 
if  the  automatic  release  and  tie-up  rule  as  proposed  in  Article  7, 
paragraph  1,  had  been  in  elfect  during  that  month  in  passenger 
service,  except  suburban,  through  and  irregTilar  freight  service, 
and  also  local  or  way  freight  service. 

Mr.  Sheean:  That  is  shown,  railroad  by  railroad,  in  the 
three  classes  of  service,  passenger  service,  through  or  irregular 
freight  service,  local  or  way  freight  service? 

Mr.  Keefe:  Divided  as  between  engineers  and  firemen, 
yes,  sir. 

Mr.  Sheean :  And  in  the  same  way  as  you  explained  as  to 
the  preceding  exhibit,  you  have  here  embodied  the  application 
of  the  automatic  release  and  tie-up  rule  to  the  unclassified 
service  1 

Mr.  Keefe :  It  has  not  been  applied  to  the  work  train,  the 
unassigned  helper,  the  pusher,  helper,  mine-runs,  work,  wreck, 
belt  line,  transfer,  or  other  unassigned  service. 

Mr.  Sheean:  But  it  has  been  appplied  to  the  assigned 
helper ! 

Mr.  Keefe :     Xo,  it  has  not  been  applied  to  assigned  helper. 

Mr.  Sheean:     I  thought  that  was  your  statement. 

Mr.  Keefe:  No,  it  has  not  been  applied  to  the  assigned 
helper,  the  automatic  release  and  tie-up  rule. 

Mr.  Sheean:  But  if  a  helper  was  operating  in  a  pool,  as 
part  of  the  through  or  irregular  freight  service  pool,  during  that 
month  of  October,  then  I  suppose  the  application  would  be  made 
to  that! 

Mr.  Keefe :  Yes,  the  accounts  were  prepared  on  the  basis 
of  applying  the  rule  to  that  class  of  service. 

Mr.  Sheean :  It  might  be  possible  that  on  some  particular 
road,  the  matter  of  a  helper  going  out  would  be  a  part  of  the 
pool  service  at  that  point,  either  catching  a  helper  run  or  a 
through  freight  runf 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  if  there  were  any  particular  pools  in 
which  that  situation  existed,  then  the  automatic  release  and 
tie-up  rule  would  have  applied  there? 
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Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  Mr.  Keefe,  will  you  give  us,  please, 
what  the  eifect  of  this  rule  in  passenger  service  would  have  been 
for  the  single  month  of  October? 

Mr.  Keefe :  It  would  have  made  an  additional  expense  of 
$156,092.76. 

Mr.  Sheean:  And  in  through  or  irregular  freight  service, 
what  would  the  application  of  this  rule  have  meant  in  that  one 
month,  in  money? 

Mr.  Keefe:     $185,994.01. 

Mr.  Sheean :     And  in  local  or  way  freight  service  ? 

Mr.  Keefe:     $252,384.25. 

Mr.  Sheean:  For  that  month  in  all  classes  or  in  these 
three  classes  of  service,  what  would  the  amount  have  been? 

Mr.  Keefe:     $594,471.02.      . 

Mr.  Sheean:  Now,  Mr.  Keefe,  those  figures,  as  the  result 
of  one  month's  operation,  or  the  effect  of  a  single  rule  on  the 
operations  for  one  month,  run  into  a  large  sum  of  money.  I 
wish  you  would  give  some  actual  examples  on  your  road,  of 
which  you  have  actual  knowledge,  of  the  effect  of  this  rule,  and 
the  way  this  rule  would  run  into  money  if  this  rule  were  actually 
in  effect. 

Mr.  Keefe:  On  the  Gulf,  Colorado  &  Santa  Fe  Kailroad, 
with  which  I  am  directly  connected,  there  are  a  number  of  turn- 
around passenger  runs,  freight  runs,  mixed  train  service,  and 
as  indicative  to  the  extent  that  their  proposals  would  in- 
crease the  present  expenses,  I  have  taken  a  few  of  the  ones 
and  have  shown  the  present  allowance,  present  payments  and 
what  they  would  get  under  their  proposal.  The  first  one  I  have 
is  one  of  the  passenger  trains  that  runs  from  Galveston  to 
Houston  and  return,  each  day. 

Mr.  Sheean:  What  is  the  distance  from  Galveston  to 
Houston? 

Mr.  Keefe :  53  miles.  This  train  leaves  Galveston  at  8 :10 
A.  M.,  arrives  at  Houston  at  9 :55  A.  M.,  or  an  hour  and  45  min- 
utes en  route.  It  leaves  Houston  in  the  evening,  5  P.  M.,  arrives 
at  Galveston  at  6 :45  P.  M. 

Mr.  Sheean :     What  was  the  first  leg  of  the  run  there  ? 

Mr.  Keefe :     Galveston  to  Houston. 

Mr.  Sheean :     Between  arrival  at  Houston  in  the  morning 
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and  bqtween  the  time  that  he  starts  on  his  return  trip  in  the 
evening,  is  the  engineer  required  to  do  anything? 

Mr.  Keef e :  iSTo,  he  is  not  required  by  the  company  to  re- 
main on  the  engine,  or  in  the  vicinity  of  the  engine,  or  remain  on 
dutv. 

But  must  report  in  time  to  make  the  return 

5  o'clock. 
Xow,  that  train  runs  how  many  days  in  the 

It  runs  every  day  in  the  month,  and  on  Sun- 
days that  crew  may — does  make  one  additional  trip,  in  addition 
to  the  run  to  Houston  and  back. 

Mr.  Sheean:  Now,  on  the  trip  on  Monday  morning,  how 
much  is  paid  for  that  round  trip,  under  the  present  schedule? 

Mr.  Keefe:  Under  the  present  schedule,  the  engineer  re- 
ceives for  the  entire  day's  service,  or  106  miles,  $4.40. 

Mr.  Sheean:     And  the  fireman  receives  how  much? 

Mr.  Keefe:     $2.65. 

Mr.  Sheean:  And  on  the  Sunday  trip,  just  how  is  that 
operated,  where  they  make  the  two  round  trips  on  that  day?  I 
mean  as  to  the  hours.  Do  you  happen  to  have  the  time  card 
on  that? 

Mr.  Keefe:  I  have,  but  I  have  not  looked  up  the  details 
on  that. 

Mr.  Sheean :  I  do  not  care.  I  thought  possibly  you  had  it, 
but  the  same  crews  make  two  round  trips  on  Sunday. 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  Have  you  the  actual  sheet  for  operations  in 
the  month  of  October,  1913,  on  that  run? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  in  the  month  of  October,  was  the  same 
engine  on  that  run,  all  that  time? 

Mr.  Keefe:  No,  sir,  they  changed  engines.  They  had  en- 
gine 419,  which  was  125,300  pounds  weight  on  drivers.  It  made 
fourteen  trips. 

Mr.  Sheean:  ^Vhat  other  engine  or  engines  were  on  the 
run  ? 

Mr.  Keefe:  Engine  number  98,  64,350  pounds  weight  on 
drivers,  made  the  remaining  trips. 
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Mr.  Slieeaii:  Under  the  practice  for  that  iiioiiili  of  Octo- 
ber, 1913,  the  engineer  was  paid  tlie  same  amount  on  these  two 
engines '! 

Mr.  Keefe:  Yes,  sir,  under  the  terms  of  our  scliedule  as 
it  exists  at  the  present  time,  he  received  tlie  saiue  i-nte  t'oi-  e.-icli 
trip,  per  day. 

Mr.  Sheean:  But  under  tlie  proposal  liere,  tliose  two  mgi- 
neers  on  this  passenger  train  would  have  taken  dilTei-eiit  lates.' 

Mr.  Keefe:  Yes,  sir,  under  their  request,  the  smaller  en- 
gine, number  98,  weighing  64,350  pounds,  would  take  a  lat.-  of 
$4.50;  the  fireman,  $2.90.  Engine  number  419,  weigliing  ]-2'),'M)0 
pounds,  wouhl  take  for  the  engineer  a  rate  of  $4.S(),  while  the 
fireman  would  receive  $3.15. 

Mr.  Sheean:  Now,  how  much  was  paid  to  the  engineer  and 
fireman  on  that  run,  for  that  month  of  October.'  The  engineer 
received  how  nmch  ? 

Mr.  Keefe:     The  engineer  received  $163.24. 

Mr.  Sheean:  And  under  this  proposal  and  with  this  auto- 
matic release,  whereby  the  53  miles  run  up  to  Houston  would 
be  100  miles,  and  the  return  run  in  the  evening  would  be  another 
100  miles,  what  would 'the  engineer,  under  that  operation  in 
that  month,  have  received? 

Mr.  Keefe :  He  would  have  received  $356.40,  or  an  increase 
of  $193.16,  or  118  per  cent  increase. 

Mr.  Sheean :  Does  that  train  as  it  runs  up  in  the  morning- 
have  one  train  number,  and  a  different  ti-ain  nnml>er  coiiiing 
back  in  the  evening? 

Mr.  Keefe:  Yes,  train  number  2  in  the  morning  and  re- 
turns as  train  number  3  in  the  evening. 

Mr.  Sheean :  Under  the  practice  as  it  is  in  vogue  on  your 
line,  for  this  53  miles  run  up  and  53  miles  run  back,  you  pay 
106  miles? 

Mr.  Keefe:     Yes,  actual  miles. 

Mr.  Sheean  :  Under  the  proposal  here,  as  made,  you  would 
be  obliged  to  pay  100  miles  for  each  leg  of  the  trip? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  that  engine,  in  that  actual  oi)eration 
there  of  that  passengei-  train,  thus  running  on  every  day,  the 
rate  on  the  engine  would  have  changed,  because  of  the  change 


3444 

in  weight  on  drivers  of  the  engine  that  operated  in  different 
parts  of  the  month? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Have  yon  the  detail  of  just  what  the  opera- 
tion was  in  that  month  and  what  was  run  and  what  was  paid? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  And  also  the  detail  of  the  application  of  this 
rule  to  that  situation? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Now,  will  jou  give  us  the  items  that  entered 
into  the  compensation,  in  October,  1913,  and  the  items  that  would 
have  entered  in,  had  this  proposal  been  in  effect? 

Mr.  Keefe:  The  engineer  received  a  straight  mileage  al- 
lowance of  $163.24.  If  the  proposal  had  been  in  effect,  the 
engineer  would  have  received  for  a  mileage  allowance,  $171.72; 
because  of  the  automatic  release  provisions  of  Article  7,  para- 
graph 1,  $152.28. 

Mr.  Sheean :  Well,  now,  you  divided  in  that  way,  that  on 
their  paying  for  the  actual  miles  that  she  run,  because  of  the 
increased  rate  he  would  have  had  $171,  applying  that  to  the 
actual  miles  run? 

Mr.  Keefe :     Yes,  applying  to  the  actual  miles  run,  yes,  sir. 

Mr.  Sheean :  But  because  of  the  automatic  release  at  each 
end  of  the  53  mile  run,  there  would  have  accrued  during  that 
month  how  much  more? 

Mr.  Keefe:     $152.28. 

Mr.  Sheean:  Any  other  item  or  items  of  compensation 
under  this  proposal,  that  he  would  have  been  entitled  to,  had 
this  proposal  been  in  etfect? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     AYliat  were  they? 

Mr.  Keefe :  The  preparatory  time.  He  would  have  re- 
ceived $32.40  additional,  for  preparatory  time,  30  minutes  at 
Galveston,  and  30  minutes  at  Houston. 

Mr.  Sheean:     And  any  other  item  or  items? 

Mr.  Keefe:  No,  there  would  be  no  initial  terminal  delay, 
because  at  both  Galveston  and  Houston,  for  our  passenger  en- 
gines, we  have  hostlers. 

Mr.  Sheean:  So  that  the  engineer  takes  his  engine  at  the 
depot? 


3445 

Mr.  Keef e :    Yes,  and  leaves  it  at  the  depot. 

Mr.  Sheean:  Now,  what  did  the  fireman  receive  for  that 
run  during  the  month  of  October,  under  the  schedules  there  in 
effect? 

Mr.  Keefe:  He  received  $98.32  for  a  straiglit  mileage  al- 
lowance. 

Mr.  Sheean :  And  under  the  proposal,  what  amount  would 
have  accrued  to  him  on  that  run? 

Mr.  Keefe:    By  items? 

Mr.  Sheean:     Yes,  by  items. 

Mr.  Keefe:  By  items,  the  mileage  allowance  would  be 
$111.57;  by  reason  of  the  automatic  release  provision,  $98.94; 
because  of  the  preparatory  time  provision,  $21.05,  or  a  total  of 
$231.56,  which  would  be  $133.24  increase,  or  135  per  cent. 

Mr.  Sheean:  How  long  has  this  run  been  made  between 
Houston  and  Galveston  in  the  way  you  have  described? 

Mr.  Keefe:  It  was  there  when  I  went  to  work  for  the 
railroad,  eighteen  years  ago,  and  has  been  running  practically 
that  way  ever  since ;  not  on  those  specific  hours,  but  that  general 
service. 

Mr.  Sheean :     Run  as  a  turn-around  during  all  of  that  time ! 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Give  us  some  other  case,  Mr.  Keefe,  or  an 
actual  physical  situation  on  the  railroad  on  which  this  proposal 
would  bring  about  excessive  compensation. 

Mr.  Keefe:  We  have  several  other  trains  run  between 
Galveston  and  Houston.  This  is  simply  one  of  those  several 
trains  of  that  character  that  we  have  between  Galveston  and 
Houston. 

Mr.  Sheean:  And  those  trains  between  Galveston  and 
Houston  run  in  a  turn-around  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean.:  Wliile  this  proposal  would  make  53  plus  53 
equal  200  miles  on  all  the  trains  you  run? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Give  us  some  other  example  than  this  Gal- 
veston and  Houston  run? 

Mr.  Keefe:  I  have  not  any  other  Galveston  to  Houston 
runs. 

Mr.  Sheean:     No,  I  say  some  other  run  than  those? 
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Mr.  Keefe:  I  have  details  of  passenger  trains  65  and  66, 
which  operate  between  Dallas  and  Cleburne,  Texas. 

Mr.  Sheean:  What  is  the  distance  between  Dallas  and 
Cleburne  ? 

Mr.  Keefe :     The  distance  is  53  miles,  also. 

Mr.  Sheean:  How  long  have  those  trains  between  Dallas 
and  Cleburne  and  return  been  operated  as  a  turn-around? 

Mr.  Keefe :  A  great  many  years ;  practically  as  long  as 
the  Galveston  and  Houston  turn-around  service  has  been  in 
operation. 

Mr.  Sheean :     Just  describe  one  of  those  turn-around  trips. 

Mr.  Keefe :  These  details  that  I  have  here  are  for  trains 
65  and  66.  Train  No.  66  leaves  Dallas  at  7 :05  A.  M.,  and  arrives 
at  Cleburne,  at  9 :15  A.  M.  Eeturning  it  leaves  Cleburne  at  7 :15 
P.  M.,  arriving  in  Dallas  at  9:40  P.  M.  Time  from  beginning 
of  first  trip  to  end  of  last  trip,  14  hours,  35  minutes. 

Mr.  Sheean:  And  have  you  the  detail  of  the  operations 
for  the  month  of  October,  1913,  on  that  run! 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Was  there  any  change  in  the  engines  at  any 
time  during  the  month  there? 

Mr.  Keefe :  Yes,  there  was  a  change,  but  only  on  one  day. 
The  engine  that  was  assigned  to  the  run  weighed  64,300  pounds 
on  drivers,  but  on  the  17tli  of  October  tliev  substituted  a  heavier 
engine,  weighing  96,500  ]iounds  on  drivers. 

Mr.  Sheean :  What  did  the  engineer  earn  on  that  run,  in 
the  way  in  wliicli  it  was  operated,  in  the  month  of  October,  1913? 

Mr.  Keefe:     He  earned  as  mileage  allowance — 

Mr.  Sheean :     No,  just  give  his  total  payment. 

Mr.  Keefe:     His  total  pajment  was  $170.37. 

Mr.  Sheean :  And  if  this  proposal  had  been  in  effect,  what 
would  he  have  been  paid  for  the  operations  in  that  month? 

Mr.  Keefe:  He  would  have  been  paid  $309.78,  or  an  in- 
crease of  $139.41. 

Mr.  Sheean:  On  that  run  what  did  the  fireman  receive, 
under  the  actual  operations  for  October,  1913? 

Mr.  Keefe :     He  received  $97.73. 

Mr.  Sheean:  What  would  this  application  of  the  auto- 
matic release  and  other  rules  proposed  here  have  produced  in 
compensation,  had  they  been  in  effect? 
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Mr.  Keefe:     He  would  have  received  $199.71. 

Mr.  Sheean:  You  also  liave  llie  detail  of  tliat  month's 
operation  there,  have  you? 

Mr.  Keefe :  Yes,  but  there  is  one  point  in  connection  with 
it  which  I  would  like  to  explain. 

Mr.  Sheean:     Do  so,  please. 

Mr.  Keefe:  Under  the  present  arrangement,  tliere  is  al- 
lowed the  engineer  and  fireman,  by  this  agreement,  at  Dallas, 
one  hour  for  performing  hostling  work.  We  have  no  hostlers 
at  Dallas.  Under  their  ])ro])osal,  while  the  saving  clause  was 
considered,  it  was  not  thought  that  the  men  would  insist  upon 
that  one  hour's  additional  allowance,  because,  under  the  provi- 
sions of  another  paragraph  of  their  proposal,  we  would  have 
to  place  a  hostler  at  that  point,  so  that  in  the  proposed  expense 
we  have  eliminated  $13.64  from  the  engineer's  salary  and  $8.22 
from  the  fireman's  salary  that  they  receive,  and  it  is  not  shown 
in  the  proposed  expense. 

Mr.  Sheean:  But  under  the  operation  in  October,  1913,  the 
engineer  on  that  assigned  run  earned  and  received  how  muchf 

Mr.  Keefe:     $170.37. 

Mr.  Sheean :  While,  if  this  proposal  was  in  effect,  he 
would  have  been  entitled  to  how  much? 

Mr.  Keefe:     $309.78. 

Mr.  Sheean :  Those  particular  trains  there  change  their 
numbers  in  running  in  one  direction  from  what  they  are  in  run- 
ning the  other! 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  And  thev  have  been  in  existence,  running  in 
that  way,  for  a  good  many  years  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Are  there  other  trains  than  the  ones  of 
which  you  have  the  detail,  running  in  this  same  way,  in  this 
Dallas  district? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Give  us  some  other  actual  operation  for  the 
month  of  October,  1913,  Mr.  Keefe,  as  illustrative,  simply,  of 
why  and  how  this  automatic  release  runs  up  to  half  a  million 
dollars  in  one  month? 

Mr.  Keefe:  Here  is  rather  an  aggravated,  or  rather  a 
very  apparent  extravagant  payment  under  their  proposal.    This 
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is  tJhe  detail  of  a  run  that  operates  between  Davis  and  Snlphur, 
in  Oklalioma,  a  branch  line  turn-aromid  service.  It  is  the  only 
service  that  is  on  that  branch,  and  is  performed  by  this  one  crew. 

Mr.  Sheean:  Go  on  and  give  us  the  voyage  that  they  make 
there. 

Mr.  Keefe:  The  crew  makes  four  turn-around  trips,  from 
Sulphur  to  Davis,  Oklahoma,  and  return,  making  a  total  mileage 
of  75  miles,  for  which  they  are  now  being  paid  100  miles  at  mixed 
train  rates,  with  an  arbitrary  allowance  of  two  hours  per  day  for 
switching  their  train  at  Davis. 

Mr.  Sheean:  Just  give  us  a  little  detail  of  what  they  start 
out  to  do  in  the  morning,  and  when  they  do  it,  and  where. 

Mr.  Keefe:  On  the  first  trip  they  leave  Sulphur  at  8:30 
A.  M.,  going  to  Davis  and  arriving  at  9:10  A.  M. 

Mr.  Sheean:     What  is  the  distance? 

Mr.  Keefe:  9.3  miles.  They  make  four  of  those  trips  dur- 
ing the  daj^,  terminating  their  service  at  Sulphur  at  5:40  P.  M., 
or  a  total  of  8  hours  and  30  minutes  from  the  time  they  start  out 
in  the  morning  until  they  complete  their  last  service  in  the 
evening. 

Mr.  Sheean:  They  get  back  into  Sulphur,  Sulphur  is  the 
place  they  start  out  from  in  the  morning? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  And  out  to  the  end  of  the  bran,ch  and  back  to 
Sulphur? 

Mr.  Keefe:  Sulphur  is  the  end  of  the  branch,  and  they 
come  into  the  junction  -with  the  main  line,  and  then  tie  up  at 
Sulphur,  which  is  the  terminal  of  the  branch. 

Mr.  Sheean:     And  they  make  four  round  trips  a  day. 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  So  that,  whether  you  consider  each  end  of 
the  run  an  automatic  release,  or  whether  they  are  getting  to  their 
terminal  at  the  end  of  the  run,  they  are  back  in  their  own  termi- 
nal four  different  times,  or  make  four  trips  back  to  that  terminal 
per  day? 

Mr.  Keefe:  Yes.  Every  one  of  those  runs  is  under  a  dif- 
ferent train  number. 

Mr.  Sheean:  For  that  you  are  now  paying  for  the  75  miles 
actually  run,  the  100  miles  under  the  schedule  providing  that 
for  100  miles,  or  less,  you  shall  pay  100  miles? 
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Mr.  Keefe:    Yes. 

Mr.  Slieean:  On  tliat  run,  in  October,  1913,  what  did  you 
pay  the  engineer? 

'  Mr.  Keefe:     $202.74. 

Mr.  Sheean:  And  the  fireman  on  that  run  received  how 
much  ? 

Mr.  Keefe:     $119.04. 

Mr.  Sheean:  And  under  the  application  of  tlie  automatic 
release,  that  when  a  train  comes  in  and  they  cjo  back  on  another 
train,  there  is  100  miles  or  less  paid  them,  what  would  you  have 
been  required  to  pay,  had  this  automatic  release  schedule  pro- 
vision been  in  your  schedule,  to  that  engineer? 

Mr.  Keefe:     $1,435.75. 

Mr.  Sheean:  And  to  the  fireman  in  that  month,  under  this 
rule? 

Mr.  Keefe:     $937.79. 

Mr.  Sheean:  The  engineer  and  fireman,  arriving  at  the 
terminal,  being  automatically  released,  and  paying  them  100 
miles  for  that  run,  it  would  have  resulted  in  that  compensation? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Upon  arriving  at  the  terminal  or  end  of  the 
run  ?  -  ■ 

Mr.  Keefe:    Yes. 

Mr.  Shea:  How  did  3'qu  say  that  was  computed  today,  as 
at  the  terminal  or  at  the  end  of  the  9.3  miles? 

Mr.  Keefe:  It  was  computed  after  he  made  each  trip.  He 
arrived  at  the  end  of  his  terminal  or  end  of  his  run. 

Mr.  Shea:  That  is,  you  allow  a  day  for  each  9.3  miles 
made? 

Mr.  Keefe:  Yes,  plus  his  preparatory  time  and  initial  ter- 
minal delay. 

Mr.  Sheean:  On  the  run  from  Sulphur  up  to  Davis,  that 
is  at  the  end  of  his  run  there,  he  is  as  far  as  he  can  go,  is  he  not? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  On  the  return  trip  from  Davis,  in  getting 
down  to  Sulphur,  he  reaches  his  terminal,  does  he  not? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  coming  back  he  has  a  different  train 
number  from  the  one  with  which  he  goes  out? 

Mr.  Keefe:    Yes. 


Q  ir; 
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Mr.  Slieean:  That  was  the  operation  in  October,  1913,  and 
had  been  for  how  many  years? 

Mr.  Keefe:  Ever  since  the  line  was  built,  about  eight 
years  ago. 

Mr.  Burgess:  Will  you  please  give  those  amounts  to  me 
again,  which  they  would  receive  under  the  proposed  scale? 

Mr.  Keefe:     $1,435.73  for  the  engineer. 

Mr.  Shea :  Did  you  say  how  that  compared  with  the  wages 
of  governors  in  certain  states  ? 

Mr.  Keefe :     No. 

Mr.  Sheean :  No,  where  the  automatic  release  would  apply 
here  it  made  it  above  Senators  and  Presidents. 

Mr.  Shea:  I  was  wondering  Avhether  you  were  confining 
it  to  the  Governor  of  which  state. 

Mr.  Sheean :  What  state  was  that  you  said  he  actually  got 
$200? 

Mr.  Keefe:     The  State  of  Oklahoma. 

Mr.  Sheean :  I  do  not  happen  to  remember  whether  the 
State  of  Oklahoma  pays  its  Grovernor  more  than  $202,  but  I 
think  it  does  pay  a  little  more. 

Mr.  Keefe :  That  $202.74  w^as  what  he  actually  drew  under 
the  present  agreement,  the  present  rates  of  pay  and  working 
arrangements. 

Mr.  Stone:  Might  I  ask  for  further  detail  on  that  run? 
About  how  many  hours  a  day  would  he  have  to  put  in  for  that 
$202.74? 

Mr.  Keefe :     8  hours  34  minutes. 

Mr.  Stone:     That  is,  all  told? 

Mr.  Keefe:  That  is  the  time  from  when  he  first  went  to 
work  in  the  morning  until  the  end  of  his  last  trip  in  the  after- 
noon. 

Mr.  Sheean :  The  detail  you  have  as  to  the  actual  opera- 
tions in  the  month  of  October? 

Mr.  Keefe :     Yes. 

Mr.  Sheean :  As  to  each  of  these,  I  will  ask  you  to  file  that 
detail  sheet.  We  have  just  the  one  sheet,  but  instead  of  cum- 
bering up  the  record,  so  it  may  be  accessible  to  the  other  side 
to  check,  will  you  just  hand  to  Mr.  Milstead  the  three  that  you 
have  already  passed,  so  that  they  may  be  filed? 

Mr.  Keefe:     Yes. 
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(The  papers  were  accordingly  filed,  as  of  this  (hitc) 

Mr.  Sheean:  Now,  Mr.  Keefe,  I  understand  you  have  not 
attempted  to  enumerate  all  of  the  cases  on  the  Gulf,  Colorado 
&  Santa  Fe,  in  which  this  automatic  release  would  work  out 
excessive  payments,  but  simi)ly  to  cull  some  cases  that  will  olTer 
some  explanation  as  to  the  conclusion  that  the  roads  reach  here, 
that  that  rule,  in  the  month  of  October  alone,  woul<l  amount  to 
over  half  a  million  dollars  increased  pay  to  the  men. 

Mr.  Keefe:  That  is  correct.  I  have  not  attempted  to. 
There  are  a  large  number  of  similar  runs  that  T  have  not  even 
asked  for  the  details  or  attempted  to  compute. 

Mr.  Sheean:  Have  you  a  short  one  there  that  we  could 
take  up  before  adjournment  time  and  get  the  details? 

Mr.  Keefe:  Here  is  a  turn-around  in  freight  service  be- 
tween Houston  and  Alvin. 

Mr.  Sheean:     AVhat  is  the  distance  there? 

Mr.  Keefe:     The  distance  is  21  miles. 

Mr.  Sheean:  Now,  tell  us  Avliat  the  operation  was  there  in 
the  month  of  October,  how  they  run  that. 

Mr.  Keefe :  This  train  would  leave  liouston  in  the  evening 
and  connect  with  the  fast  freight  trains  out  of  Galveston,  and 
would  wait  there  for  the  trains  in  the  morning  to  bring  freight 
back  into  Houston.  Under  the  present  basis  he  is  allowed  100 
miles  from  Houston  to  Alvin  and  return.  Now,  sometimes,  or 
in  the  month  of  October,  on  fourteen  days,  he  made  an  extra 
trip  between  Houston  and  Alvin,  made  double,  in  other  words, 
of  the  service  between  Houston  and  Alvin,  and  the  remainder 
of  the  trips  he  only  made  one  trip. 

Mr.  Sheean:  In  that  freight  service,  for  that  23  miles,  did 
you  say '! 

Mr.  Keefe:  It  is  21  miles.  23  miles  is  from  Houston 
proper,  but  from  the  yard  where  he  leaves  it  is  21.1. 

Mr.  Sheean :  And  that  21.1  miles  up,  and  back,  under  the 
schedule,  is  paid  for  as  100  miles? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  in  the  cases  where  he  doubled  on  the 
few  days  in  which  he  doubled  the  road,  what  was  paid  there? 

Mr.  Keefe:     The  100  miles. 

Mr.  Sheean:  For  each  trip  that  he  made,  each  round  trip 
of  42.2  miles,  he  was  paid  100  miles? 
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Mr.  Keefe:  Not  for  each  round  trip,  no;  for  his  double 
trips.  Those  days  he  doubled  he  made  84  miles,  for  which  he 
received  100. 

Mr.  Sheean :  That  is  what  I  was  trying  to  get  at,  whether 
you  paid — 

Mr.  Keefe :     Just  100  miles. 

Mr.  Sheean:  The  total  mileage  being  under  100,  whether 
he  went  on  that  round  trip  once  or  twice,  he  was  paid  100 1 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  What  was  paid  there  during  the  month  of 
October,  1913? 

Mr.  Keefe:  He  actually  received  $243.23,  under  the  pres- 
ent schedule  and  present  arrangement. 

Mr.  Sheean:  If  the  automatic  release  rule  was  in  effect, 
whereby  for  each  21  miles  100  miles  would  be  paid,  what  would 
have  been  the  effect  to  his  compensation  in  the  month  of  Octo- 
ber, 1913! 

Mr.  Keefe :     He  would  have  received  $626.11. 

Mr.  Sheean:  And  what  was  the  fireman  actually  paid  on 
that  run,  during  the  month  of  October,  19131 

Mr.  Keefe:     $148.05. 

Mr.  Sheean:  And  what  would  the  fireman  have  received, 
had  those  trains  been  run  under  the  schedule  proposed  here! 

Mr.  Keefe:     $408.59. 

Mr.  Park:     The  fireman  received  $148! 

Mr.  Keefe :     $148.05.    That  is  what  he  was  paid. 

Mr.  Sheean :  What  does  that  show  as  to  the  total  number 
of  miles  run! 

Mr.  Keefe:     1,880  miles  for  the  month. 

The  Chairman:  How  many  hours  did  he  work,  I  mean 
speaking  of  the  day? 

Mr.  Keefe :  His  time  was  computed  continuously  from  the 
time  he  started  until  he  returned,  and  a  good  part  of  that  time 
he  was  laying  at  Alvin,  performing  no  service;  but  embracing 
all  the  time  he  was  at  the  turn-around  point,  it  averaged  ten 
hours  and  something  per  day.    I  will  give  it  to  you  in  a  minute. 

The  Chairman:     Well,  approximately. 

Mr.  Keefe :    I  should  have  said  twelve  hours. 

Mr.  Park :  Do  you  know  approximately  how  much  time  he 
was  off  between  the  runs! 
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Mr.  Keefe:     No,  I  do  not. 

Mr.  Park:     How  long  were  the  runs? 

Mr.  Keefe:  21  miles  each  way.  Fourteen  times  he  made 
it  double,  which  made  it  84  miles. 

Mr.  Sheean :  How  long  has  that  been  operated  in  tliat  way, 
that  freight  run  from  Houston  to  Alvin? 

Mr.  Keefe :  For  a  number  of  years.  It  is  quite  a  number 
of  years.    I  do  not  recollect,  not  less  than  ten. 

Mr.  Sheean:  And  the  operation  is  for  the  purpose  of  get- 
ting fast  freight? 

Mr.  Keefe :  Yes,  our  main  line  does  not  run  through  Hous- 
ton. It  operates  from  Beverly  Yard  to  Galveston,  coming 
through  Alvin,  to  take  our  Houston  freight.  Houston  is  located 
on  a  branch  21  miles  in  length.  To  get  our  Houston  freight,  they 
make  a  stub  run  there  connecting  with  both  fast  freight  trains 
out  of  Galveston. 

Mr.  Sheean:  You  also  have  the  details  of  the  operation 
there  during  that  month? 

Mr.  Keefe:     Yes. 

The  Chairman:  Are  engineers  and  firemen  generally  on 
your  line  paid  this  amount,  or  is  this  a  special  run  where  this 
rate  obtained! 

Mr.  Keefe :  No,  I  did  not  take  it  at  all  with  regard  to  what 
the  present  compensation  is.  We  will  have  exhibits  later  on 
indicating  what  they  do  receive  as  a  general  proposition.  I  did 
not  know  what  these  figures  produced  until  I  received  them 
yesterday  morning. 

Mr.  Sheean :  This  is  only  to  illustrate  the  apparently  large 
increase  of  the  automatic  increase,  and  to  illustrate  why,  in  the 
view  of  these  men,  applying  the  automatic  release,  that  one  item 
runs  into  such  a  large  sum  of  money.  I  will  ask  you  to  file 
that,  also. 

(The  paper  was  filed  as  of  this  date.) 

(^Vhereupon,  at  12 :30  o'clock  P.  M.  a  recess  was  taken  until 
2:30  o'clock  P.  M.) 

After  Eecess 

Mr.  Sheean:  Some  days  ago  I  asked  and  was  given  leave 
to  file  these  various  arbitration  awards.  We  now  file  the  report 
of  the  Board  of  Arbitration  in  the  matter  of  the  controversy 
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between  the  Eastern  Railroads  and  Brotherhood  of  Locomotive 
Engineers,  November  2,  1912;  the  award  between  the  Eastern 
Railroads  and  the  Brotherhood  of  Locomotive  Firemen  and  En- 
ginemen,  April  23,  1913;  and  the  interpretations  of  December  5, 
1913,  of  the  same  award.  Those  are  filed  for  the  information  of 
the  Board.  Also  the  award  in  the  case  of  the  Eastern  Railroads 
and  the  Order  of  Railway  Conductors  and  Brotherhood  of  Rail- 
way Trainmen,  November  10, 1913 ;  and  the  rulings  and  interpre- 
tations of  the  same  award.  Also,  the  joint  conclusions  arrived 
at  as  to  the  application  of  the  rulings  of  the  Board  to  certain 
questions  submitted  to  the  Board.  These  are  not  being  filed  as 
exhibits. 

The  Chairman:  As  I  understand  it,  you  are  not  offering 
these  as  regular  exhibits  to  be  incorporated  in  the  record,  but 
simply  for  the  benefit  of  the  Board. 

Mr.  Sheean:     For  the  benefit  of  the  Board. 

The  Chairman.    Yes. 

Mr.  Sheean:     And   we   furnished   a    sufficient   number   of 
copies  so  that  each  member  of  the  Board  may  have  the  award- 
in  the  different  cases  referred  to. 

The  Chairman:     Very  well. 

J.  H.  KEEFE  was  recalled  for  further  examination,  and 
having  been  previously  sw^orn,  testified  as  follows: 

Mr.  Sheean:  Mr.  Keefe,  just  before  adjournment  you  par- 
tially completed  the  description  of  one  run  on  the  Santa  Fe. 

Mr.  Keefe:     Yes,  sir;  I  had  finished. 

Mr.  Sheean:     You  had  finished? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  will  you  give  us  some  other  example 
of  the  application  of  this  Automatic  Release  Rule? 

Mr.  Keefe:  I  have  before  me  the  details  of  the  present 
compensation  received  by  the  Engineers  and  Firemen  on  through 
freight  trains  43  and  44,  that  operate  between  Cleburne  and 
Dallas. 

Mr.  Sheean :    What  is  the  distance  ? 

Mr.  Keefe:     The  distance  is  53  miles. 

Mr.  Sheean:  Now,  just  give  us  the  substance  of  what  the 
operation  there  was  in  October,  1913,  on  this  through  freight 
run. 


Mr.  Keefe:  This  thronoli  froioJit  run  leaves  Dallas  at  8.05 
P.  M.,  Train  No.  44,  going  to  Cleburne,  ai-riving  there  at  11:20 
P.  M.;  returning  leaves  Cleburn  at  3  A.  M.,  arrives  at  Dallas  at 
7  A.  M. 

Mr.  Sheean:  For  that  run,  during  October,  l!)!,'),  what  did 
the  engineer  draw  under  present  schedules? 

Mr.  Keefe:     $201.86. 

Mr.  Sheean:  If  the  proposal  now  under  consideration  had 
been  in  effect  and  applied  to  the  operation  of  those  runs,  what 
would  the  pay  of  that  engineer  for  that  month,  have  ])een? 

Mr.  Keefe:     $332.55,  an  increase  of  $130.09. 

Mr.  Sheean :     What  was  the  fireman  paid  ? 

Mr.  Keefe:     $122.57. 

Mr.  Sheean:  And  if  the  proposal  had  been  in  effect,  what 
would  the  fireman  have  been  paid  during  the  month  of  October, 
1913? 

Mr.  Keefe:     $216.77,  or  an  increase  of  $94.20. 

Mr.  Sheean:  You  have  the  detail  of  the  runs  made  by  those 
trains  during  that  month  ? 

Mr.  Keefe:     Yes. 

Mr,  Sheean:     I  will  ask  that  you  also  file  that,  Mr.  Keefe. 

Mr.  Keefe:  And  in  connection  with  that,  and  explaining 
the  road  overtime  feature,  I  will  say  that  in  the  month  of  Octo- 
ber the  engineer  received  $19.95  for  road  overtime.  That  amount 
was  not  shown  as  under  his  proposed,  because  the  automatic  re- 
lease would  reduce  that  payment. 

The  Chairman :     What  was  the  distance  of  that  run  ? 

Mr.  Keefe:     53  miles  one  wav,  or  a  total  of  106  miles. 

The  Chairman:  What  number  of  hours  were  consumed  in 
making  the  run? 

Mr.  Keefe:  A  total  for  the  31  days  of  251  hours,  or  an 
average  of  eight  hours  per  day. 

Mr.  Sheean :  The  total  payments  for  the  month,  including 
this  payment  of  overtime,  were  how  much? 

Mr.  Keefe:  Just  a  moment,  will  you?  About  nine  hours 
a  day. 

Mr.  Park:     Does  that  include  the  lay-over  at  Cleburne? 

Mr.  Keefe:     Yes. 

Mr.  Shea:     What  time  did  they  leave  Cleburne? 

Mr.  Keefe:     Left  Cleburne  at  3  A.  M. 
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Mr.  Shea :     His  home  terminal  was  Dallas  ? 

Mr.  Keefe:     His  home  terminal  was  Dallas. 

Mr.  Shea:     What  time  did  he  leave  Dallas? 

Mr.  Keefe:  He  left  Dallas — he  was  scheduled  to  leave 
there  at  8 :05  P.  M. 

Mr.  Shea:     And  then  returned  backf 

Mr.  Keefe :     Reached  Cleburne  at  11 :20  P.  M. 

Mr.  Shea :     AVhat  tirpe  did  he  return  to  Dallas  f 

Mr.  Keefe :     3  A.  M. 

Mr.  Park:  Left  Cleburne  at  3  A.  M.  What  time  did  he 
get  to  Dallas? 

Mr.  Keefe :     Got  to  Dallas  at  7  A.  M. 

Mr.  Shea :     Then  that  was  10  hours  and  55  minutes  ? 

Mr.  Keefe:  Yes,  I  am  reading  the  schedule  figures  here, 
Mr.  Shea,  but  in  looking  at  the  actual  hours  on  duty  for  the 
month  of  October,  it  is  shown  here  by  runs.  It  shows  he  con- 
sumed a  total  of  254  hours,  10  minutes. 

Mr.  Shea :     But  a  spread  of  10  hours,  55  minutes  ? 

Mr.  Keefe :  Yes,  sir ;  in  that,  hours  of  time  he  was  laying 
at  Cleburne  was  deducted,  64  hours,  45  minutes,  so  that  should 
be  added  to  that  251  hours,  a  little  over  11  hours,  and  I  don't 
know  just  how  many  minutes — a  little  over  11  hours  from  the 
time  that  he  left  Cleburne — left  Dallas  until  he  returned  to 
Dallas,  including  his  time  laying  at  Cleburne. 

Mr.  Sheean:  Now,  including  the  overtime  that  was  paid 
during  that  month,  what  was  the  total  payment  to  the  engineer? 

Mr.  Keefe :     $201.86. 

Mr.  Sheean:  And  with  the  elimination  of  overtime  and 
paying  him  100  miles  each  way  on  the  trip,  what  would  his 
earnings  have  been  during  that  month? 

Mr.  Keefe:     $332.55. 

Mr.  Sheean:  That  is  a  regular  through  freight  run  that 
has  been  there  how  long? 

Mr.  Keefe:  Been  there  for  a  number  of  years.  I  would 
not  even  undertake  to  approximate  how  many.  Over  five  years, 
I  know. 

Mr.  Sheean:  And  the  detail  of  the  entire  operation  is 
shown  on  that  sheet? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     Now,  is  there  anything  further  about  that 
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run  that  you  wish  to  call  attention  to? 

Mr.  Keefe:     No. 

Mr.  Sheean:  Some  other  well  established  run  on  the  Gulf, 
Colorado  &  Santa  Fe,  which,  under  the  automatic  release  would 
change  greatly  the  pajonents. 

Mr.  Keefe:  This  was  a  crew  on  what  was  known  as 
''Waco-McGregor  turn-around  service."  This  train  makes  two 
turn-around  passenger  trips  and  one  turn-around  freight  trip, 
from  Waco  to  McGregor — l)etween  Waco  and  McGregor. 

Mr.  Sheean:  What  is  the  distance  between  Waco  and 
McGregor? 

Mr.  Keefe :  Approximately  20  miles. 

Mr.  Sheean:  And  the  operations  there  were  in  October, 
1913,  paying  the  actual  mileage  of  120  miles? 

Mr.  Keefe:  Yes;  125  miles,  at  the  actual  mileage,  yes; 
125  miles,  counting  all  the  mileage. 

Mr.  Sheean:  Now,  in  making  that  125  miles  in  the  month 
of  October,  1913,  about  what  is  the  spread  of  hours?  When  do 
they  start  out  on  the  first  round  trip  and  when  is  the  last  round 
trip  ? 

Mr.  Keefe :  Leave  Waco  at  8 :15  P.  M.  and  returning,  ar- 
rive Waco  8 :45  A.  M.,  total  12  hours,  30  minutes,  from  the  first 
trip  to  the  last. 

Mr.  Sheean :  And  do  each  of  those  trains  run  under  differ- 
ent number,  from  one  point  to  the  other? 

Mr.  Keefe :     Yes. 

Mr.  Sheean :  During  the  month  of  October,  1913,  what  did 
the  engineer  draw  Avho  had  that  run  or  series  of  runs? 

Mr.  Keefe:     He  drew  $226.94. 

Mr.  Sheean :     That  was  under  existing  schedule  ? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  If  the  proposals  of  the  men  had  been  in  force 
during  that  month  of  October,  1913,  what  would  the  engineer 
have  drawn  on  those  runs,  made  between  8:15  in  the  morning 
and  8 :45  at  night  ? 

Mr.  Keefe:     $1,088.13. 

Mr.  Sheean:     For  the  month  of  October? 

Mr.  Keefe :     For  the  month  of  October,  yes,  sir. 

Mr.  Sheean:     On    those   runs,   beginning    at   8:15   in   the 
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morning  and  ending  at  8:45  at  night,  what  did  the  fireman 
receive  in  the  month  of  October,  1913  ? 

Mr.  Keefe:  Jnst  the  reverse,  Mr.  Sheean,  he  commenced 
at  8:15  at  night  and  conclnded  at  8:45  A.  M. 

Mr.  Sheean :  Well,  on  that  turn-aroimd  run,  in  the  month 
of  October,  what  did  the  Santa  Fe  pay  the  fireman  ? 

Mr.  Keefe:     $136.44. 

Mr.  Sheean:  And  under  the  proposals  contained  in  this 
schedule,  what  would  the  fireman  on  that  run  have  received  for 
that  month's  wages  on  that  run? 

Mr.  Keefe:     $711.51. 

Mr.  Byram :  Have  you  anything  to  show  us  how  much  coal 
was  consumed  on  that  trip! 

Mr.  Keefe :  There  is  no  coal  consumed  whatever ;  it  is  an 
oil  burner ;  all  these  runs  I  have  mentioned  are  oil  burners ;  no 
physical  labor  in  connection  with  the  fireman's  duty. 

Mr.  Sheean:  How  long  has  this  turn-around  service  been 
established  and  in  existence  on  the  Gulf,  Colorado  &  Santa  Fe? 

Mr.  Keefe:  Since  we  commenced  operating  into  Waco^ 
about  five  years  ago. 

Mr.  Sheean:  You  have  the  detail  of  the  operations  there 
on  that  branch  during  that  month  on  that  run? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     I  will  ask  that  you  file  that  also,  Mr.  Keefe. 

The  paper  was  accordingly  filed,  of  this  date. 

Mr.  Sheean:  Now,  these  examples  that  you  have  given, 
Mr.  Keefe,  are  given,  as  I  understand  you,  simply  as  examples 
of  the  situation  on  the  railroad  of  which  you  are  assistant  general 
manager,  and  the  effect  of  applying  the  iron  clad  rule  which  is 
IDroposed,  to  the  actual  operations  of  that  railroad. 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  It  does  not  comprise  all  cases  of  turn-arounds 
or  branch  line  operations? 

Mr.  Keefe:    It  does  not. 

Mr.  Sheean :  Just  tell  us  some  other  run  or  runs  to  which 
a  similar  situation,  I  mean  in  the  respect  of  there  being  a  great 
change  effected  by  automatic  release  being  made  applicable. 

Mr.  Keefe :  I  do  not  know  as  I  can  recall  all  of  them  off- 
handed, but  some  of  the  others  are  Somerville  to  Temple  and 
return,  mixed  train  service;  that  is  on  the  main  line. 
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Mr.  Slieeau:     AVliat  is  the  distance  theref 

Mr.  Keefe:     77  miles  one  way. 

Mr.  Slieean:     And  that  is  now  being  ojjerated  as  a  turn- 
around ? 

Mr.  Keefe:     As  a  tnrn-annmd,  and  paid  as  a  tuni-a round. 

Mr.  Sheean :     You  pay  twice  77  miles  for  that .' 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Instead  of  twice  100,  as  you  would  have  to, 
under  this  proposal? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     What  other  example  or  examples? 

Mr.  Keefe:  The  Longview  to  (Vnter  passenger  turn- 
around service,  66  miles  one  way. 

Mr.  Sheean:  For  which  you  now  pay  twice  66  miles,  when 
it  is  doubled? 

Mr.  Keefe:     Yes. 
>    Mr.  Sheean:     And  is  that  operated  in  that  way  as  a  turn- 
around ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     How  long  has  it  been  thus  operated? 

Mr.  Keefe :     Since  1906,  eight  years. 

Mr.  Sheean :     Some  other  example  or  examples  ? 

Mr.  Keefe:  The  run  from  Longview  to  Ore  City,  distance 
twenty-four  miles,  mixed  train  service,  which  has  been  in  oper- 
ation about  three  years.  The  turn-around  service  between  Beau- 
mont and  Saratoga,  about  thirty-tive  miles  one  way. 

Mr.  Sheean:     Is  that  ()])ernted  now  as  turn-around? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     Making  one  turn-around,  or  two  in  the  day? 

Mr.  Keefe :     Making  one  turn-around  a  day. 

Mr.  Sheean: .  And  for  the  seventy  miles  run,  paying  under 
the  present  schedule,  100  miles? 

Mr.  Keefe:  Yes.  We  have  some  turn-around  service  be- 
tween Shawnee  and  Chickasha,  about  seventy-four  miles  in 
length  one  way. 

Mr.  Sheean:  And  as  that  is  operated  now  you  ])ay  twice 
seventy-four  miles,  one  hundred  and  forty-eight  miles,  wliere 
they  make  that  run? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     A  detail  of  just  what  the  effect  on  lliosc  runs 
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separately  would  be,  you  have  not  liere  as  to  any  actual  runs 
made  during  that  time? 

Mr.  Keef e :     No,  sir. 

Mr.  Park:  How  would  this  apply  to  irregular  service? 
That  is  loading  stock,  fifteen  or  twenty  miles  from  the  terminal? 
Do  you  load  a  good  deal  of  stock  in  that  territory,  or  some  ? 

Mr.  Keefe:     Yes,  we  do. 

Mr,  Park:  If  you  run  a  crew  out,  say  twenty  miles,  to 
load  a  train  of  stock,  does  that  constitute  a  run  each  way! 

Mr.  Keefe:  As  I  understand  it,  yes,  because  they  go  out 
as  a  separate  train  and  come  back  as  a  separate  train.  They 
change  their  train  numbers  returning,  and  for  any  irregular 
service  of  that  kind,  no  doubt  thev  would  receive  100  miles  for 
each  direction. 

Mr.  Park:  Then  if  they  were  required  to  take  the  stock 
out  in  another  direction  from  Dallas,  say  twenty  miles,  would 
that  constitute  another  day,  two  more  days? 

Mr.  Keefe:  I  believe  so,  under  their  interpretation,  yes, 
sir. 

Mr.  Nagel:  Are  these  somewhat  extraordinary  results 
under  the  proposed  rule  shown  in  exceptional  cases  only? 

Mr.  Keefe:  They  apply  to  all  turn-around  service  that  is 
in  effect  on  our  road,  or  any  road  that  has  turn-around  service 
of  that  kind. 

Mr.  Nagel :  Are  there  enough  of  them  to  account  substan- 
tially for  the  increased  cost  of  something  like  half  a  million 
dollars  a  month? 

Mr.  Keefe :  Yes,  from  what  the  reports  received  from  the 
railroads  indicate.  Take  on  our  own  company,  we  report  the 
increased  cost  to  us  of  that  rule  will  be  $9,875.  I  have  only 
given  you  a  few  of  the  runs  that  would  be  affected  by  this  rule. 

Mr.  Nagel:  Would  it  be  difficult  to  modify  the  proposed 
rule  to  escape  the  consequences  that  you  have  described? 

Mr.  Keefe :  Why,  of  course  any  modification  that  is  made 
of  the  rule  would  no  doubt  lessen  the  expense.  Just  what  that 
modification  is,  or  how  much  it  would  reduce  the  expense,  I 
could  not  tell,  until  I  had  an  idea  of  what  the  modification 
would  be. 

Mr.  Nagel :  It  is  simply  a  question  of  successful  descrip- 
tion? 
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Mr.  Keefe:     Yes. 

Mr.  Burgess:  Mr.  Keefe,  I  am  particularly  interested  in 
the  question  of  counsel,  and  your  reply,  relative  to  the  trains 
changing  their  numbers.  Is  it  the  practice  on  your  railroad  to 
run  two  trains  in  the  opposite  direction,  under  the  one  numlier? 

Mr.  Keefe :     No,  sir. 

Mr.  Burgess :     In  any  instance  ? 

Mr.  Keefe:     Two  trains  in  the  opposite  direction? 

Mr.  Burgess:    Yes. 

Mr.  Keefe:     No,  sir. 

Mr.  Burgess:  I  mean  this,  the  train  starts  out  from  a 
terminal,  and  going  east,  we  will  say,  carries  one  number. 
Do  you  run  j^our  train  back  west,  under  the  same  number? 

Mr.  Keefe :     Certainly  not. 

Mr.  Burgess:  Do  you  know  of  that  practice  on  any  rail- 
road? 

Mr.  Keefe:     I  don't  know  of  any  practice  of  that  kind. 

Mr.  Burgess :  So  that  all  trains  operated  under  those  cir- 
cumstances do  bear  another  number,  or  different  numbers? 

Mr.  Keefe :  All  trains  running  in  opposite  directions  over 
the  same  district  bear  different  numbers. 

Mr.  Burgess :  Then  the  particular  reference  to  the  train 
changing  its  number  has  really  no  significance  in  this  arbitra- 
tion? 

Mr.  Keefe:  I  remember  distinctly  that  question  being 
asked  Mr.  Stone  in  the  Conference  Committee,  if  that  would 
mean  that  a  train  tliat  turned  around  and  changed  its  train  num- 
ber— if  that  would  mean  that  it  commenced  another  trip,  and  he 
replied  that  it  would. 

Mr.  Burgess :  Well,  I  was  asking  you  this :  Tlie  reference 
to  the  train  changing  its  number  would  have  no  significance  in 
this  arbitration? 

Mr.  Keefe :  Only  to  the  extent  of  indicating  that  probably 
that  train  had  arrived  at  the  end  of  its  run. 

Mr.  Burgess :  But  it  is  a  fact,  that  in  ordinary  and  usual 
railroad  practice,  you  do  not  know  of  an  instance  where  the 
train  going  west  carries  the  same  number  coming  back  east? 

Mr.  Keefe :     No,  sir,  I  do  not  know  of  any  such. 

Mr.  Sheean:  And  it  is  a  fact,  Mr.  Keefe,  that  in  confer- 
ence with  the  Committee  which  presented  tliis  pro])osal  as  to 
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when  tlie  Automatic  Eelease  and  Tie-np  would  take  place,  so 
•  that  under  the  rule  proposed  the  men  would  be  automatically 
released,  and  when  used  again  they  began  a  new  day,  you  were 
advised  that  when  the  train  changed  its  number,  a  new  day 
w^ould  begin? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  And  in  thus  calling  attention  to  the  fact  that 
each  of  these  trains  did  change  its  number  on  these  various  runs, 
and  thereby  four  days  would  be  claimed  under  this  rule,  it  was 
applying  the  interpretation  which  the  proponents  of  Article  7, 
paragraph  1,  placed  upon  that  rule,  when  they  were  asked  as  to 
its  true  meaning  and  intent? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Now,  from  the  examples  that  you  have  given 
on  your  own  road,  as  to  the  effect  in  this  one  month,  what  is 
the  total  increase  which  you  have  shown  on  this  sheet  19,  as 
to  the  increase  in  that  month,  which  would  be  caused  on  the 
Gulf,  Colorado  &  Santa  Fe? 

Mr.  Keefe :  As  shown  at  the  bottom  of  column  number  10, 
it  would  be  $594,471.02. 

Mr.  Sheean:     That  is  for  all  of  the  railroads? 

Mr.  Keefe:    Yes,  for  one  month. 

Mr.  Sheean:  Now,  for  that  one  month  on  the  Gulf,  Colo- 
rado &  Santa  Fe,  as  to  which  you  have  given  us  these  examples  ? 

Mr.  Keefe:     $9,875.95. 

Mr.  Burgess:     Pardon  me,  Mr.  Keefe,  what  page  is  that? 

Mr.  Keefe :     19. 

Mr.  Sheean:     Column  10,  line  7,  on  page  19. 

In  this  automatic  release  and  the  effect  of  it  as  shown  on 
this  sheet  number  19,  you  have  excepted  suburban  service? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Has  there  been  included  in  this  the  appli- 
cation to  mine  run? 

Mr.  Keefe:     No. 

Mr.  Sheean:     Or  any  of  the  other  unclassified     services? 

Mr.  Keefe:     No. 

Mr.  Sheean:  The  exception  which  has  been  read  into  the 
record  here  makes  no  exception  of  the  application  of  this  rule 
as  to  mine  run? 

Mr.  Keefe:     I  did  not  so  understand  it. 
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Mr.  Sheean:  Nor  does  it  make  any  exce])tiou  ex,cept  in  the 
case  of  assigned  helpers,  I  believe? 

Mr.  Keefe:     That  is  my  understanding. 

Mr.  Sheean:  Mr.  Keefe,  have  you  conveniently  there,  just 
what  the  exception  was  as  read  into  the  record  here,  of  the  auto- 
matic release  ? 

Mr.  Keefe:     No,  not  as  to  what  was  read  into  the  record. 

Mr.  Sheean:  The  same  thing  was  read  into  the  record  that 
appears  in  the  correspondence  between  the  committees'? 

Mr.  Keefe:  The  question  asked  was:  "Example  27,  Ar- 
ticle 7.    Automatic  Release  and  Tie-up. 

' '  Engineers  and  Firemen  arriving  at  terminal  or  end  of  run 
are  automatically  released;  when  used  again,  they  begin  a  new 

day. 

"Engineers  and  Firemen  tied  up  between  their  terminals 
will  be  paid  continuous  time,  no  deductions  will  be  made  for 
time  tied  up. 

"Does  this  Article  apply  to  helper,  pusher  and  work  train 

service  ? 

"Answer  to  Example  27,  Question  1: 

"The  proposed  automatic  release  rule  does  not  apply  to 
regular  helper  or  pusher  service,  nor  does  it  apply  to  work  train 
service  or  otherwise,  except  where  in  either  service  schedules 
in  effect  October  10,  1913,  contain  such  provision." 

Mr.  Shea:     What  page  do  I  find  that  on? 

Mr.  Burgess:     That  is  another  exhibit. 

Mr.  Keefe:  That  is  just  an  exhibit  containing  the  corre- 
spondence between  the  Conference  Committee  of  Managers  and 
the  committee  of  the  Engineers  and  Firemen. 

Mr.  Sheean:  It  represents  the  same  thing  that  Mr.  Stone 
read  into  the  record  here. 

Mr.  Shea :    I  thought  he  was  reading  it  out  of  this  exhibit. 

Mr.  Sheean:  No.  It  is  what  Mr.  Stone  read  in  the  record 
as  a  modified  automatic  release  rule. 

Is  there  anything  further  that  you  wish  to  say  about  this 
automatic  release  rule,  Mr.  Keefe,  before  we  pass  to  the  next 
page  of  the  exhibit  ? 

Mr.  Keefe:    No,  sir. 

Mr.  Sheean :     Page  20  of  Exliibit  No.  3,  covers  paragraph  2 


3464 

of  Article  7,  and  I  wish  you  would  explain  in  just  what  manner 
that  information  was  assembled. 

Mr.  Keefe :  It  shows  the  present  and  proposed  expense  for 
engineers  and  firemen,  on  passenger,  through  or  irregular 
freight  service,  local  or  way  freight  service,  because  of  the  pro- 
vision contained  in  Article  7,  paragraph  2  of  the  men's  jDroposal. 

Mr.  Sheean:  In  the  application  of  this  portion  of  the  re- 
quest to  the  time  slips  of  October,  1913,  this  has  been  treated  as 
a  substitute  for  the  present  agreement  with  reference  to — wliere- 
ever  there  are  any  agreements,  with  reference  to  being  tied  up 
between  terminals. 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  Including  the  agreement  as  to  operations 
under  the  Hours  of  Service  Law! 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  So  that  in  the  columns  where  you  show  pres- 
ent wages  paid,  you  have  extended  the  amounts  which  were  paid, 
because  of  men  being  tied  up  between  their  terminals  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  in  the  month  of  October,  1913,  what 
was  the  total  amount  paid  on  these  roads  to  engineers  and  fire- 
men, under  the  agreements,  providing  for  payments  when  tied 
up  between  their  terminals! 

Mr.  Keefe :  In  passenger  service,  shown  on  the  bottom  of 
Column  No.  5,  $129.45. 

Mr.  Sheean:     As  proposed? 

Mr.  Keefe :     As  proposed,  $687.78. 

Mr.  Sheean:  In  through  or  irregular  freight,  the  actual 
payments  and  the  wages,  as  proposed! 

Mr.  Keefe :  As  shown  at  the  bottom  of  column  12,  $1,499.85 ; 
proposed  expense,  bottom  of  column  13,  $22,041.54. 

Mr.  Sheean:     And  in  local  or  way  freight  service! 

Mr.  Keefe :  Present  payments  shown  bottom  of  column  19, 
$550.31 ;  proposed,  bottom  of  column  20,  $8,160.90. 

Mr.  Sheean:  And  in  the  last  column,  or  column  22,  is 
shown  the  total  increase  on  all  the  lines  for  this  month,  which 
would  have  been  brought  about  by  the  substitution  of  this  ar- 
ticle, in  lieu  of  the  agreement  with  the  four  organizations  under 
which  the  roads  operated  in  that  month. 

Mr.  Keefe :     Yes,  or  $28,710.61  increase. 
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Mr.  Slieean :  The  present  payments  as  shown  on  this  page, 
are  the  payments  made  to  engineers  and  firemen  nnder  the  agree- 
ment of  1908,  with  the  four  organizations,  toucliing  the  matter 
of  tie-up  between  terminals,  under  the  Hours  of  Service  Law, 
and  also  any  tie-ups  between  those  terminals  which  were  not 
because  of  compliance  with  the  law. 

Mr.  Keefe:  And  which,  under  their  present  agreements, 
required  payments  for  as  shown  under  the  head  of  **  Present  ex- 
pense. ' ' 

Mr.  Slieean:  That  agreement  with  tlie  four  organizations 
in  1908  provided  for  what  might  be  considered  as  tie-ups  under 
the  law,  and  what  as  other  tie-ups! 

Mr.  Keefe:  It  provided  as  to  the  basis  of  payment  for 
crews  that  were  tied  up  under  the  law,  as  to  how  they  would  be 
compensated  for  the  time  going  in  from  the  tie-up  point. 

Mr.  Sheean :  And  substantially,  without  going  back  to  the 
exact  wording  of  it  that  any  tie-up  in  less  than  fourteen  hours 
should  not  be  considered  as  a  tie-up,  under  the  law! 

Mr.  Keefe:     Yes,  as  I  recall  it. 

Mr.  Sheean :  Being  the  agreement  which  is  set  out  in  full 
in  Exhibit  Xo.  1. 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Was  there  anything  further  on  this  part  of  the 
proposal  that  you  wished  to  call  attention  to  ? 

Mr,  Keefe :     No. 

Mr.  Shea :  Mr.  Keefe,  w^hat  are  the  nature  of  the  tie-ups  in 
passenger  service?  I  notice  you  have  a  great  many  here.  Are 
w^e  to  understand  that  these  are  tie-ups  under  the  law,  in  pas- 
senger service? 

Mr.  Keefe :  Those  are  tie-ups  for  any  service  which,  under 
their  schedules,  they  are  required  to  make  payment  to  the  men 
nnder  the  existing  agreements.  I  would  not  confine  them  to 
tie-ups  under  the  law,  or  define  them  as  that  entirely,  Mr.  Shea. 

Mr.  Shea :  Well,  how  would  passenger  trains  be  tied  up  ? 
What  would  be  the  nature  of  a  tie-up  in  passenger  service, 
ordinarily? 

Mr.  Keefe:  Ordinarily,  only  in  cases  of  accidents  or  ob- 
structions, something  of  that  kind,  that  prevented  them  from 
continuing  their  trip,  would  all,  I  would  say,  come  under  tie-ups 
for  passenger  service. 
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Mr.  Shea :  Such  large  amounts  there,  and  being  such  a 
rare  thing,  tying  up  passenger  trains,  that  it  struck  me  rather 
forcibly  as  to  what  the  nature  of  these  were, 

Mr.  Keefe:  Only  a  total  of  $129.45,  under  the  past  prac- 
tices, for  the  entire  Western  territory  for  one  month. 

Mr.  Slieean :  $73.92  paid  engineers  and  $55.53  paid  to  fire- 
men in  passenger  service? 

Mr.  Keefe:     Yes 

Mr.  Shea :  AVhat  would  you  say  the  nature  of  the  tie-ups  in 
freight  service  were  principally,  under  the  law?  Sixteen  hours 
w^ere  consumed? 

Mr.  Keefe :     Under  the  head  of  the  present  expenses  paid  ? 

Mr.  vSliea:     Yes. 

Mr.  Keefe:  No,  I  would  say  most  of  that  was  tie-up  for 
other  than  the  Hours  of  Service  Law,  because  I  don't  recall  now 
that  any  railroads  had  a  rule  which  required  them  to  pay  for 
the  crews,  while  they  were  tied  up  under  the  law. 

Mr.  Shea :  Is  it  the  custom  of  tying  crews  up  on  the  road, 
unless  they  are  tied  up  under  the  law? 

Mr.  Keefe':  Why,  there  are  some  trains  that  are  tied  up  on 
the  road,  yes,  between  terminals. 

Mr.  Shea:     What  was  the  cause  of  that? 

Mr.  Keefe:  Well,  with  us,  crews  are — under  our  schedule 
we  are  not  permitted  to  tie  up  crews,  under  the  law,  between 
terminals,  except  certain  specified  runs — inspection  trains  and 
trains  of  that  character  with  us. 

Mr.  Shea:  Have  you  included  in  here  any  case  Avhere 
crews  were  tied  up  for  traffic  purposes  ? 

Mr.  Keefe :  Where  they  received  compensation  for  such 
tie-ups,  yes. 

Mr.  Shea :     That  is  included  in  there  ? 

Mr.  Keefe:     Under  the  head  of  ''Present  expense,"  yes. 

Mr.  Shea :  Are  they  made  to  tie  up  by  the  request  of  the 
company,  for  traffic  purposes? 

Mr.  Keefe:  Yes,  tied  up  for  any  purposes,  between  ter- 
minals. 

Mr.  Sheean :     And  wherever  they  receive  pay  for  it? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  The  amount  of  pay  being  shown  under  the 
head  of  "Present  wages  paid?" 
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Mr.  Keefe:     Yes. 

Mr.  Slieean:     Was  tliat  all  on  that  page? 

Mr.  Shea :     That  is  all. 

Mr.  Sheean:  Sheet  No.  21  tlioii,  Mr.  Keefe,  shows  tlio 
application  to  Article  8  of  the  proposal,  for  the  operations  for 
the  month  of  October,  1913.  Will  you  briefly  give  us  just  what 
the  change  would  be  in  this  respect,  if  this  proposal  had  been  in 
effect? 

Mr.  Keefe:  Under  the  jiresent  schedules  and  working  con- 
ditions in  iiassenger  service,  the  payments  were  $87.(50.  On 
the  basis  of  their  pro'posal,  it  would  have  nmonntod  to  $30,- 
450.76. 

Mr.  Sheean:  That  is  in  the  operation  in  jn-esent  service, 
in  the  month  of  October,  1913,  on  this  territory,  as  a  whole, 
there  would  have  been  cases  where  passenger  crews  were  held 
away  from  the  home  terminal,  or  held  at  other  than  the  home 
terminal  more  than  fifteen  hours? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  And  on  the  operation  as  it  was  in  that  month, 
the  increase  in  passenger  service  would  have  been  this  $30,- 
363.16? 

Mr.  Keefe:    Yes. 

]\rr.  Sheean:  In  through  or  irregular  freight  service  dur- 
ing that  month,  what  would  the  change  have  been? 

Mr.  Keefe:  From  the  present  allowance  of  $1,330.50, 
shown  on  the  bottom  of  column  12,  to  $110,936.78,  shown  at  the 
bottom  of  colmiin  13. 

Mr.  Sheean:     And  in  regular  or  way  freight  service? 

Mr.  Keefe:  From  a  present  expense  of  $55.04,  as  shown 
on  the  bottom  of  column  19,  to  $8,788.19,  as  shown  on  the  bot- 
tom of  column  20. 

Mr.  Sheean:  In  the  pusher,  helper,  and  so  fortli,  service, 
what  change  would  have  been  brought  about? 

Mr.  Keefe:  From  a  present  expense  of  $19.30,  as  shown 
on  the  bottom  of  column  26,  to  $530.31,  as  shown  on  the  bottom 
of  column  27. 

Mr.  Sheean:  Or,  on  all  classes  of  service  on  all  roads, 
what  would  have  been  the  change  or  additional  expense? 

Mr.  Keefe:  The  additional  expense  for  all  services  for 
all  roads,  as  shown  on  the  bottom  of  column  29.  $149,213.60. 
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Mr.  Sheean:  Under  the  heading  present  wages  paid,  on 
this  sheet  of  Exhibit  Number  3,  just  what  items  are  included 
there,  Mr.  Keefe? 

Mr.  Keefe:  Wherever  any  of  their  schedules  or  agree- 
ments now  provide  for  payments  for  any  class  held  away  from 
home  terminals,  whatever  expense  was  incurred  by  reason  of 
those  provisions  in  October,  is  shown  under  the  head  of  present 
expense.  A  good  many  of  those  items,  as  shown  at  present, 
as  I  understand  it,  relate  to  or  cover  crews  that  are  held  at 
terminals  waiting  for  engines  to  come  out  of  the  shop  or  going 
into  the  shop,  known  as  messenger  or  delivery  service. 

Mr.  Sheean:  And  under  any  schedule  which  has  any  pro- 
vision, whether  it  be  20  hours  or  30  hours,  or  what  it  may  be, 
as  to  being  held  at  other  than  home  terminal,  there  is  extended 
in  the  first  column  what  the  expense  under  that  particular 
schedule  was  in  the  month  of  October? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  the  other,  "Wages  as  proposed,"  is 
brought  about  by  an  application  of  the  15-hour  limitation  to 
the  time  slips  of  that  month? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  Is  there  anything  on  this  sheet  of  the  exhibit 
to  w^hich  you  wish  to  direct  attention? 

Mr.  Keefe:     No. 

Mr.  Sheean :  Sheet  number  22  covers  the  matter  of  dead- 
heading. This  sheet  has  been  compiled  in  the  same  way,  Mr. 
Keefe,  showing  in  present  wages  paid  the  amounts  which  accrue 
under  the  different  schedules,  which  almost  universally  have 
provisions  as  to  deadheading? 

Mr.  Keefe:     Of  some  character,  yes. 

Mr.  Sheean:     Of  some  character? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  And  in  the  columns  there  headed  ''Present 
wages  paid,"  as  to  each  road  is  shown  what  was  paid  under 
the  deadhead  rule  of  that  particular  road? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  the  next  column,  ''Wages  as  proposed," 
this  Article  9  is  applied  to  the  time  slips  for  that  month? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:     In  passenger  service,  what  would  the  change 


3469 

have  been  between  the  actual  payments  in  October,  1913,  and 
the  payments  which  would  have  been  necessitated,  had  this  rule 
been  in  effect? 

Mr.  Keefe:  An  increase  of  $8,875.73,  as  shown  on  the  bot- 
tom of  column  7. 

Mr.  Sheean:  And  in  through  or  irregular  freight  service, 
what  change  would  there  have  been? 

Mr.  Keefe:  An  increase  of  $14,750.07,  as  shown  on  the 
bottom  of  column  14. 

Mr.  Sheean:    And  in  local  or  way  freight  service? 

Mr.  Keefe :    As  shown  on  the  bottom  of  column  21,  $2,057.13. 

Mr.  Sheean:  Or,  for  all  roads,  for  all  classes  of  service 
during  that  month,  of  what? 

Mr.  Keefe:  An  increase  as  shown  at  the  bottom  of  column 
22,  of  $25,682.93. 

Mr.  Sheean:  Was  there  anything  further  to  which  you 
wished  to  direct  attention  as  to  this  particular  part  of  the  ex- 
hibit? 

Mr.  Keefe:     No. 

Mr.  Shea:  I  notice  on  the  Fort  Worth  &  Denver  City  and 
on  the  Oregon-Washington  Eailroad  &  Navigation  Company, 
for  the  engineers  you  show  the  same  rate,  the  present  wages  paid 
and  wages  proposed  are  shown  to  be  the  same;  would  that  indi- 
cate that  these  roads  have  the  same  rule  in  effect  as  the  employes 
are  contending  for? 

Mr.  Keefe:  The  same  rule  or  a  better  rule.  If  they  would 
have  a  better  rule,  they  would  retain,  under  the  saving  clause, 
the  payments  they  are  now  getting. 

Mr.  Shea:  I  just  noticed  those  two  roads  had  the  same 
amounts. 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  In  that  connection,  where  the  same  amount 
is  shown  in  the  wages  as  proposed,  that  may  mean  that  the 
amount  already  paid  is  higher  than  a  literal  application  of  the 
proposal  would  be,  in  which  event,  you  take  the  wages  as  pro- 
posed under  the  saving  clause  here  to  be  the  retention  of  this 
particular  rate,  which  proposes  the  retention  of  the  present  con- 
dition? 

Mr.  Keefe:    Yes,  sir. 
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Mr.  Park:  Might  it  not  also  indicate  that  there  were  not 
very  many  crews  deadheaded  on  that  road  during  that  month? 

Mr.  Keefe:  Well,  the  amount  would  indicate  the  extent 
to  which  the  deadheading  applies  on  the  various  railroads. 

Mr.  Park:  There  might  have  happened  to  be  very  little 
during  October  of  that  year  on  that  particular  road. 

Mr.  Sheean:  Where  the  two  columns  of  wages  jDaid  and 
wages  proposed  are  the  same,  that  may  mean  that  the  wages 
proposed,  as  carried  out  in  the  wages  proposed  column,  are  pro- 
posed because  of  the  intention  to  retain  the  present  situation? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  That  is,  on  this  particular  sheet  of  the  ex- 
hibit, where  deadheading  is  now  entirely  separate  and  distinct 
from  any  other  provision  in  the  schedule,  you  do  not  give  any 
credit  on  the  theory  that  you  are  going  to  save  any  money  by 
the  granting  of  this  request? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  There  is  no  other  place  into  whi,ch  that  would 
overlap,  that  there  might  be  a  duplication,  in  case  you  did  elim- 
inate it? 

Mr.  Keefe:     There  would  be  none. 

Mr.  Sheean:  On  sheet  23  you  assemble  what  information 
with  reference  to  the  requests  concerning  hostlers  ? 

Mr.  Keefe:  We  assemble  all  of  that  part  of  Article  10 
that  relates  to  the  hostler  question,  showing  in  column  number 
1  the  additional  expense  by  reason  of  the  definition  as  to  where 
hostlers  are  to  be  maintained,  as  provided  in  paragraph  1  of 
Article  10.  In  columns  2,  3  and  4  are  shown  present  wages  paid 
for  hostling  expense,  and  the  proposed  expense  under  the  pro- 
visions of  paragraph  2  of  Article  10. 

Mr.  Sheean:  I  note  you  have  there  the  St.  Louis  &  San 
Francisco  have  excepted  their  hostlers  from  the  questions  to  be 
arbitrated  as  to  them  and  while  you  show  the  figures  as  to  them, 
the  note  calls  attention  to  the  fact  that  those  figures  are  not  in- 
cluded in  the  total. 

Mr.  Keefe :    Yes. 

Mr.  Sheean:  Because,  as  to  the  hostlers,  the  St.  Louis  & 
San  Francisco  have  not  submitted  that  question  to  arbitration, 
so  that  those  figures  there  shown  opposite  the  Frisco  are  put  in 
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different  type,  and  the  note  shows  that  in  the  totals  shown  on 
the  page  you  have  not  included  the  expense  of  the  Frisco. 

Mr.  Keefe:  That  is  correct.  It  shows  there  the  Frisco's 
present  expense  and  what  the  rule  would  have  cost  them  if  it 
had  been  under  arbitration. 

Mr.  Sheean:     In  column  7  you  show  as  to  each  railroad  the 
total  increase  caused  by  these  requests  which  are  set  foi-t'i  at 
the  top  of  the  page? 
Mr.  Keefe:    Yes. 

Mr.  Sheean:  And  through  these  various  articles  as  to 
hostlers,  what  would  have  been  the  total  additional  expense  to 
these  railroads,  had  these  hostling  rules  been  in  effect  during 
that  month  ? 

Mr.  Keefe :     $234,868.86. 

Mr.  Sheean :  That  covers  or  includes  on  the  one  sheet  tlie 
various  provisions  of  Article  10  which  are  printed  in  full  at  the 
top  of  the  sheet? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     Was  there  anything  further  about  sheet  23? 
Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  Sheet  24  makes  comparison  with  present  ex- 
pense, and  expense  that  would  be  required  if  there  were  in  effect 
Article  13,  which  requires  two  firemen  on  coal  burning  locomo- 
tives weighing  185,000  pounds  or  more  on  the  drivers.  I  note 
Mr.  Keefe,  that  in  column  3,  you  show  two  railroads  as  now 
paying  under  present  expense,  or  under  the  heading  '' Present 
Wages  Paid."  Will  you  explain  just  wliat  is  the  situation  on 
those  two  roads,  which  causes  to  be  placed  in  the  column  of 
present  wages  paid,  the  showing  that  on  the  Santa  Fe  $246.51 
and  on  the  Great  Northern  $1,328.66  was  paid  in  tliat  month, 
because  of  two  firemen? 

Mr.  Keefe:  The  expense  for  the  Atchison,  Topeka  &  Santa 
Fe  lines  of  $246.51,  is  made  up  by  the  additional  expense,  or  the 
wages  of  the  helper  firemen  that  are  placed  on  the  Mallet  loco- 
motives running  between  Ricardo  and  Vaughn,  a  distance  of 
fifty-seven  miles. 

Mr.  Sheean:  Are  they  placed  on  all  the  ]\ral]ets  there,  or 
only  on  particular  trains? 

Mr.  Keefe:  It  is  my  understanding  that  they  are  i)laced 
on  the  Mallets  operating  in  that  territoi-y,  between  those  points. 
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Mr.  Sheean :  Now,  Mr.  Keef e,  I  have  what  purports  to  be  a 
copy  of  a  letter  from  Mr.  Fox,  attached  here,  in  which  the  state- 
ment is  made  that  the  helper  firemen  are  only  used  in  cases 
where  trains  are  handling  1,000  tons  or  more. 

Mr,  Keefe:  That  is  corre.ct;  I  overlooked  that  part  of  the 
letter. 

Mr.  Sheean :  What  rate  is  paid  for  these  helper  firemen  for 
such  service? 

Mr.  Keefe:  In  October,  1913,  they  were  paid  25  cents  per 
hour. 

Mr.  Sheean :  And  the  item  of  $246.51  represents  the  amount 
paid  during  that  month  to  the  helper  firemen  on  the  Mallet  en- 
gines, between  these  two  points? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  What  is  the  situation  as  to  the  Great  North- 
ern, under  wliich  it  paid  this  sum  of  $1,328.66  for  second  fire- 
men? 

Mr.  Keefe:  Under  Eule  55  in  the  Firemen's  Schedule  on 
that  road  there  is  a  provision  for  two  firemen  to  cover  one  par- 
ticular district,  Mesabi,  Montana,  Butte,  or  Kalispell  Divisions, 
on  Mallet  engines.  Both  men  are  not  on  the  engine  at  the  same 
time,  however.  Each  man  covers  about  half  the  distance  cov- 
ered by  the  engineer,  or  from  fifty  to  sixty-five  miles,  for  which 
a  minimum  day  is  allowed. 

Mr.  Sheean:  So  that  on  the  Great  Northern,  on  the  points 
that  are  mentioned  there,  on  Mallet  engines  they  have  what  is 
called  a  split  trick  as  to  firemen? 

Mr.  Keefe:  They  have  two  firemen  on  the  same  engine 
over  one  division;  not  on  the  engine  at  one  time,  but  relieving 
each  other. 

Mr.  Sheean:  And  in  order  to  make  the  comparison  here,  it 
was  thought  that  the  Great  Northern  should  show  that  under 
that  arrangement  of  having,  not  two  firemen  on  the  engine  at 
one  time,  but  a  fireman  on  half  the  district,  and  another  fireman 
on  the  other  half,  to  be  fair  in  the  comparison  as  to  the  pro- 
posal of  having  two  firemen  on  the  engine,  that  due  credit  should 
be  given  to  the  fact  that  they  had  paid  $1,328.66? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:     The  assumption  being  that  under  this  pro- 
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posal  the  two  firemen  on  the  engine  would  nui  the  entire  distance 
witli  the  engineer? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  So  tliat  there  are  sliown  these  two  amounts  as 
being  paid  under  the  present  practice. 


What  would  have  been  required  in  through  or  irregul 


lar 


freight  service,  in  the  month  of  October,  1913,  if  on  all  coal  burn- 
ing locomotives  weighing  185,000  pounds  or  more  on  drivers, 
two  firemen  were  employed? 

Mr.  Keefe :     An  increase  as  shown  at  the  bottom  of  column 

7  of  $393,179.04. 

Mr.  Sheean:  That  T  assume,  Mr.  Keefe,  extends  in  the 
amount  of  wages  which  are  in  the  proposal,  the  rate  of  wages, 
not  merely  taking  the  number  of  firemen,  Imt  in  what  way  have 
you  arrived  at  the  wages  as  proposed  ? 

Mr.  Keefe:  The  instructions  were  that  they  should  be 
computed  at  the  rates  paid  firemen  as  provided  for  in  Article  2 
of  their  jiroposal. 

Mr.  Sheean:  In  local  or  way  freight  service,  what  would 
be  the  additional  amount  required. 

Mr.  Keefe:  As  shown  at  the  ])ottom  of  Colunm  14,  $29,- 
142.58. 

Mr.  Sheean:     And  you  have  already  given  the  gross  total? 
Mr.  Keefe :     No,  the  gross  total  is  shown  at  the  bottom  of 
Column  15,  $422,321.62. 

Mr.  Sheean:  Was  there  anything  further  as  to  this  sheet 
24,  to  which  you  wished  to  direct  attention? 

Mr.  Keefe :  Yes,  the  wording  of  Article  13,  says,  ''On  coal- 
burning  locomotives  weighing  185,000  lbs.,  or  more  on  drivers, 
when  used  in  freight  service,  two  firemen  will  be  employed." 

The  helper,  work-train  provisions  which  specify  that  they 
shall  take  a  through  freight  rate,  were  not  taken  into  considera- 
tion in  ascertaining  the  expense  that  would  be  incurred  by  the 
railroads  in  providing  two  firemen  on  engines  weighing  185,000 
pounds  or  over,  in  that  service.  In  other  words,  as  to  engines  in 
helper  and  work-train  service,  weighing  more  than  185,000  lbs. 
in  October,  1913,  no  estimate  or  figures  were  made  in  those 
calculations  of  applying  two  firemen  to  those  locomotives. 
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Mr.  Sheean:  It  is  as  shown  by  the  sheet  itself,  limited  to 
its  application  to  local  and  through  freight  service? 

Mr.  Keefe :  This  is  onlj^  used  in  freight  service.  Now,  the 
fourth  paragraph  of  Article  2  asks  that  the  through  freight  rate 
be  applied  to  engines  in  i3uslier,  helper,  work  train  and  other 
unclassified  services.  These  estimates  do  not  apply  such  an  in- 
terpretation in  ascertaining  the  expense  of  additional  firemen 
under  the  provisions  of  Article  13. 

Mr.  Sheean:  That  was  all  you  wished  to  state  as  to  that 
page,  was  it,  Mr.  Keefe. 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  You  have  assembled  on  page  25,  the  items 
which  you  have  included  in  the  summaries  under  the  head  of 
''Miscellaneous,"  being,  as  I  understand  you,  the  proposals  as 
to  which  the  companies  would  be  put  to  additional  expense  in 
some  instances,  but  in  which  the  expense  thus  incurred  would 
not  go  directly  to  the  engineers  and  firemen. 

Mr.  Keefe:     That  is  correct. 

Mr.  Sheean:  Under  the  heading  of  surprise  tests,  there 
is  no  carrying  out  of  money  cost  to  the  company. 

Mr.  Keefe :     None  whatever. 

Mr,  Sheean:  Under  article  12,  assistance  for  firemen, 
which  provides  that,  "On  all  locomotives  in  freight  service, 
where  but  one  fireman  is  employed,  and  on  all  locomotives  in 
passenger  service,  coal  will  be  kept  where  it  can  be  reached  by 
the  fireman  from  the  deck  of  the  locomotive.  Coal  of  the  proper 
size  for  firing  purposes  will  be  jDlaced  on  all  tenders,"  you  have 
caused  to  be  assembled  the  reports  of  the  different  companies 
as  to  the  expense  that  they  would  severally  be  put  to  in  com- 
pliance with  that  Article  12? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  I  think  possibly,  Mr.  Keefe,  there  may  be 
some  confusion  in  the  record  due  to  some  questions  I  asked  here, 
with  reference  to  the  distinction  between  Article  12,  which  pro- 
vides for  having  the  coal  where  it  can  at  all  times  be  reached, 
and  Article  13,  which  requires  two  firemen  on  certain  large  sized 
engines.  Article  13  has  been  carried  out  as  shown  on  page  24,  as 
an  item  of  additional  compensation  to  firemen? 

Mr.  Keefe:     Yes. 
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Mr.  Slieean:  Because  that  specifically  piovid^-s  foi-  the 
employment  of  two  firemen  1 

Mr.  Keefe:     Yes. 

Mr.  Slieean:  Article  12,  as  to  all  passenoer  eiii-ines,  and 
on  all  locomotives  where  but  one  fireman  is  employed,  "Coal 
will  be  kept  where  it  can  be  reached  by  the  Fireman  from  the 
deck  of  the  locomotive,"  does  not  specifically  state  whether 
that  shall  be  accomplished  by  having  a  laborci-  on  tlic  <'ii^ine,  or 
by  automatic  device  or  otherwise? 

Mr.  Keefe :     It  does  not. 

Mr.  Sheean:  The  various  companies,  as  1  think  you  ex- 
plained on  Friday,  have  made  their  estimates  on  wiiat  the 
cheapest  way  would  be  to  comply  with  that  request  ? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Some  of  them  have  figured  on  the  installation 
of  automatic  stokers. 

Mr.  Keefe:     Automatic  coal  pushers. 

Mr.  Sheean :     Automatic  coal  pushers,  I  should  say. 

Mr.  Keefe:  Eeally,  it  is  power  coal  pushers  instead  of 
automatic. 

Mr.  Sheean :     Powder  coal  pushers  ? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  They  have  not  included  here  the  total  cost 
of  making  any  such? 

Mr.  Keefe :  No,  only  the  interest  on  additional  investment 
and  depreciation  and  maintenance. 

Mr.  Sheean:  And  others,  as  I  think  as  you  gave  the  total 
of,  on  the  Rock  Island,  figured  at  certain  points,  by  ])roviding 
coal  passers. 

Mr.  Keefe:     Manual  labor. 

Mr.  Sheean:  The  expense  would  ])e  less  than  it  would  he 
to  put  on  mechanical  coal  pusliers? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  I  think  you  said,  Mr.  Keefe,  that  you  were 
not  sufficiently  familiar  with  coal  burning  locomotives  to  tell  us 
anj^thing  about  whether  it  is  one  step,  or  a  step  and  a  half,  thai 
a  fireman  might  have  to  take  to  reach  the  extreme  end  of  a 
tank,  in  coal  shoveling. 

Mr.  Keefe:     I  prefer  not  to. 

Mr.  Sheean:     Prefer  not  to  go  into  that  at  all? 
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Mr.  Keefe:     No. 

Mr.  Slieean:  And  under  the  item  of  Article  14,  cleaning 
locomotives,  you  have  shown  the  railroad,  or  railroads,  where, 
at  certain  points  that  work  is  done  now  by  firemen,  and  the 
amount  that  would  be  required  to  be  paid  if  other  people  did 
that. 

Mr.  Keefe:     Yes,  sir.  • 

Mr.  Slieean:  And  so  as  to  setting  up  wedges,  and  filling- 
grease  cups  and  cleaning  headlights,  only  on  the  roads  where 
they  now  do  certain  parts  of  this  work  are  the  amounts  extended 
which  the  company  would  have  to  expend  by  a  change  in  its 
operating  conditions! 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  The  remainder  of  the  articles  here  covered 
by  the  proposal  are  covered  on  this  sheet  number  25? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Was  there  anything  as  to  any  one  or  more, 
or  all  of  these  propositions  assembled  on  this  page,  to  which 
you  wished  to  direct  attention? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  Now,  is  there  anything  more  you  wish  to 
say  about  Exhibit  Number  3? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean :  Was  there  anything  any  of  the  Board  wished 
to  ask  about  this  Exhibit  Number  3? 

The  Chairman:     I  have  no  questions. 

Mr.  Sheean:     You  may  cross-examine,  Mr.  Stone. 

CROSS-EXAMINATION. 

Mr.  Stone :  Mr.  Keefe,  I  understand  that  you  do  not  sub- 
mit any  basic  tables  or  supporting  data  for  this  exhibit  that 
you  make  here,  of  Exhibit  Number  3? 

Mr.  Keefe :  Why,  other  than  the  copy  of  the  form  which 
was  sent  out  to  the  railroads  and  the  instructions  contained 
therein,  as  to  the  basis  on  which  they  were  to  compile  their 
data. 

Mr.  Stone:  Then  you  have  no  data  for  this?  You  have 
relied  simply  upon  the  certification  or  the  information  given 
by  the  accounting  officers  of  these  various  lines? 

Mr.  Keefe:     Either  by  the  accounting  officer  or  the  man- 
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aging  officer,  whatever  officer  had  charge  of  it,  and,  of  course, 
we  have  the  original  reports  from  tlie  railroads. 

Mr.  Stone:     I  think  you  said  yesterday — not  yesterday, 
but  Friday,  that  a  uniform  blank  was  sent  out  to  all  railroads 
for  this  information? 
Mr.  Keefe:     Yes. 

Under  what  date  was  that  blank  sent  out? 

Dated  August  20th,  1914. 

August  20th? 

Yes,  sir. 

^AHiere  did  you  make  your  estimates  u)),  be- 


Mr.  Stone: 
Mr.  Keefe: 
Mr.  Stone: 
Mr.  Keefe: 
Mr.  Stone: 


fore  that?    What  did  you  make  them  from? 


Prior  to  this  last  estimate? 

Yes. 

Made  up  from  information  received  from  the 

In  what  way  did  the  first  information  ditfer 


Mr.  Keefe 

Mr.  Stone 

Mr.  Keefe 
railroads. 

Mr.  Stone 
from  the  last? 

Mr.  Keefe :  In  the  first,  we  just  simply  asked  the  railroads 
for  an  estimate  of  the  expenses,  as  per  the  original  proposition, 
without  any  instructions  as  to  the  interpretation  to  be  placed 
upon  it,  but  left  each  road  to  make  its  own  interpretations  as 
to  what  was  meant  by  the  proposals  of  the  men. 

Mr.  Stone:  Is  that  the  way  you  explain  the  difference 
between  the  letter  from  the  Conference  Committee  of  Man- 
agers, under  date  of  May  2nd,  1914,  and  your  present  exhibit? 

Mr.  Keefe:  The  letter  of  the  Conference  Committee  of 
gives  the  data  only  for  85  per  cent  of  the 


1914, 


May  2nd 

railroads. 

Mr.  Stone; 
Mr.  Keefe 
Mr.  Stone 
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86,  is  it?     86  per  cent. 

Then  are  we  to  understand  that  of  the  other 
14  per  cent  that  you  did  not  have  represented  the  other  13 
millions  that  has  increased  since  that  time? 

Mr.  Keefe:  And  to  the  interpretations  that  have  been 
placed  upon  the  proposals,  by  the  Committee  of  Engineers  and 
Firemen,  given  to  us  under  various  dates  and  various  confer- 
ences, and  also  the  fact  that  the  saving  clause  has  been  added 
to  the  last  proposition,  which  was  not  in  the  first  proposition. 
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Mr.  Stone :  Then  your  statement  sent  out  broadcast  to  the 
pubKe,  of  vrhieh  100,000  copies  were  printed.  Tvas  not  correct  ? 

Mr.  Keefe:    Under-estimated  expense. 

Mr.  Stone:     It  is  still  growing* 

Mr.  Keefe:  It  has  not  grown  from  the  last  estimate  we 
made. 

Mr.  Stone:  You  still  sav  it  would  increase  a  number  of 
millions  yet  if  you  added  some  more  to  it — these  other  things 
you  spoke  of? 

Mr.  Keefe :  Yes,  sir :  if  the  interpretations  that  have  been 
placed  by  the  witnesses,  had  been  placed  upon  it  when  they 
made  their  estimates,  there  would  be  some  more  monev  added  to 
these  figures. 

Mr.  Stone:  Did  you  verify  any  of  these  statements  re- 
ceived, to  see  that  they  were  prepared  in  accordance  with  your 
instructions? 

Mr.  Keefe:  I  do  not  understand  what  you  mean  by  the 
word  "verify.*' 

Air.  Stone :  You  sent  out  a  blank  form  containing  unif oitq 
mstructions.  Have  you  verified  any  of  the  statements  con- 
tained therein  that  you  have  received? 

Mr.  Keefe:  Where  anything  did  not  look  reasonable  that 
was  out  of  line  according  to  what  general  information  I  might 
have  on  it,  they  were  asked  if  there  was  any  error  made  in  their 
fig^es. 

Mr.  Stone:  Then  you  beUeve  that  your  instructions  were 
c-arried  out  properly  and  that  the  exhibit  submitted  shows  ac- 
curately what  the  financial  significance  of  our  requests  would 
be!     That  is,  $40,886,000  annuaEy? 

Mr.  Keefe:  I  think  it  is  a  reasonable  approximation  of 
what  your  proi)osals  would  cost. 

Mr.  Stone :  Do  you  believe  these  estimates  in  exhibit  num- 
ber 3  are  as  accurate  as  your  annual  reports  to  the  Interstate 
Commerce  Commission  f 

Mr.  Keefe :  I  have  no  means  of  testing  the  accnracv  of  the 
rejjorts  to  the  Interstate  Commerce  Commission.  I  do  not  quite 
understand  your  question  on  that  point. 

Mr.  Stone :  'SVhat  I  mean  is,  are  the  figures  as  reliable,  in 
your  opinion  are  they  as  accurate,  can  they  be  relied  upon  as 
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plainly  as  the  annual  reports  these  different  railroads  make 
to  the  Interstate  Commerce  Commission? 

Mr.  Keefe :  I  think  that  they  can  be  relied  upon  as  being  a 
reliable  estimate  and  approximation  of  what  it  would  cost  these 
different  companies — ^your  proposal  would  cost. 

Mr.  Stone:  All  of  this  estimate  here  shows  actual  opera- 
tions for  one  montk,  does  it  not? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Stone :  And  it  should  agree  with  your  annual  reports 
to  the  Commission^  as  to  revenues  and  expenses,  and  the  annual 
reports  iu  the  aggregate  of  the  monthly  reports,  should  it  not  ? 

Mr.  Keefe:  I  do  not  understand  what  you  mean  by  '*it 
should  agree  with  those  reports."  It  has  no  relation  what- 
ever to  the  revenues  of  a  railroad, 

Mr.  Stone :  It  ought  to  have  something  to  do  with  the  ex- 
penses of  the  railroads,  though,  ought  it  not? 

Mr.  Keefe:     The  proposal? 

Mr.   Stone :     The  estimate  that  you  show  here  in  Exhibit  3. 

Mr.  Keefe:  It  wiU  have  a  most  decider!  effect  upon  the 
expenses  of  a  railroad- 
Mr.  Stone :  Then  it  should  agree  with  the  monthly  report 
to  the  Commission  for  that  month,  should  it  not? 

Mr.  Keefe:     As  to  the  present  exp»ense? 

Mr.  Stone:     Yes. 

Mr.  Keefe :  Yes.  for  what  reports  they  make  to  the  Com- 
mission as  to  the  expense  of  operation. 

Mr.  Stone:  WelL  this  report  of  yours  is  based  on  cost  of 
operation,  is  it  not  * 

Mr.  Keefe :  It  is  based  on  the  actual  operating  conditions 
in  October.  1913.  applying  the  proposal  of  the  men  to  the  actual 
time  slips  of  each  individual  engineer  and  fireman  in  that  month. 

Mr.  Stone :  TTeU,  it  is  the  actual  cost  of  operation,  so  far 
as  engineers  and  firemen  are  concerned,  then,  for  that  month, 
is  it  not  ? 

Mr.  Keefe:    Yes. 

Mr.  Stone :  It  wotdd  vary,  of  course,  with  traffic  conditions, 
would  it  not!  The  estimate  from  month  to  month  would  vary 
with  traffic  conditions,  would  it  not  ? 

Mr.  Keefe :     Yes,  but  I  want  you  to  understand.  Mr.  Stone, 
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that  it  is  not  an  estimate  for  October,  1913.  That  is  not  an  esti- 
mate.    Those  are  the  actual  figures. 

Mr.  Stone:  I  understand.  Then,  if  October  had  been 
twice  as  much  operation,  there  would  have  been  twice  as  much 
total  cost,  would  there? 

Mr.  Keefe :     If  there  was  any    such  difference,  yes. 

Mr.  Stone :  Well,  when  traffic  is  heavj^,  the  financial  effect 
of  our  requests,  according  to  your  calculations,  would  be  seem- 
ingly very  great,  while  when  traffic,  and  consequently  operating 
costs  were  comparatively  light,  the  amount  of  increased  wages 
which  are  requested  or  called  for,  would  be  correspondingly 
smaller,  would  they  not,  as  business  fell  off  and  traffic  fell  off  I 

Mr.  Keefe:  There  are  certain  articles  that  would  not  be 
affected  by  your  traffic  situations. 

Mr.  Stone:     The  cost  of  engineers  and  firemen? 

Mr.  Keefe:     Yes. 

Mr.  Stone:     What,  for  example? 

Mr.  Keefe :     The  laying  away  from  home  terminals. 

Mr.  Stone:     Would  not  be  affected? 

Mr.  Keefe:  What  I  mean,  it  would  show  probably  that 
your  lading  away  from  home  terminals,  in  the  month  where  you 
had  greater  business,  might  not  be  as  much  as  it  might  be  in  a 
lighter  month. 

Mr.  Stone :  But  outside  of  that,  the  cost  for  any  one  class 
of  service  would  be  correspondingly  lighter  with  lighter  busi- 
ness, would  it  not? 

Mr.  Keefe:     It  would  be  some  lighter,  yes. 

Mr.  Stone:  If  traffic  in  another  month  than  October  was 
only  half  as  great,  then  the  increase  from  our  requests  would 
be  only  one-half  as  great,  would  it  not? 

Mr.  Keefe:  If  such  a  condition  applied,  possibly  so,  yes. 
I  cannot  conceive  of  any  month  being  half  of  what  October  is. 

Mr.  Stone :  Then,  the  fact  remains  that  you  have  computed 
the  effects  of  our  requests  on  a  sliding  scale  basis,  the  amount 
varying  according  to  the  amount  of  traffic,  revenue  and  expenses 
of  the  railroad. 

Mr.  Keefe:  That,  I  think  we  took  care  of,  when  we  took 
the  percentage  of  increase  that  your  proposal  would  mean  to 
the  railroads,  over  the  actual  present  expense,  and  applied  that 
percentage  to  the  actual  payroll  of  the  lighter  month;  so  that 
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there  would  be  the  relative  amount  of  decrease  in  the  proposal 
as  there  was  in  the  actual  cost. 

Mr.  Stone :  This  all  being  true,  why  did  you  base  the  effect 
of  our  proposed  wage  requests  upon  October,  1913.' 

Mr.  Keefe:  I  have  not  subscribed  to  everything  })eing  true 
as  to  your  questions,  Mr.  Stone. 

Mr.  Stone :  Then  we  will  leave  out  that  part  of  the  ques- 
tion. Why  do  you  base  the  effect  of  our  proposed  wage  requests 
upon  the  month  of  October,  1913  f 

Mr.  Keefe:  Because  that  was  tlie  month  in  whicli  tlie  pro- 
posal was  received  by  the  railroads.  At  the  time  that  we  under- 
took to  compile  those  figures  we  had  no  idea  whatever  as  to  the 
length  of  time  we  were  going  to  be  in  negotiations.  It  was  de- 
sirable to  have  some  reliable  figure  as  to  what  would  be  the 
cost  of  your  proposals,  and  it  was  thought  advisable  at  that  time 
to  take  the  month  in  which  the  proposals  were  received,  and  the 
last  month's  operation  that  was  before  the  company  at  the  time. 

Mr.  Stone:  But  you  have  just  said  that  you  did  not  send 
this  blank  out  until  August,  1914. 

Mr.  Keefe:  "VVe  sent  the  original  requests  out  in  Decem- 
ber, for  the  original  estimate,  and  we  had  applied  the  original 
proposition  to  the  October  figures;  and,  realizing  in  August  that 
we  could  not  hope  to  obtain  the  data  by  the  time  that  we  were  then 
expecting  to  use  it,  namely,  October  1st,  if  we  got  another  month, 
or  selected  another  month,  or  two  or  three  months'  actual  opera- 
tion, it  would  be  physically  impossible  to  obtain  any  reliable 
data ;  so  we  were  compelled  to  take  the  month  in  which  the  origi- 
nal calculations  were  made,  making  such  changes  in  the  interpre- 
tations and  understandings  of  the  proposals  as  the  Committee 
learned  from  their  conference  that  the  men  desired  to  have 
placed  upon  their  requests. 

Mr.  Stone :  But  you  did  know,  did  you  not,  that  the  traffic 
in  October,  1913,  was  greater  than  in  any  other  month  in  1913 1 

Mr.  Keefe:  I  would  not  say  that  that  was  not  true,  Mr. 
Stone,  because  I  really  do  not  know  what  actuated  the  minds 
of  the  Committee  which  took  October,  that  is,  as  to  whether  that 
was  a  heavy  month,  because  the  entire  year  had  not  passed  when 
they  made  the  selection. 

Mr.  Stone :     You  also  knew  in  August  of  this  year,  when  you 
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selected  October,  1913,  that  October,  1913,  was  greater  than  any 
month  since  October,  1913,  did  you  not? 

Mr.  Keefe :  I  made  no  inquiry  whatever  into  that  feature 
of  it. 

Mr'  Shea :     Well,  was  it  heavier  or  not,  Mr.  Keefe? 

Mr.  Keefe:  I  have  not  made  any  inquiries  to  determine 
whether  or  not  it  has  been,  since  the  commencement  of  this  year. 
I  know  October,  1913,  was  heavier  than  any  month  in  that  fiscal 
year,  but  whether  any  month  since  then  has  been  heavier  or  not, 
I  do  not  know. 

Mr.  Stone :  It  is  also  a  fact,  I  might  state,  for  the  informa- 
tion of  the  Board ;  and  if  there  is  any  question  about  it,  we  can 
corroborate  it,  that  October,  1913  was  heavier  than  any  other 
month  since  that  time,  up  to  the  present. 

Mr.  Keefe :     I  do  not  know  as  to  that,  Mr.  Stone. 

Mr.  Stone :  Well,  this  fact  remains,  does  it  not,  that  if 
traffic  was  greater  in  October,  1913,  than  for  many  years  pre- 
ceding, or  in  any  month  of  1913,  or  since  1913,  by  selecting  the 
month  of  October,  1913,  upon  which  to  base  your  calculations, 
you  have,  in  effect,  shown  what  would  be  the  maximum  etfect  of 
our  wage  requests? 

Mr.  Keefe :     I  do  not  so  consider  it. 

Mr.  Stone :  Can  you  take  any  other  month  at  all  since,  and 
show  the  same  amount? 

Mr.  Keefe:  In  my  opinion,  if  we  took  anj^  other  month 
than  October,  and  ascertained  the  percentage  of  increase,  there 
would  not  be  an  appreciable  difference  between  that  and  the 
51  per  cent  we  obtained  in  October. 

Mr.  Stone:  AVell,  suppose  we  see,  for  a  minute.  In  No- 
vember, 1913,  the  operating  expense  was  $70,816,121 ;  operating 
revenues  $109,287,371;  the  net  revenue  $38,471,250;  that  is  94.4 
per  cent  of  the  net  revenue  for  the  month  of  October,  quite  a 
reduction. 

Take  December,  it  shows  89.9  per  cent  as  compared  with 
October.  Take  January,  1914,  it  shows  87.1  per  cent  as  com- 
pared with  October;  take  February,  it  shows  82.2  per  cent  as 
compared  with  October.  Take  March,  it  shows  87.6  per  cent  as 
compared  with  October.  April,  88.7  per  cent.  May,  90.3  per 
cent.     June,  89.6  per  cent.     Jnly,  93.6  per  cent.     August,  94.3 
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per  cent.     The  average  for  the  year  1913  was  91.2  per  cchI  as 
compared  with  October. 

Mr.  Byram:  Are  those  operating  expenses  you  are  read- 
ing, or  net  revenue  ? 

Mr.  Stone:  Net  revenue.  I  have  tlie  operating  expenses 
here  and  also  the  operating  revenue,  if  you  want  it  read. 

Mr.  Byram :  No,  I  just  wanted  to  know  wliat  you  are  read- 
ing, I  wanted  to  follow  your  question. 

Mr.  Stone:  What  I  am  trying  to  bring  out,  Mr.  Chairman 
and  gentlemen  of  the  Board,  is  that  they  take  October,  the 
highest  month,  either  before  or  since,  and  draw  tlieir  compari- 
sons from.  it. 

Mr.  Byram :  What  relation  has  the  net  revenue  to  do 
with  operating  expenses,  is  what  T  mean,  with  the  question  of 
engineers  and  firemen? 

Mr.  Stone :  I  should  judge  it  had  quite  a  good  deal  to  do, 
when  you  went  to  paying  engineers  and  iiremen  wages  for 
hea^'y  or  light  traffic,  and  where  traffic  is  more  congested,  you 
perhaps  have  more  overtime  and  more  terminal  delays  and  all 
that.    I  should  think  it  would  be  quite  a  strong  factor. 

Mr.  Byram :  I  meant  what  relation  had  the  i)ercentage  of 
net  revenue  in  these  other  months,  to  the  expense  of  the  wages 
paid  engineers  and  firemen  in  October? 

Mr.  Stone:  The  only  reason  I  am  reading  these  per- 
centages is  to  show  that  October  was  the  heaviest  month  of 
any  of  the  months. 

Mr.  Sheean:  Have  you  checked  to  ascertain  whether  the 
total  payroll  paid  to  engineers  and  firemen  bore  about  the  same 
percentage  relationship  to  revenue  and  traffic  that  you  have 
given  there? 

Mr.  Stone :  I  have  not  gone  into  that.  I  suppose  we  will 
find  that  in  another  exhibit  that  Mr.  Keefe  will  present.  I 
did  not  make  any  comparison  of  that,  because  I  supposed  Mr. 
Keefe  would  have  that  a  little  later.  In  case  he  overlooks  it, 
we  will  be  glad  to  do  it. 

Mr.  Burgess :  Does  not  that  indicate  the  gross  amount  of 
business?    Am  I  right  on  that? 

Mr.  Stone :    Yes,  I  will  read  the  gross  amount  of  business. 

October,  1913,  $122,535,775. 

November,  1913,  $109,287,371. 
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December,  1913,  $97,887,444. 

January,  1914,  $90,433,711. 

February,  1914,  $81,412,145. 

March,  i914,  $95,990,992. 

April,  1914,  $90,502,606. 

May,  1914,  $91,769,419. 

June,  1914,  $98,968,059. 

July,  1914,  105,149,981. 

Augiist,  1914,  $109,666,311. 

Mr.  Burgess:  And  you  assume  that  with  the  same  scale,  the 
greater  the  business,  the  greater  the  outlay  for  engineers  and 
firemen;  is  that  right? 

Mr.  Stone:  Necessarily  so,  and  also  it  is  a  Avell  known 
fact  that  expenses  are  greater  when  business  is  heavy,  because 
there  is  more  congestion  perhaps,  and  slower  movement  of  trains 
and  perhaps  more  terminal  delay  on  account  of  congestion  of 
terminals. 

Mr.  Byram:  What  is  the  relation  between  operating  ex- 
penses of  subsequent  months  and  the  operating  expenses  in 
October? 

Mr.  Stone :     I  have  not  made  the  estimate,  Mr.  Byram. 

Mr.  Park:  Mr.  Stone,  those  figures  you  are  reading,  are 
those  of  the  roads  interested  here? 

Mr.  Stone:     Yes. 

Mr.  Park :     They  have  been  separated  ? 

Mr.  Stone :  Yes,  sir.  In  the  month  of  February  it  got  down 
to  an  operating  revenue  of  $80,000,000,  only  82  per  cent  as  com- 
pared with  October,  both  operating  expenses  and  operating 
revenue  running  much  lower.  It  would  not  require  nearly  so 
much  to  pay  our  requests  on  the  basis  of  your  calculations  as  it 
would  in  October,  would  it,  Mr.  Keefe? 

Mr.  Keefe:  It  would  not,  nor  have  we  taken  that  into  con- 
sideration in  our  totals.  We  have  allowed  for  the  falling  off 
in  business  in  arriving  at  our  estimate  for  the  vear. 

Mr.  Stone :  You  have  made  provisions  for  this  sliding  scale, 
sliding  expense? 

Mr.  Keefe:  Yes,  sir;  when  we  apply  the  percentage  of  in- 
crease arrived  at  for  October  to  the  total  of  the  payroll  for  the 
year. 

Mr.  Stone:     But  the  fact  remains  that  you  fixed  the  percent- 
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age  of  the  heaviest  month  of  the  year,  did  you  not,  and  then 
multiplied  the  total  cost  of  the  year  by  it,  practically  the  per- 
centage of  the  total  .payroll  ? 

Mr.  Keefe:  Having  ascertained  the  percentage  of  increase 
in  October  we  applied  that  percentage  against  the  total  of  the 
payroll  for  the  entire  year. 

Mr.  Stone:  It  amounted  to  the  same  thing,  did  it  not,  just 
as  if  you  had  multiplied  it  by  12;  you  took  the  percentage  for  the 
biggest  month  of  the  year? 

Mr.  Keefe:     I  am  going  to  differ  with  you  on  that" entirely. 

Mr.  Stone:  All  right.  I  also  note  from  your  figures  that 
your  estimate  assumes  that  the  same  operating  conditions,  and 
the  same  operating  methods  would  prevail  if  our  requests  were 
put  into  effect  as  did  before,  did  it  not? 

Mr.  Keefe :  That  is  the  only  way  we  could  make  an  ascer- 
tainment of  w^hat  the  proposals  cost. 

Mr.  Stone:  Also  on  your  Exhibit  No.  2,  Sheet  No.  1,  for 
fear  that  someone  might  make  out  a  report  and  show  where  he 
could  make  a  saving  and  improve  on  it,  you  protect  yourself 
against  that  by  this  clause : 

''It  should  not  be  assumed  that  changes  would  have  been 
made  in  the  service  in  order  to  meet  different  supposed  con- 
ditions. ' ' 

Mr.  Keefe :  That  is  correct ;  we  wanted  the  absolute  appli- 
cation of  the  proposal  to  the  absolute  operating  conditions  and 
performances  in  October. 

Mr.  Stone :  But  the  one  fact  remains  that  all  these  figures 
you  have  compiled  and  all  these  assumptions  that  you  arrived 
at,  are  all  estimated  on  something  that  is  past  and  gone,  that 
took  place  a  year  ago  last  October? 

Mr.  Keefe :  They  are  based  upon  the  October,  1913,  oper- 
ations. 

Mr.  Stone :  As  an  operating  official,  you  would  not  assume 
to  say  for  a  moment,  would  you,  Mr.  Keefe,  that  if  this  award 
was  granted  us  tomorrow  that  the  same  conditions  would  apply 
after  this  award  went  into  effect? 

Mr.  Keefe:  I  don't  quite  understand  your  question,  Mr. 
Stone. 

Mr.  Stone:  If  this  award  became  effective — well,  we  will 
take  a  hypothetical  case,  such  as  they  have  talked  about  occa- 
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sionally ;  if  we  were  granted  all  that  we  asked  for  by  this  Arbi- 
tration Board,  and  it  became  effective  March  1st,  do  you  mean 
to  say  that  the  railroads  would  continue  the  same  plan  of  oper- 
ation, and  would  not  try  to  re-arrange  their  operations  to  meet 
the  changed  conditions? 

Mr.  Keefe:  If  your  proposal  had  been  in  effect  in  its  en- 
tirety on  the  1st  of  March,  or  the  1st  of  October,  1913,  I  will 
put  it  back  that  way,  it  would  have  cost  just  what  is  estimated 
here  as  being  the  cost.  As  to  whether  or  not  there  would  be 
any  change  in  operation,  I  could  not  say  as  to  that,  because  it 
would  be  looking  too  far  into  the  future  for  me  to  answer  that. 

Mr,  Stone:  Has  not  your  pre^dous  experience  with  for- 
mer wage  settlements  made  you  very  optimistic  on  such  mat- 
ters that  after  all  you  can  meet  a  good  share  of  it  that  way? 

Mr.  Keefe:  My  experience  has  been  that  the  previous  al- 
lowances in  the  previous  arbitrations  we  have  had  have  been 
about  what  we  estimated  it  was  going  to  cost:  that  is,  that  we 
have  had  to  pay  about  what  we  estimated  it  was  going  to  cost. 
That  was  the  result  of  the  movement  in  1910. 

Mr.  Stone:  There  has  been  a  remarkable  shrinkage  in  the 
figures,  from  some  cause  or  other,  then,  between  what  the  men 
received  in  these  arbitrations,  and  what  the  officials  told  them  it 
figured,  before  they  were  granted  it.  There  is  a  terrible  shrink- 
age somewhere. 

Is  it  not  a  fact  that  many  changes  would  be  made  that 
would  lessen  your  estimate  of  the  increased  cost  of  locomotive 
engineers  and  firemen,  if  this  request  was  granted? 

Mr.  Keefe:  I  cannot  at  this  moment  .conceive  of  any  of 
them,  Mr.  Stone. 

Mr.  Stone:  Would  not  overtime  pa^Tnents,  in  many  in- 
stances, be  obviated,  and  no  such  extraordinary  costs  be  in- 
curred, as  you  have  set  forth  in  your  estimates  for  overtime? 

Mr.  Keefe:  I  couldn't  say  as  to  that,  Mr.  Stone.  If  it  is 
the  same  operating  conditions,  I  cannot  see  how  there  would  be 
anything  else  as  to  overtime  payments.  The  question  of  the 
rate  of  overtime  does  not  necessarily  affect  the  payments. 

Mr.  Stone:  Is  it  not  also  a  fact  that  since  October,  1913,  a 
number  of  these  Western  roads  have  added  a  considerable  num- 
ber of  heavy  Mallet  and  Santa  Fe  Mikado  engines  to  their  serv- 
ice? 
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Mr.  Keefe:  I  am  not  certain  of  that.  I  don't  know  aiiv- 
tliin.^-  about  that  featnre  of  it,  Mr.  Stone. 

Mr.  Stone:  You  onglit  to  know  if  you  compiled  ihc  rates 
of  these  different  roads.  You  ouolit  to  know  something-  al)out 
the  class  of  engines  they  have  in  service. 

Mr.  Keefe:  Not  since  October,  1918,  Your  question  was 
since  October,  1913. 

Mr.  Stone:  Yes,  since  October,  1913,  they  have  i)ut  these 
engines  in  service. 

Mr.  Keefe:  I  am  not  familiar  with  any  changes  of  that 
character. 

Mr.  Stone:  But  you  are  familiar  with  the  fact  that  you  do 
know,  do  you  not,  as  a  matter  of  general  information,  that  a 
number  of  roads  have  purchased  heavy  power  within  the  last 
year  ? 

Mr.  Keefe:  It  is  most  general,  if  I  do,  and  I  am  not  in  a 
position  to  specify  any  particular  thing,  Mr.  Stone.  I  have  prob- 
ably casually  seen  in  the  papers  that  some  power  has  been  pur- 
chased ;  whether  it  has  been  heavy  or  not,  I  am  not  certain. 

Mr.  Stone:  I  would  infer  from  that  then  that  you  have 
not  kept  up  with  the  general  trend  of  the  times ;  you  have  been 
simply  working  on  these  exhibits  and  have  had  no  tiino  to  devote 
to  general  knowledge  regarding  railroads? 

Mr.  Keefe :     I  will  confess  that  is  a  fact. 

Mr.  Stone :  Well,  we  will  take  another  hypothetical  case. 
Suppose  it  was  shown  that  quite  a  number  of  these  roads  had 
put  in  heavier  powder  since  October,  1913.  The  application  of 
our  requests  to  these  locomotives  would,  of  course,  result  in  a 
higher  rate  of  pay  to  the  locomotive  engineers  and  firemen^ 
would  it  not? 

Mr.  Keefe :  Depending  entirely  upon  the  provisions  of  the 
existing  schedule,  as  to  the  payments  for  that  additional  power. 

Mr.  Stone:  But  it  would,  at  the  same  time,  also  result 
in  a  great  saving  to  the  railroads,  in  view  of  the  fact  that  these 
larger  types  of  locomotives  would  haul  a  much  greater  train 
load;  and  the  increase  in  pay  to  engineers  and  firemen  would 
be  very  small  as  compared  wdtli  the  revenue  they  would  ])r«)- 
duce,  because  they  would  haul  many  more  ton  miles  per  loco- 
motive.    More  ton  miles  than  the  locomotives  which  they  su])<"r- 
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seded.  That  would  be  the  effect  of  heavier  locomotives,  would 
it  not? 

Mr.  Keef e :     Not  necessarily  so,  in  all  cases. 

Mr.  Stone:  Do  you  mean  to  make  or  leave  the  inference 
with  the  Board  that  heavier  locomotives  do  not  handle  heavier 
tonnage I 

Mr.  Keef  e :  Put  in  that  way  alone,  I  would  say  they  would 
handle,  of  course,  heavier  tonnage.  That  is  a  different  question 
from  your  first  one. 

Mr.  Stone:  Well,  ton  miles  is  really  what  tells  the  story 
as  to  whether  a  railroad  is  earning,  is  it  not? 

Mr,  Keefe:  It  does  as  to  its  earnings,  but  not  as  to  what 
it  pays  the  men. 

Mr.  Stone:  Yes.  We  realized  long  ago  that  we  were  not 
on  a  ton  mile  basis.  I  suppose,  of  course,  you  would  agree  that 
these  heavier  locomotives  require  more  work  on  the  part  of 
the  engineer  and  fireman,  and  greater  responsibility  in  han- 
dling, would  you  not  1 

Mr.  Keefe :     I  cannot  subscribe  to  that  entirely. 

Mr.  Stone:  Sheet  No.  2,  I  think  it  is — not  Sheet  No.  2. 
The  largest  item  of  additional  expense  there  you  show  growing 
out  of  our  request,  is  attributed  to  overtime,  preparatory  time, 
initial  and  terminal  delay.     Sheet  No.  3,  I  guess  it  must  be. 

Mr.  Keefe:     No,  Sheet  No.  2,  Exhibit  No.  3. 

Mr.  Stone:  Sheet  No.  2,  Exhibit  No.  3,  that  is  it.  If  I 
totaled  the  figures  correctly,  overtime,  preparatory  time,  initial 
and  terminal  delav,  these  various  items  vou  have  estimated 
would  cost  the  railroads  $1,949,824  per  month.  This  would 
leave  only  $1,906,147  per  month,  as  representing  the  cost  to 
the  railroads  of  our  request  for  higher  rates  of  pay  for  the 
increased  work  and  responsibility  for  operating  the  larger 
locomotives.  I  think  that  is  correct,  if  I  summarize  it  correctly. 
Is  it  not  a  fact  that  if  we  took  any  other  month,  except  October, 
or  if  we  took  an  average  month  in  the  year  that  this  estimate 
would  be  much  lower? 

Mr.  Keefe:     Eead  the  question,  will  you  please! 

(Question  read  as  above  recorded.) 

Mr.  Keefe:     For  what  items,  Mr.  Stone? 

Mr.  Stone :     These  items  on  sheet  2. 

Mr.  Keefe :     All  items  on  sheet  2  ? 
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Mr.  Stone:    Yes. 

Mr.  Keefe:     Eead  the  question  again,  will  you  please? 

(Question  repeated  as  above  recorded.) 

Mr.  Keefe :     Tliere  would  be  some  difference  in  the  figures. 

Mr.  Stone:  Suppose  you  took  the  average  monthly  ex- 
pense for  the  year  1913,  and  compared  it  with  the  operating 
expense  for  October.  If  my  ligures  are  correct,  and  I  think 
they  are — I  have  gone  over  them  carefully — I  iind  the  average 
per  month  operating  expenses  $68,511,341,  as  compared  with 
$75,009,833,  for  October,  or  the  average  for  the  year  is  only 
91.3  of  the  operating  expense  for  October.  Applying  this  to 
your  estimate  of  the  cost  of  our  request,  eliminating  overtime 
and  initial  and  terminal  delay,  which  would,  doubtless,  be  obvi- 
ated by  a  change  in  operating  conditions,  the  average  monthly 
cost  to  the  railroads,  based  on  their  1913  returns  to  the  Inter- 
state Commerce  Commission,  would  be  $1,740,312.  Is  it  fair  to 
assume  that  that  is  correct,  on  that  basis? 

Mr.  Keefe:  I  would  not  care  to  assume  anything  of  that 
kind,  until  I  had  analyzed  the  figures,  Mr.  Stone. 

Mr.  Stone :  So,  instead  of  paying  forty  million,  eight  hun- 
dred and  eighty  some  thousand,  you  would  figure  about  eighteen 
million — just  a  mere  trifle,  of  course? 

Mr.  Sheean:  How  are  you  going  to  obviate  that  terminal 
initial  delay,  Mr.  Stone,  under  operating  conditions?  I  was 
just  wondering. 

Mr.  Stone :  I  am  not  on  the  witness  stand  at  the  present 
time,  but  where  expense  has  been — wherever  they  have  to  pay 
for  it,  they  find  a  way  to  eliminate  about  70  per  cent  of  it  at  once. 

Mr.  Sheean:  I  was  just  wondering — the  hypothetical 
question,  assuming  that  we  found  some  way  to  escape  payment. 

Mr.  Stone :  The  way  to  escape  it  is  not  to  call  your  crews 
and  have  them  on  duty,  three  of  four  hours  before  you  want 
them. 

Mr.  Sheean :  But  your  proposal  is  to  pay  them  as  an  arbi- 
traiy,  is  it  not  ? 

Mr.  Stone:     Yes. 

Mr.  Sheean:  Just  how  are  you  going  to  escai)e  that,  under 
operating  conditions? 

Mr.  Stone:  They  have  escaped  it  on  a  number  of  iciads 
alreadv. 
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Mr,  Sheean:     Escaped  an  arbitrary! 

Mr.  Stone :  Yes,  practically  the  same  thing.  They  call  the 
crew  at  the  leaving  time  and  they  cut  out  the  arbitrary.  I  think 
it  is  safe  to  say  when  the  time  comes  that  you  will  get  all  your 
trains  ready,  and  the  engineer  steps  on  the  train  at  the  same 
time  as  the  conductor,  we  will  probably  be  able  to  get  together 
and  cut  out  all  arbitrary  allowances. 

Mr.  Sheen:  That  is  a  cutting  out  of  the  proposed  initial 
terminal  delay  that  you  propose  here,  and  eliminating  that  sort 
of  a  rule. 

Mr.  Stone :  I  think  we  will  be  able  to  get  together  on  that. 
I  am  sure  we  will  be  able  to  get  together  much  quicker  than  we 
will  on  the  surprise  test. 

Mr.  Nagel :     I  am  glad  to  hear  that. 

Mr.  Stone:  I  was  only  asking  this  question — of  course,  I 
believe  my  figures  are  correct.  I  do  not  believe  it  is  even  going 
to  cost  eighteen  million,  if  every  request  we  have  made  was 
granted  complete.  I  still  believe  that  according  to  the  methods 
of  calculation  employed  by  Mr.  Keefe,  that  it  would  be,  as  com- 
pared with  the  real  money  effect  of  our  wage  increase — of 
course,  you  understand  that  this  book  here  is  simply — well,  it 
is  a  lot  of  assumption,  put  together,  and,  unfortunately,  there 
is  not  a  single  figure  back  of  it  to  check  by  or  to  prove  its 
accuracy. 

Mr.  Keefe :  Do  you  think  that  these  requests  for  overtime 
and  preparatory  time  were  put  in,  in  order  to  increase  earnings 
of  engineers  and  firemen? 

Mr.  Keefe :  They  were  put  in  here  for  the  purpose  of  see- 
ing what  it  would  cost  the  railroad  companies  to  comply  with 
your  request. 

Mr.  Stone :  I  understand,  but  do  you  think  the  engineers 
and  firemen  put  this  in  their  request  for  the  purpose  of  increas- 
ing their  earnings? 


Mr.  Keefe 
Mr.  Stone 
Mr.  Keefe 


The  men! 

Yes. 

I  think  they  anticipated,  if  their  requests  were 
granted,  receiving  a  great  deal  more  compensation  than  they 
are  at  the  present  time. 

Mr.  Stone:     Is  it  not  a  fact  that  all  these  requests  for 
overtime,  and  for  pay  for  switching  and  terminal  delays — all  re- 
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quests  of  that  kind,  are  simply  put  there  to  peuahzc  tlic  niac- 
ticef 

Mr.  Keefe:  In  my  opinion,  your  proposition  is  ])ey()n(l  the 
question  of  penalty.  You  are  now  attem])tin^-  to  capitalize  or 
receive  pecuniary  rewards  for  alleged  })enalty  ruh's,  as  tliey 
prevailed  in  the  past.  In  other  words,  you  now  want  to  make 
earnings  out  of  what  formerly  were — 

Mr.  Stone:  They  were  in  times  past.  You  will  admit  in 
times  past  they  were  penalty  rules  I 

Mr.  Keefe:  Yes,  I  am  willing  to  admit  that,  Imt  they  have 
cost  money,  just  the  same. 

Mr.  Stone:  And  because  we  want  to  make  it  cost  a  little 
more,  so  they  will  discontinue  it,  you  think  we  are  ti-ying  to  cap- 
italize it.    Is  that  the  idea? 

Mr.  Keefe :     It  will  not  discontinue  it. 

Mr.  Stone:  Speaking  now  as  an  expert  for  the  statistician, 
or  operating  official? 

Mr.  Slieean:  I  submit  that  is  not  fair.  Mr.  Stone  asked 
this  question  and  asked  for  his  opinion. 

Mr.  Stone:  I  am  trying  to  arrive  at  which,  lie  says  it 
will  not  cure  it. 

Mr.  Sheean :  You  asked  for  his  personal  o])inioii,  Mr.  Stone, 
and  having  given  it,  I  do  not  think  it  is  fair. 

Mr.  Stone:  All  right,  we  want  to  play  the  game  fair.  If 
counsel  takes  exception  to  it,  we  will  strike  out  the  (|uestion  for 
that  matter.  Returning  again  to  the  month  of  October,  1913, 
Mr.  Keefe,  the  Bureau  of  Railway  Economics  issued  a  report 
bearing  on  that  and  compared  it  with  other  months,  before  and 
since.  I  thought  I  had  it  with  me  here,  but  1  left  it  over  in  the 
room,  I  guess.  They  also  show  and  the  New  York  Analyst  also 
shows  that  the  month  of  October,  1913,  was  the  high  i)eak 
in  all  the  months  of  1913  or  '14,  up  to  date. 

Mr.  Byram:  Mr.  Keefe,  if  October  was  a  large  month, 
would  that  have  any  effect  on  your  total  figures  for  the  year? 

Mr.  Keefe :     It  is  my  opinion  it  would  not,  Mr.  Byram. 

Mr.  Byram:  And  so  you  have  arrived  at  your  totals  for 
the  year,  not  using  one-tw^elftli,  but  the  percentage  which  Oc- 
tober bears  to  the  total  brings  the  result  accurately,  even  though 
October  might  shoAv  a  lai-ge  volume  of  business? 
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Mr.  Keefe:  As  close  as  could  be  approximated,  Mr.  By- 
ram.  I  do  not  wish  to  mean  that  these  annual  figures  are  abso- 
lutely annual  figures,  but  as  near  an  approximation  as  could 
be  ascertained. 

Mr.  Byram:  You  think  they  are  nearer  than  if  you  took 
one-twelfth  ? 

Mr.  Keefe :     Oh,  they  are  very  much  nearer. 

Mr.  Stone :  You  concede  that  there  should  be  some  differ- 
ence, or  a  sliding  scale  in  your  exhibit,  on  page  1,  where  you 
show  the  estimate  annually  $5,000,000  less  than  it  would  be  if 
you  considered  October  an  average  month  and  multiplied! 

Mr.  Keefe :     I  do  not  know  how  much  it  is  less. 

Mr.  Stone :     How  did  you  arrive  at  the  $5,000,000  less  ? 

Mr.  Keefe:  I  did  not  arrive  at  any  $5,000,000  less,  Mr. 
Stone.  As  I  stated  before,  I  just  applied  the  percentage  of 
increase  that  we  ascertained  in  October,  and  applied  it  to  the 
total  of  the  payroll  for  each  class  of  labor.  In  other  words, 
having  ascertained  in  October,  1913,  that  the  proposal  meant 
an  increase  of  41  per  cent,  I  applied  that  percentage  to  the 
total  wages  of  engineers  and  firemen,  for  the  entire  year. 

Mr.  Park:     The  actual  wages? 

Mr.  Keefe :     The  actual  wages  for  the  entire  year. 

Mr.  Stone:  That  is,  where  vou  show  the  amount  of  the 
payroll  for  the  year  ending  June  30,  1914,  is  that  what  you 
mean  ? 

Mr.  Keefe:  Yes,  payroll  for  the  engineers,  June  30,  1914, 
was  $44,714,694.12. 

Mr.  Stone :  Just  where  did  you  get  that  amount  from,  Mr. 
Keefe?     Where  did  you  get  that  data? 

Mr.  Keefe:  From  individual  railroads,  as  to  the  total 
of  their  payrolls. 

Mr.  Stone :  They  do  not  report  that  to  the  Interstate  Com- 
merce Commission  in  that  form  do  they? 

Mr.  Keefe:  Not  in  that  particular  form — I  don't  know 
whether  they  do  or  not.  I  do  not  believe  they  do,  Mr.  Stone. 
They  do  report  their  cost  of  engineers  and  firemen,  and  I  have 
made  no  comparison  as  to  returns  received  from  railroads  and 
that  which  was  made  to  the  Commission,  but  I  am  satisfied  there 
will  not  be  any  appreciable  difference. 

Mr.  Stone:     In  referring  to  records  of  the  Interstate  Com- 
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merce  Commission,  I  am  told  the  railroads  do  not  report  the 
total  amount  of  compensation  to  motormen,  motormen  helpers 
and  hostlers,  and  I  find  no  such  data  reported  in  tlieir  reports. 
Where  did  5'ou  secure  it,  from  the  individual  railroads? 

Mr.  Keefe:  Yes,  secured  it  from  individual  railroads.  They 
do  report  what  the  railroads  paid  for  this  class  of  employes,  in 
their  annual  reports.  However,  Mr.  Stone,  because  the  annual 
report  takes  in  all  employes,  it  probably  does  not  separate  them 
as  to  this  particular  class,  but  they  are  included  in  the  annual 
reports,  just  the  same. 

Mr.  Stone:  And  you  have  no  way,  of  course,  of  checking 
these,  or  verifying  them?  You  simply  take  the  statement  of  the 
railroads? 

Mr.  Keefe :  I  had  no  cause  whatever  to  doubt  the  accuracy 
of  the  figures,  Mr.  Stone. 

Mr.  Stone:  Do  you  know  whether  the  items  as  to  the 
amount  of  payroll  for  engineers  and  firemen,  ending  June  30, 
1914,  agree  with  the  aggregates  of  the  reports  to  the  Interstate 
Commerce  Commission? 

Mr.  Keefe:     I  have  made  no  check  for  that  purpose,  Mr. 

Stone. 

Mr.  Stone:  During  the  time  Mr.  Lauck  was  on  the  witness 
stand,  we  had  some  discussion  as  to  the  eifect  of  a  larger  volume 
of  traffic;  that  a  larger  volume  of  traflSc  could  be  transported 
more  economically  than  light  traffic;  of  course,  cars  .could  be 
loaded  nearer  to  their  capacity;  power  of  engines  could  be  more 
fully  exerted,  and,  consequently,  heavier  train  loads  could  be 
hauled,  for  the  same  expense  for  locomotive  engineers  and  fire- 
men as  would  prevail  in  times  of  smaller  volume  of  traffic,  and 
lighter  trains  and  carloads.  As  an  operating  official,  do  you 
agree  to  that  statement,  that  during  that  time  of  normal  volume 
of  traffic,  that  you  come  nearer  getting  the  average  train  load 
than  you  do  when  traffic  is  light? 

Mr.  Keefe:  Yes,  better  performance  in  normal  times  of 
traffic  than  there  is  in  light  months. 

Mr.  Stone:  Then  in  times  of  heavy  traffic,  the  ratio  of  out- 
lay for  engineers  and  firemen,  total  operating  expense,  would 
tend  to  be  lower  than  in  times  of  light  traffic  conditions.  Would 
that  follow? 
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Mr.  Keefe:  AVitliout  giving  your  question  deep  tliouglit,  I 
would  say  yes,  Mr.  Stone. 

Mr.  Stone:  You  would,  therefore,  expect  the  ratio  of  out- 
lay for  engineers  and  firemen,  for  total  operating  expense  in 
October,  1913,  to  be  less  than  in  other  months,  or  at  least  equal 
to  the  vear  1913,  would  you  not! 

Mr.  Keefe :  I  would  prefer  not  to  answer  that  right  now, 
Mr.  Stone,  if  you  please. 

Mr.  Stone :  I  do  not  know,  Mr.  Chairman,  whether  the 
railroads  have  filed  with  you  a  copy  of  the  correspondence  that 
passed  between  the  Conference  Committee  of  Managers  and 
the  two  organizations  or  not.  This  is  a  printed  copy  that  was 
furnished  me  by  Mr.  Trenholm,  the  Chairman  of  the  Board, 
so  I  take  it  for  granted  it  is  correct.    I  have  not  checked  it. 

The  Chairman:     So  far,  I  think,  no  copy  has  been  filed. 

Mr.  Slieean :  We  shall  be  very  glad  to  file  the  copies.  We 
have  extra  copies ;  will  be  very  glad  to  do  that,  Mr.  Stone. 

Mr.  Stone:  Under  date  of  April  29th,  the  day  before  we 
had  a  conference,  I  believe,  of  the  Conference  Committee  of 
Managers  and  they  did  submit  some  figures  verbally.  In  order 
to  be  sure  that  they  were  right,  before  sending  them  out  to 
our  men,  we  addressed  a  letter  to  Mr.  Trenholm  on  that  date, 
as  follows: 

''Mr.  A.  W.  Trenholm,  Chairman  of  the  Association  of 
Western  Railways. 

"Dear  Sir:  Enclosed  you  will  find  two  copies  of  the  figures 
you  handed  us  the  other  day,  and  before  we  send  them  out  to 
our  men,  we  would  ask  that  you  kindly  check  them  over,  and, 
if  necessary,  correct  them.  We  cannot  believe  that  some  of 
these  figures  are  right  and  the  total  is  not  correct.  If  the 
amount  for  each  class  of  service  is  right,  then  the  addition  is 
wrong.  Will  you,  therefore,  please  correct  one  copy  and  return 
it  to  us." 

Signed  by  Mr.  Carter  and  myself.  The  total  of  that,  as 
shown,  was  $23,473,000.  That  is  what  was  claimed  to  be  the 
amount  of  our  request. 

Mr.  Stone:  Under  date  of  May  2nd,  Mr.  Trenholm,  re- 
plied, and  it  is  not  my  purpose  to  burden  the  record  by  reading 
these  all  in,  but  he  does  use  the  following  language: 

"Gentlemen:     The  statement  enclosed  with  vour  letter  of 
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the  29th  ulto.  contains  inaccuracies  both  as  to  the  details  and 
the  total  amount.  Since  the  compilation  of  the  data  ^nven  you 
verlially,  we  have  received  the  data  from  other  lines,  so  that 
we  are  now  able  to  approximately  state  what  your  jjosition 
means  to  86  per  cent  of  the  total  i)ayroll  of  the  lines  interested 
in  this  movement,  as  indicated  by  the  enclosed  statement." 

The  summary  of  that  is  $27,181,000.  Also  the  footnote: 
''Because  of  the  statement  contained  in  your  reply  of  A\)ri\  27th, 
that  Article  7,  Automatic  Release  and  Tie-up  did  not  apply  to 
suburban  service,  a  material  reduction  from  figures  given  ver- 
bally is  made." 

Under  date  of  June  1st  this  letter  was  given  to  the  Asso- 
ciated Press  and  100,000  copies  circulated  broadcast  over  the 
country  by  the  Conference  Conmiittee  of  Managers,  giving  their 
side  of  the  dispute.  This  was  after  negotiations  had  been  broken 
off,  and  was  a  statement  of  their  side  of  the  dispute  to  the  ]mblic. 
It  also  contains  the  following  statement  in  the  foui-th  ]iaragrapli : 

"The  original  requests  of  the  engineers  and  firemen  were 
presented  on  October  10,  1913.  These  original  re(iuests,  if 
granted  would  increase  their  wages  approximately  $27,000,000 
per  year,  or  40  per  cent,  according  to  a  careful  estimate  made 
by  the  Conference  Committee  of  Managers  on  the  basis  of  the 
payrolls  as  of  October,  1913." 

Now,  Mr.  Keefe  has  introduced  as  this  exhibit,  based  on 
the  same  payrolls  of  the  same  month,  and  we  now  have  arrived 
at  $40,800,000  and  some  odd  dollars,  and  still  he  says  the  esti- 
mate is  conservative;  probably  would  go  away  beyond  that  if 
all  was  taken  into  consideration.  I  am  at  a  loss  to  understand 
how  it  is  that  these  figures  are  increasing  at  such  a  rapid  ratio, 
and  where  the  end  is  going  to  be  if  they  keep  on  increasing. 

In  Exhibit  2,  Mr.  Keefe,  I  think  you  spoke  of  carrying  the 
hostlers  on  the  payroll.  I  am  not  familiar  enough  with  your 
exhibit  to  keep  track  of  it  all,  but  I  think  it  is  on  sheet  No.  3  of 
Exhibit  3.     Is  that  right. 

Mr.  Keefe:  No,  hostlers,  Mr.  Stone,  are  shown  on  sheet 
No.  23. 

Mr.  Stone:  23,  that  is  it.  Well,  I  left  out  the  two. 
Sheet  23? 

Mr.  Keefe:    Yes. 

Mr.  Stone :     I  think  you  also  made  the  statement  that  every 
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man  who  touched  the  main  line,  in  reply  to  a  question  from  Mr. 
Burgess,  every  man  who  touched  the  main  line  would  be  shown 
as  a  main  line  hostler,  is  that  correct? 

Mr.  Keefe:  In  reply  to  Mr.  Shea's  query  I  told  him  that 
these  figures  were  based  upon  the  interpretation  of  this  article 
as  given  by  the  engineers  and  firemen,  namely,  that  any  hostler 
who  performed  any  main  line  movements,  regardless  of  the 
length  of  the  movement,  would  be  considered  as  taking  the  road 
rate,  $4.75  per  day. 

Mr.  Stone:  Then  I  would  understand  from  that,  that  if 
there  were  six  hostlers  at  a  given  point,  and  each  one  of  them 
at  some  time  during  the  period  he  was  on  duty,  followed  the 
main  line,  or  crossed  the  main  line,  that  he  would  carry  the 
road  rate  for  hostler  for  that  day? 

Mr.  Keefe:  If  he  performed  any  main  line  movements 
whatever  he  would  take  the  road  hostler  rate  of  $4.75. 

Mr.  Stone :  Is  it  not  a  matter  of  fact  that  if  this  request 
for  hostlers  was  granted,  that  instead  of  six  hostlers  perform- 
ing that  main  line  movement,  that  you  would  at  once  take  steps 
to  have  one  hostler  make  the  movement,  and  make  the  other 
five  inside  men,  as  a  matter  of  operation? 

Mr.  Keefe:  I  don't  know  that  that  would  be  possible,  Mr. 
Stone. 

Mr.  Stone:  But  it  would  be  done  if  it  was  possible, 
would  it  not? 

Mr.  Keefe :  Unquestionably  it  would  if  it  was  possible,  as 
a  matter  of  prudent  operation  and  management. 

Mr.  Stone :  Surely.  In  that  event,  the  estimate  arrived  at 
would  be  reduced  in  the  ratio  of  five  to  six? 

Mr.  Keefe :  Only  where  that  could  be  done  in  that  way,  if 
there  was  any  place  where  it  could  be  done  in  that  way. 

Mr.  Stone:  On  Exhibit  No.  3,  sheet  2,  how  much  of  this 
overtime  of  $16,000,  that  you  show  under  road  overtime  was 
earned  on  roads  where  there  was  a  five-hour  basis  or  based 
on  schedule  of  train ! 

Mr.  Keefe :  The  details  are  shown  on  sheet  No.  8,  Mr. 
Stone;  columns  8  and  10  show  the  present  overtime  payments 
on  each  of  the  individual  roads.  I  have  made  no  analysis  as 
to  which  are  5  hour  or  8  hour  roads. 

Mr.  Stone:     In  what  column? 


3497 

Mr.  Keefe:     Columns  No.  8  and  10. 

]\[r.  Stone:  Do  you  know  of  any  passenger  runs  on  the 
Santa  Fe  Eoad  where  the  schedule  time  of  the  train  is  less 
than  20  miles  an  hour? 

Mr.  Keefe:     Yes,  sir, 

Mr.  Stone :     How  many  ? 

Mr.  Keefe:     Quite  a  number  of  them. 

Mr.  Stone:  They  are  limited  to  a  few  small  branch  runs, 
are  they  not,  where  it  is  mixed  service! 

Mr.  Keefe:     No,  sir,  straight  passenger  service. 

Mr.  Stone:  In  this  Exhibit  3,  sheet  2,  is  Article  12,  As- 
sistance for  Firemen,  included  in  Article  13  for  Two  Firemen? 

Mr.  Keefe:     No,  sir. 

Mr.  Stone:     It  is  separate  and  distinct  from  that? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone :  So,  where  there  are  two  firemen  on  an  engine, 
do  you  understand  that  they  will  also  be  given  assistance? 

Mr.  Keefe :  Article  12  does  not  so  provide,  Article  13  pro- 
vides for  the  two  additional  firemen.  Article  12  provides  that 
''On  all  locomotives  in  freight  service  where  but  one  Fireman  is 
employed,  and  on  all  locomotives  in  xDassenger  service,  coal  will 
be  kept  where  it  can  be  reached  by  the  Fireman  from  the  deck 
of  the  locomotive."  That  does  not  contemplate  providing  for 
any  compensation  where  there  are  two  firemen. 

Mr.  Stone:  How  do  you  arrive  at  your  cost  of  $18,826 
for  setting  up  switches,  filling  grease  cups  and  cleaning  head- 
lights? 

Mr.  Keefe:  From  the  roads'  statements,  the  reports  by 
individual  lines  as  shown  on  Sheet  No.  25,  as  to  what  it  would 
cost  them  to  comply  with  the  provisions  of  Article  No.  14,  first 
paragraph. 

Mr.  Stone:  Well,  take  for  example,  the  xVtchison,  Topeka 
&  Santa  Fe  Coast  Lines,  in  Column  5.  You  show  a  cost  there  of 
$1,296.13  for  placing  supplies  upon  locomotives.  The  Santa  Fe 
for  years  has  placed  all  supplies  on  engines.  The  only  thing 
that  this  cost  can  be  for,  if  there  is  any  cost  at  all,  must  be  for 
filling  lubricators,  which  is  the  only  thing  I  know  they  did  not 
fill.  I  know  they  placed  all  supplies  on  engines,  and  I  know  they 
fill  all  headlights. 

Mr.  Keefe :     On  what  railroad  ? 
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Mr.  Stone:  The  Atcliison,  Topeka  &  Santa  Fe  Coast. Lines, 
the  third  column  from  the  top,  if  I  have  it  straight  across  here. 
It  is  really  No.  4,  but  there  is  one  blank  space  left,  so  it  is  the 
third  row  of  figures  in  column  5. 

Mr.  Keefe:  At  the  present  time  engineers  and  firemen  are 
not  required  to  place  on  or  remove  tools  or  supplies  from  en- 
gines, but  do  fill  lubricators,  flange  oilers,  markers  and  other 
lamps  on  road  engines,  and  the  same  on  switch  engines,  includ- 
ing also  headlights. 

And  in  order  to  relieve  engineers  and  firemen  of  that  work, 
they  will  have  to  employ  additional  help  at  the  cost  $1,296.13  a 
month. 

Mr.  Stone :  I  also  see  for  that  same  road  you  show  $1,534.73 
in  column  7  for  throwing  switches  and  flagging.  Under  their 
present  agreement,  firemen  are  not  required  to  throw  switches 
ex,cept  when  enroute  with  light  engines. 

Mr.  Keefe:  They  are  required  to  put  on  additional  men  in 
connection  with  running  engines  light  without  pilots,  on  the 
Coast  Lines. 

Mr.  Stone:  How  much  of  that  do  thev  do  Mr.  Keefe,  how 
much  light  mileage  do  they  make? 

Mr.  Keefe:  That  road  says  they  will  require  the  assign- 
ment of  one  swingman  on  the  Bel  en  helper,  at  a  cost  of  $115  a 
month.  The  Arizona  Division  will  require  the  assignment  of 
two  swingmen  on  passenger  helpers,  Bakersfield  and  Summit. 

Two  swingmen  on  freight  helpers,  Bakersfield  and  Summit. 
Two  swingmen  on  freight  helpers,  Mojave  and  Erie.  Pilots  on 
account  of  light  movements.  Los  Angeles  will  require  two 
swingmen  on  helpers  between  San  Bernardino  to  Summit.  Same 
expense  to  furnish  pilot  for  all  other  light  movement. 

Mr.  Sheean:     Tell  us  \vhat  a  swingman  is. 

Mr.  Keefe :  Another  man,  either  a  brakeman  or  conductor 
or  roadman,  other  than  the  engine  crew. 

The  Chairman:     What  function  does  he  perform! 

Mr.  Keefe:  Pilot  or  conductor.  He  performs  the  duties, 
well,  what  the  fireman  would  do  now,  of  throwing  switches. 

Mr.  Park :  Would  it  not  be  necessary  to  run  a  conductor, 
if  you  put  the  third  man  on  the  engine,  would  he  not  necessarily 
be  a  conductor? 

Mr.  Keefe :     It  would  depend  upon  the  requirements  of  the 
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traimiien's  schedule.    On  the  UiiJi',  C'uUjrado  cV:  Saute  Fe  it  wouhl 
not.    I  do  not  know  ^Yhat  tlie  Coast  Line's  provisions  are. 

Mr.  Stone:  Coming-  baek  to  that  same  page,  sheet  25,  to 
your  own  line,  Mr.  Keefe,  how  do  you  arrive  at  that  even  $200 
for  setting  up  wedges,  tilling  grease  cups,  cleaning  lieadlights, 
and  $200  even  for  placing  supi)lies  on  locomotives? 

Mr.  Keefe:  It  would  take  a  total  of  $400  to  take  care  of 
both  those  requirements,  and  our  mechanical  sn])erintendent 
said  that  the  cost  would  be  divided  })etween  the  two;  it  would 
take  a  total  payroll  of  $400  for  that  month,  and  with  that  ex- 
penditure they  would  take  care  of  the  i)rovisions  of  Article  14 
paragraph  2,  and  Article  14,  paragraph  :>. 

Mr.  Stone:  Do  you  not  place  all  supplies  on  locomotives 
and  remove  them  at  the  present  time? 

Mr.  Keefe:  I  know,  but  Article  14,  paragraph  2,  calls  for 
something  else  besides  placing  supplies. 

Mr.  Stone:     Filling  lamps? 

Mr.  Keefe:  Filling  lamps.  It  also  requires — Article  14, 
paragraph  3,  relieves  them  from  filling  lubricators,  flange  oilers, 
headlights,  markers,  or  other  lamps.  Our  men  are  not  now 
relieved  from  that  duty.  Any  criticism  of  that  figure  is  that 
it  is  too  low  instead  of  too  high,  Mr.  Stone. 

Mr.  Stone:     Too  low? 

Mr.  Keefe :     Yes. 

Mr.  Stone :  In  your  Exhibit  No.  3,  sheet  3,  have  you  made 
an}^  check  in  regard  to  this  narrow  gauge  service,  as  to  whether 
the  totals  are  correct  or  not? 

Mr.  Keefe:  Only  to  make  certain  that  it  conforms  to  the 
information  given  to  us  by  the  individual  lines  shown  at  the 
head  of  the  statement. 

Mr.  Stone :  But  the  fact  remains  they  are  only  asking  for 
a  5  per  cent  flat  increase  in  narrow  gauge  service. 

Mr.  Keefe:  They  are  asking  for  that  in  the  rates  of  pay, 
but  I  understand  they  are  asking  that  all  the  provisions  in  nar- 
row gauge  service  as  to  preparatory  time,  initial  delay,  and 
all  other  perquisites  or  trimmings,  also  be  applied  to  the  nar- 
row gauge  service. 

Mr.  Stone :  Can  you  tell  from  your  notes  there  what  road 
it  is  that  pays  $3.83  worth  of  preparatory  time  now? 
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Mr.  Keefe:  No,  bnt  I  can  look  it  np.  It  will  take  a  few 
minutes  to  do  it. 

Mr.  Stone:    Never  mind. 

Mr.  Keefe:     Do  you  wish  me  to  find  out,  Mr.  Stone? 

Mr.  Stone:    No,  I  thought  perhaps  you  had  it  right  there. 

Mr.  Keefe :     No. 

Mr.  Stone :  On  sheet  4  you  have  not  included  in  this  any- 
thing but  the  motor  car  service,  have  you? 

Mr.  Keefe :  Well,  we  have  included  the  electric  service  on 
the  Southern  Pacific  and  the  small  electric  service  on  the  Great 
Northern,  and  some  alleged  electric  service  on  the  Burlington. 

Mr.  Stone :  Are  the  electric  motors  on  the  Great  Northern 
included  in  this  ? 

Mr.  Keefe :     Yes. 

Mr.  Stone :  Do  you  also  include  in  this  the  electric  service 
on  the  Southern  Pacific  Lines,  where  it  takes  the  steam  rate"? 

Mr.  Keefe :  It  includes  all  electric  service  on  the  Southern 
Pacific. 

Mr.  Stone:  What  percentage  of  mileage  does  the  local 
freight  mileage  bear  to  through  freight  mileage? 

Mr.  Keefe :     I  have  made  no  computation  of  that  character. 

Mr.  Stone:  What  is  it  on  the  average  road,  what  is  the 
general  average,  have  you  any  idea? 

Mr.  Keefe :    No,  not  offhand. 

Mr.  Stone:  How  does  it  compare  on  your  own  road,  the 
percentage  of  local  freight  mileage  as  compared  with  through 
freight  mileage? 

Mr.  Keefe:  I  would  not  think  it  would  be  over  20  to  25 
per  cent.    It  varies,  of  course,  upon  every  road. 

Mr.  Stone :     Would  it  run  that  much? 

Mr.  Keefe:  Well,  it  would  be  just  purely  a  guess  on  my 
part. 

Mr.  Stone:  There  is  no  way  in  your  report  to  the  Inter- 
state Commerce  Commission  to  tell;  you  simply  report  freight 
miles,  and  you  do  not  divide  the  two,  so  that  there  is  no  way  for 
us  to  arrive  at  it ;  but  you  evidently  must  have  arrived  at  it  in 
your  reports,  because  you  show  the  increase  in  each  class  of 
service. 

Mr.  Keefe :  We  applied  the  request  of  the  men  to  the  actual 
time  slips  of  the  engineers  and  firemen  engaged  in  local  service 
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in  October.    We  made  no  estimate  or  guess  in  eouuectiou  witli  it. 

Mr.  Stone:  The  fact  remains,  with  the  increase  in  hjcal 
service,  and  I  think  20  per  cent  is  a  high  estimate,  that  you  show 
an  increased  $625,000  for  local  freight  against — 

Mr.  Keefe :     What  sheet  are  you  on! 

Mr.  Stone :  I  am  quoting  from  sheet  No.  6,  for  local  service 
and  sheet  No.  5  for  throught  freiglit,  against  $1,335,000  for 
through  freight  service.  It  seems  to  be  out  of  all  proportion 
with  the  limited  number  of  locals  run  in  the  Western  territory, 
and  the  fact  that  a  number  of  roads  claim  they  have  no  local 
service  at  all ;  I  fail  to  see  where  you  get  an}^  such  increase. 

Mr.  Keefe :  The  increase  of  the  proposed  expense  in  local 
service  has  about  the  same  relative  ratio  as  the  increase  in  the 
through  freight  service  over  the  present,  each  about  60  per  cent 
more  than  they  are  now  paying.  I  cannot  quite  grasp  your  con- 
clusion. 

Mr.  Stone :     Your  present  expense  for  local  is  $1,033,952.88. 

Mr.  Keefe:    Yes. 

Mr.  Stone :  And  your  present  expense  for  through  freight 
service  $2,284,075.43. 

Mr.  Keefe:     Yes. 

Mr.  Stone :  In  other  words,  the  cost  of  your  local  service 
is  running  up  to  almost  50  per  cent  of  your  through  freight 
service. 

Mr.  Keefe:  That  would  rather  indicate  that  my  percent- 
ages were  too  low  than  too  high,  would  it  not?  About  one-third 
of  the  total  mileage  is  local,  instead  of  25  per  cent? 

Mr.  Stone:  It  cannot  be  possible  that  one-third  or  50  per 
cent,  or  40  per  cent  of  the  mileage  in  the  Western  territory  is 
local  service. 

Mr.  Keefe :  But,  you  must  bear  in  mind  there  is  a  differ- 
ential now  in  your  local  service  over  your  through  service,  and 
it  costs  more  per  mile  for  local  than  for  through,  and  that  is 
reflected  in  these  figures. 

Mr.  Stone :  Well,  we  all  know,  all  of  those  who  are  familiar 
with  the  Western  territory  know  that  it  is  not  often  they  run 
more  than  one  local  train  a  day  over  each  freight  district,  one 
in  each  direction,  as  compared  with  the  volume  of  traffic  of  all 
the  rest.  In  a  few  places  they  run  two,  but  in  a  large  majority 
of  them  there  is  only  one  local  train  a  day,  and  it  seems  out  of 
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all  proportion.  Of  course,  I  liave  not  the  train  sheets  here  to 
check  that. 

Mr,  Keef e :  Is  it  not  a  fact  that  there  is  some  part  of  the 
territory  where  there  is  only  one  through  freight  train  a  clay, 
as  well  as  one  local  train,  and  on  branch  lines  practic^^lly  all  the 
service  is  embraced  in  the  local  trains? 

Mr.  Stone:  No,  that  is  a  mistake.  I  wish  it  was.  We 
have  been  fighting  for  three  years  trying  to  get  that,  and  we 
did  not  get  it.     On  sheet  7 — 

Mr.  Shea :  Mr.  Stone,  before  you  leave  sheet  6,  I  would 
like  to  ask  Mr.  Keefe  a  question.  In  regard  to  the  increase  for 
pusher,  helper,  mine  runs,  work,  wreck,  belt  line,  transfer  and 
all  other  unclassified  ser\dce,  were  those  figures  computed  on 
the  same  basis  as  through  and  local  freight  and  passenger  serv- 
ice were  computed? 

Mr.  Keefe:  They  were  applied,  all  the  requests  relating 
to  pusher,  helper,  mine  run,  work,  wreck,  belt  line,  trans- 
fer and  all  other  unclassified  service,  to  the  actual  payrolls  or 
time  slips  of  engineers  and  firemen  in  October,  1913,  except  it 
was  not  contemplated  in  making  the  estimate  that  the  auto- 
matic release  rules,  or  that  two  firemen  on  engines  over  185,000 
pounds,  would  apply  to  this  class  of  service,  nor  would  the 
initial  and  final  terminal  delay,  which  applies  to  freight  trains, 
apply  to  this  class  of  service? 

Mr.  Shea :  They  took  the  number  of  engines  in  pusher 
service  and  applied  this  proposed  increase? 

Mr.  Keefe :     They  did  not. 

Mr.  Shea :     How  did  they  reach  it  ? 

Mr.  Keefe:  They  took  the  time  slips  of  the  engineers  in 
pusher  service,  and  applied  the  proposals  to  what  was  actually 
paid. 

Mr.   Shea:     For  that  month? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Shea:     The  same  for  helper  1 

Mr.  Keefe:    Yes. 

Mr.  Shea:     Mine  runs? 

Mr.  Keefe:    Yes. 

Mr.  Shea:     Work? 

Mr.  Keefe:     Yes. 

Mr.  Shea:    Wreck? 
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Mr.  Keefe:     Yes. 

Mr.   Shea:     Belt  line! 

Mr.  Keefe:  It  might  be  a  (question  as  to  what  was  belt 
line  in  some  of  the  rmis,  but  where  tliev  could  classify  belt  lines, 
they  did. 

Mr.  Shea:     And  transfer? 

Mr.  Keefe:     Wherever  they  classilied  it  as  transfer,  yes. 

Mr.  Shea:  How  did  the  railroads  distinguish  between  belt 
lines,  transfer  and  switch  service? 

Mr.  Keefe:  Franklv,  I  doubt  whether  thev  were  able  to 
make  much  of  a  distinction,  because  it  was  very  dilhcult  to 
understand  just  what  the  men  wanted  1)y  transfer  or  belt  line 
sem^ice. 

Mr.  Shea:  This  shows  there  was  an  increase  on  account 
of  transfer  service. 

Mr.  Keefe:  This  shows  there  was  an  increase  in  all  Ibis 
class  of  service. 

Mr.  Shea:  What  did  the  railroads  claim  in  regard  to 
transfer  service,  or  in  distinguishing  between  transfer  and 
switching  service? 

Mr.  Keefe:  I  do  not  know  what  each  individual  railroad 
construed  on  that. 

Mr.  Shea :  I  think  that  is  a  very  imi^ortant  question,  Mr. 
Keefe,  and  so  far  as  one  member  of  the  Board  is  concerned, 
I  wish  you  would  furnish  further  information  on  that. 

Mr.  Keefe:  Wliat  information  would  you  like  me  to  fur- 
nish, Mr.  Shea? 

Mr.  Shea:  How  they  computed  the  increase  on  transfer 
service,  or  rather,  how  did  they  distinguish  between  belt  line, 
transfer  and  switching  service? 

Mr.  Keefe:  I  will  undertake  to  ascertain  that,  and  let  you 
know. 

Mr.  Stone:  I  understand  that  no  instructions  were  sent 
out,  other  than  just  the  forms  that  have  been  furnished  here, 
that  went  out  to  all  railroads  uniformly  alike. 

Mr.  Keefe:  That,  and  a  letter  of  ti-ansmittal  with  the 
forms,  were  all  the  instructions  that  they  sent  out,  yes,  sir. 

Mr.  Keefe:  There  have  been  no  additional  instructions  sent 
out  to  any  of  these  roads? 

Mr.  Keefe:     In  connection  with  the  hostler  (|uestion  they 
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were  amended  from  the  original,  because  of  the  interpretation 
plaeed  by  Mr.  Carter  on  the  hostler  question.  The  original  in- 
structions were  modified  as  to  the  suburban  service,  automatic 
release  not  applying  to  suburban  service,  because  of  the  excep- 
tions made  by  yourself  during  the  presentation  of  your  side  of  it. 
Other  than  that,  there  were  none. 

Mr.  Stone :  So  it  is  fair  to  assume,  that  in  a  general  way, 
the  uniform  instructions  have  been  carried  out,  and  you  think 
in  a  broad  general  way  that  they  have  been  applied  alike  to  all 
roads  in  arriving  at  a  conclusion? 

Mr.  Keefe :     That  is  my  honest  opinion,  yes,  sir. 

Mr.  Stone :  In  this  exhibit,  on  page  8,  for  passenger  serv- 
ice overtime,  Mr.  Keefe,  have  you  included  here  only  the  delays 
between  terminals  in  this  overtime,  or  do  you  base  it  on  all  over- 
time ? 

Mr.  Keefe:  Only  as  the  instructions  provide  for  it  in  the 
form,  only  for  the  delay  between  terminals. 

Mr.  Stone :     Only  the  delay  between  terminals  ? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Stone :  No  initial  or  final  delay  is  incorporated  in  this 
at  all? 

Mr.  Keefe :     None  whatever. 

Mr.  Stone :     That  is  shown  in  another  place? 

Mr.  Keefe:     Another  place,  yes,  sir. 

The  Chairman:  We  are  so  near  adjournment  that  I  be- 
lieve we  might  as  well  take  an  adjournment  at  this  point  until 
10  o'clock  tomorrow  morning. 

("Whereupon,  at  4:58  o'clock  P.  M.,  on  January  25,  1915, 
an  adjournment  was  taken  to  Tuesday,  January  26,  1915,  at  10 
o'clock  A.  M.) 


m 


3505 

IN   THE   MATTER  OF  THE 

ARBITRATION 

between  the 

WESTERN  RAILWAYS 

and 

BROTHERHOOD  OP  LOCOMOTIVE 

ENGINEERS 

and 

BROTHERHOOD  OF  LOCOMOTIVE  FIRE-' 

MEN  AND  ENGINEMEN 
under  the  Act  approved  July  15,  1913,  by  agree- 
ment dated  August  3,  1914. 

Chicago,  Illinois,  January  26,  1915. 

Met  pursuant  to  adjournment  at  10 :00  A.  M. 
Present :     Arbitrators  and  ])arties  as  before. 

Mr.  Stone :  Mr.  Chairman,  before  taking-  u})  the  cross- 
examination,  I  desire  to  make  a  few  corrections  in  yesterday's 
record.  I  am  not  going  to  ])lamo  this  on  the  stenographer.  I 
expect  I  said  it.  On  page  3482,  next  to  the  last  paragraph,  I 
said :  ' '  94.4  per  cent  of  the  net  revenue  for  the  month  of  Octo- 
ber." I  should  have  said  "Operating  expense  for  the  month  of 
October."    I  knew  better  and  I  do  not  know  whv  I  said  it. 

On  page  3483,  Mr.  Byram  asked  me  the  question:  "Are 
those  operating  expenses  you  are  reading,  or  net  revenue?"  I 
said, ' '  Net  revenue. ' '    I  should  have  said  ' '  Operating  expenses. " 

On  i)age  3489,  I  used  the  following  statement  in  which  three 
words  were  omitted :  ' '  Mr.  Stone :  So,  instead  of  paying  forty 
million,  eight  hundred  and  eighty  some  thousand,  you  would 
figure  about  eighteen  million — just  a  mere  trifle,  of  course." 
Three  words  were  left  out,  "a  difference  of." 

On  page  3490,  in  reply  to  a  question  of  Mr.  Sheean,  at  the 
top  of  the  page :  "I  think  it  is  safe  to  say  when  the  time  comes 
that  you  will  get  all  3^our  trains  ready,  and  the  engineer  ste])s  on 
the  train  at  the  same  time  as  the  conductor,"  there  is  an  omisson 
then  "and  is  not  held  responsible  for  the  preparation  of  his 
engine, ' '  should  be  inserted. 


3506 

On  page  3491,  I  asked  Mr.  Keef e  the  question :  ' '  Speaking 
now  as  an  expert  for  the  statistician,  or  operating  official. ' '  The 
words  "for  the"  should  be  stricken  out. 

On  page  3496,  the  stenographer  made  me  say — I  am  going  to 
charge  this  to  the  stenographer — he  made  me  say  ' '  Followed  the 
main  line."  I  said  "fouled  the  main  line."  Quite  a  difference 
between  the  two.    It  is  railroad  slang,  and  it  is  excusable. 

J.  H.  KEEPE  was  recalled  for  further  examination,  and 
having  been  previously  duly  sworn,  testified  as  follows : 

Mr.  Stone:  Before  taking  up  tlie  examination  on  your 
exhibit,  Mr.  Keefe,  yesterday,  on  page  3497  of  the  record,  I  asked 
you  the  question  if  you  knew  of  any  passenger  runs  on  the  Santa 
Fe  Eoad  where  the  schedule  time  of  the  train  was  less  than  20 
miles  per  hour.  You  replied  yes.  I  asked  you  how  many.  You 
said  quite  a  number  of  them.  In  speaking  of  the  Santa  Fe  Eoad, 
are  you  referring  to  the  Gulf,  Colorado  &  Santa  Fe,  or  Santa  Fe 
System? 

Mr.  Keefe :  I  did  that  in  part  and  also  the  Santa  Fe  Sys- 
tem. 

Mr.  Stone:  Just  how  many  runs  have  you  on  the  Gulf, 
Colorado  &  Santa  Fe,  that  are  less  than  20  miles  per  hour! 
Could  you  give  an  estimate? 

Mr.  Keefe:  On  the  Gulf,  Colorado  &  Santa  Fe  Railroad, 
trains  201  and  202  operate  between  Beaumont  and  Center,  a  dis- 
tance of  139.9  miles,  consuming  7  hours  25  minutes,  or  an  average 
speed  of  18.9  miles  per  hour. 

Mr.  Stone :     Is  that  on  the  Silsby  district? 

Mr.  Keefe :     Called  the  Center  district. 

Mr.  Stone:     Trains  201  and  202? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone:     What  time  card  are  you  using? 

Mr.  Keefe:  I  am  using  time  supplement  No.  116,  dated 
March  15,  1914,— yes,  1914.    The  year  is  left  off,  Mr.  Stone. 

Mr.  Stone :  You  combine  the  two  runs  together,  do  you,  to 
get  the  average  speed? 

Mr.  Keefe:     No,  sir. 

Mr.  Stone:  The  average  speed  according  to  our  fig-ures, 
for  train  201  is  19.2  and  for  train  202  is  21. 

Mr.  Keefe:     What  is  your  time  of  departure? 
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Mr.  Stone:  I  haven't  the  time  here.  This  is  simply  the 
consist,  boiled  down. 

Mr.  Keefe:  Train  202  leaves  Beaumont  at  12:15  P.  M., 
arrives  at  Center  at  7:40  P.  M.,  total  time  consumed  7  hours 
and  25  minutes,  distance  139.9  miles.  Train  201  leaves  Center 
at  8 :40  A.  M.,  arrives  at  Beaumont  at  4 :20  P.  M.,  a  distance  of 
139.9  miles  and  consumes  7  hours  40  minutes,  an  average  speed 
per  hour  of  18.2. 

Mr.  Stone:     Are  those  the  only  runs? 

Mr.  Keefe:  On  the  Gulf,  Colorado  &  Santa  Pe,  the  only 
one  I  have  memorandum  of,  yes,  sir. 

Mr.  Shea:     How  many  runs  are  there? 

Mr.  Keefe:  Two. 

Mr.  Shea :  What  is  the  per  cent  of  the  total  passenger  runs 
on  your  system? 

Mr.  Keefe:     What  is  the  per  cent? 

Mr.  Shea:    Yes. 

Mr.  Keefe :     I  do  not  know.    It  is  a  pretty  small  per  cent. 

Mr.  Shea:     Well,  one  run  in  how  many  passenger  trains? 

Mr.  Stone :  The  percentage  is  a  good  deal  lighter  than  the 
percentage  of  trains  tied  up  upon  the  sixteen  hour  lines. 

Mr.  Shea  :  I  think  we  will  understand  it  better  if  we  have 
the  total  numl)er  of  trains  on  the  road. 

Mr.  Keefe:     Would  you  like  me  to  get  that? 

Mr.  Shea :     Yes,  I  would  like  to  get  that. 

Mr.  Keefe :  All  right,  sir.  1  have  some  on  the  other  part 
of  the  system,  if  you  want  those,  too,  Mr.  Stone. 

Mr.  Stone:     All  right. 

Mr.  Keefe:  On  the  Coast  lines:  train  No.  94,  initial  ter- 
minal is  Piedra ;  time  of  departure,  1 :50  P.  M. ;  final  terminal, 
Reedley;   time  of  arrival,  2:50  P.  M. 

Mr.  Stone:     1:50  and  2:50  P.  M.? 

Mr.  Keefe:  Yes.  Time  consumed,  one  hour;  distance, 
16.9  miles;   average  speed  per  hour,  16.9. 

Mr.  Stone:  That  is  straight  passenger,  or  mixed  run? 
Pays  passenger  rates? 

Mr.  Keefe:  I  understood  it  to  be  a  i)assenger  train.  Tiain 
154.  Initial  terminal,  Pentland;  time  of  departure,  8:38  P.  M. ; 
final  terminal.  Shale;    time  of  arrival,  9:30  P.  M. ;  time  con- 
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smiled,  52  minutes ;  distance,  17  miles ;  average  speed,  19.G  miles 
per  hour. 

Train  No.  152 ;  leaves  Pentland,  10 :23  A.  M. ;  arrives  Shale, 
11:30  A.  M. ;  one  hour  7  minutes.  Distance,  17  miles;  average 
speed  by  hour,  15.2. 

There  are  six  branch  line  trains  running  between  Elsinore 
Junction  and  Elsinore,  that  are  less  than  20  miles  an  hour ;  and 
there  are  two  trains  between  Cutler  and  Wyeth. 

Mr.  Stone :  There  is  only  one  crew  on  that  branch,  is  there 
not? 

Mr.  Keefe:    I  don't  know,  Mr.  Stone.    I  should  judge  so. 

Mr.  Stone:  So  that  six  trains,  while  it  looks  awfully  big, 
is  only  one  crew? 

Mr.  Keefe :  Would  it  take  a  separate  day  for  each  trip  or 
not,  Mr.  Stone,  under  your  proposal? 

Mr.  Stone:  I  could  not  tell  you  without  further  investi- 
gation of  the  runs.  The  chances  would  be,  if  the  20  mile  hour 
basis  became  effective,  would  they  not,  that  this  run  where  you 
have  52  minutes  for  17  miles  would  probably  be  charged  up 
three  or  four  minutes  to  make  it  over  the  20? 

Mr.  Keefe:  I  don't  know  whether  the  operating  would 
permit  it  or  not. 

Mr.  Stone :  It  must  be  a  pretty  fast  track  if  it  won't  stand 
over  17  miles  an  hour. 

Mr.  Keefe:  There  are  other  conditions  that  affect  the 
speed  of  passenger  trains  besides  bad  tracks. 

Mr.  Stone:  What,  for  example?  Connections,  on  an  im- 
portant run  like  that? 

Mr.  Keefe:  That  is  one  of  the  things.  I  don't  know  the 
run  at  all,  Mr.  Stone.  I  don't  know  any  of  the  conditions  sur- 
rounding it.  But  conditions  other  than  track  conditions  have 
an  effect  on  the  speed  of  passenger  trains. 

Mr.  Stone:  Have  there  been  any  changes  in  the  present 
time  card  from  the  time  card  you  quoted  from? 

Mr.  Keefe :  It  is  my  understanding  that  the  card  1  quoted 
from  is  the  current  time  card.  I  have  a  copy  of  each  one,  if  you 
would  like  me  to  submit  them  to  you  ? 

Mr.  Stone :  In  finding  the  cost  for  the  miscellaneous  arti- 
cles for  1912,  I  think  the  summary,  Mr.  Keefe,  is  over  on — 
well,  what  page  is  the  summary  on? 
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Mr.  Keefe:  For  tlie  standard  gauge  lines  it  is  on 
sheet  25. 

Mr.  Stone:     Sheet  25? 

Mr.  Keefe :  Yes ;  the  total  for  all  classes  of  service  is  on 
sheet  2. 

Mr.  Stone:     Take  sheet  No.  2,  then. 

Mr.  Keefe:  Sheet  No.  2  of  F.xhiint  No.  :}  shows  for  all 
classes  of  service. 

Mr.  Stone:  Was  this  miscellaneous  cost  simply  mnlti}>lied 
by  twelve  to  show  the  cost  for  the  year? 

Mr.  Keefe :  The  cost  shown  on  sheet  No.  2,  Mr.  Stone,  is 
the  cost  for  the  month  of  October  only. 

Mr.  Stone:     Yes. 

Mr.  Keefe :  In  the  showing  on  sheet  No.  1,  of  cost  for  the 
year,  it  is  ascertained  by  multiplying  the  October  cost  by  twelve. 

Mr.  Stone:  So  yon  take  it  for  granted  that  the  miscella- 
neous cost  would  be  just  the  same  in  these  other  months,  where 
traffic  conditions  were  much  lighter? 

Mr.  Keefe:  Yes,  because  the  main  items  of  expense  are 
not  affected  by  the  question  of  the  amount  of  traffic  handled. 

Mr.  Stone:  Do  I  nnderstand  from  that  that  it  costs  just 
as  much  to  set  up  wedges  for  engines  and  clean  headlights, 
whether  they  are  in  service  or  not? 

Mr.  Keefe :  No,  bnt  there  is  a  certain  amount  of  force  that 
has  to  be  put  on  to  take  care  of  that  labor  which  is  now  being 
performed  by  the  engineers  and  firemen,  and  a  reasonable  varia- 
tion in  the  number  of  engines  in  and  out  of  the  roundhouse  will 
not  affect  the  labor  cost.    That  is,  the  labor  cost  is  there  anyway. 

Mr.  Stone :  Is  it  not  a  fact  that  the  labor  cost  is  the  first 
thing  to  feel  a  reduction  in  business,  and  the  last  thing  to  feel  an 
increase;  don't  you  always  reduce  your  force  at  once? 

Mr.  Keefe :     To  the  best  of  our  ability,  yes,  sir. 

Mr.  Stone:  Then  it  is  not  a  fact,  Mr.  Keefe,  that  you 
would  keep  the  same  amount  of  help  in  your  roundhouse  with 
conditions  down  to  60  or  70  per  cent  of  normal,  that  you  would 
if  conditions  were  normal,  is  it? 

Mr.  Keefe:  There  is  a  certain  amount  of  force  that  you 
have  to  have  at  the  roundhouse,  Mr.  Stone,  to  take  care  of  the 
business  that  is  there  to  move. 

Mr.  Stone:  Would  the  engineers'  time  slips  show  all  the 
necessary  information,  that  is,  necessary  to  compile  this  data? 
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Mr.  Keefe:     What  data? 

Mr.  Stone:  All  this  data  here,  would  the  engineers'  time 
slips  show  the  information  to  compile  this  data  from? 

Mr.  Keefe:  Generally  speaking,  yes.  There  are  some  of 
the  articles  or  items  where  it  would  have  to  he  supplemented  by 
an  examination  of  the  train  sheet,  and  also  the  delay  report,  trip 
delay  report. 

Mr.  Stone:  Is  there  anything  in  any  place  that  would 
enable  us  to  check  how  much  time  was  devoted  to  cleaning  en- 
gines, throwing  switches,  and  so  forth? 

Mr.  Keefe :     Cleaning  engines  ? 

Mr.  Stone :  Yes,  is  there  anything  in  any  report  that  the 
engineer  or  fireman  makes,  or  anybody  else  makes,  that  would 
enable  us  to  check  whether  these  figures  are  correct  or  not,  for 
throwing  switches,  and  putting  on  supplies,  or  cleaning  locomo- 
tives? 

Mr.  Keefe :  For  these  three  particular  items  you  mention, 
there  would  be  nothing  in  the  trip  slips  of  the  engineers  and  fire- 
men that  would  show  that. 

Mr.  Stone:  That  would  not  give  you  any  data  as  to  how 
much  time  of  the  engineer  or  firemen  was  taking  up  in  throwing 
switches,  or  in  putting  supplies  on,  or  filling  lubricators,  or  fill- 
ing grease  cups,  or  anything  of  that  kind,  would  it? 

Mr.  Keefe:     No,  sir. 

Mr.  Stone :  So  then  where  would  we  get  anything  to  check 
against  this,  Mr.  Keefe,  to  see  if  it  was  correct? 

Mr.  Keefe:  What  particular  items  are  you  referring  to! 
You  say  ''this." 

Mr.  Stone :  These  miscellaneous  items  here,  that  you  show 
on  sheet  2. 

Mr.  Keefe:  Why,  that  is  made  up  from  the  information 
from  the  railroads,  and  is  made  up  after  a  survey  of  the  con- 
ditions, and  if  there  is  any  particular  detail  you  would  like  to 
have  in  connection  with  any  of  them,  if  you  will  say  what  details 
you  would  like  I  will  undertake  to  see  if  it  can  be  furnished  for 
you.  I  don't  know  just  what  you  want  in  the  way  of  details  to 
make  a  check.  Some  one  had  to  make  an  estimate  of  what  it 
would  cost  these  railroads  to  comply  with  your  request  for  the 
elimination  of  certain  duties  now  being  performed  by  these  men. 
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Mr.  Stoue:  I  agree  witli  you,  mikI  1  wanted  to  know 
whether  that  someone  let  his  iniagiiiation  iiui  liot,  oi-  wlictlier 
he  l)oiIed  it  down  to  the  lowest  ))ossil)l('  uiiuiniuin.  in  (ttlici- 
words,  I  want  to  find  some  way  in  order  to  elieck  tliese  liuures. 
Mr.  Keefe:  I  am  very  willing  to  assist  nou  in  any  \va\  I 
possibly  can  to  do  that,  Mr.  Stone. 

The  (Miairraan:     Mr.  Keefe,  is  it  not  a  fact  tliat  when  times 
are  not  good,  that  is,  the  road  hasn't  ])k'nty  of  ficiglit  to  lianl. 
that  not  so  many  trains  are  in  service? 
Mr.  Keefe:     Yes,  sir. 

The  Chairman:  What  becomes  of  those  tliat  weie  in  serv- 
ice when  times  were  good,  in  an  occasion  of  that  kind  :' 

Mr.  Keefe:  Do  you  mean  the  engineers  and  firemen.' 
The  Chairman:  Yes.  Are  as  many  trains  operated,  in 
other  words,  as  there  were  before?  For  instance,  yon  hnvo  what 
you  might  call  a  fat  year,  so  to  speak.  Xow,  as  T  nntU'rstand  it, 
you  then  operate  your  full  ca])acity  of  trains.  Wlien  a  lean  year 
comes,  what  becomes  of  those  trains?  Do  you  take  n  certain 
number  of  those  trains  out  of  service? 

Mr.  Keefe:  As  to  passenger  service,  tliere  is  not  \ery 
much  difference  in  the  passenger  business. 

The  Chairman:  T  had  reference  more  particuhirly  to 
freight  service. 

Mr.  Keefe:  In  freii^lit  serxici,  of  course,  the  nnnil»er  of 
trains  in  a  lean  yeai*  is  not  as  great  as  the  nunil>ei-  of  trains  in 
a  fat  year. 

The  Chairman:  AVhat  provision  (h)  you  niak<'  for  the  lire- 
man  or  engineer,  in  that  event?  in  othei-  woi-ds,  are  they  kept 
in  service  on  the  payroll,  or  are  tiiey  laid  ofl  .' 

Mr.  Keefe:  I  tliink  the  provisions  with  resjxH't  to  the 
schedules  provide  how  the  boards,  or  the  numhei-  of  crews  as- 
signed to  pool  or  chain  gang  service  are  to  he  reguhited.  (Jen- 
erally  speaking,  the  right  is  given  to  tlie  men  to  reuuhitr  tlie 
number  of  men  in  pool  and  chain  gang  service,  as  well  as  the 
number  of  men  on  the  extra  board. 

The  Chairman:  Does  or  does  not  tliat  regulation  result  in 
the  non-employment" of  many  who  were  tlieretofore  eniploy««(,l, 
or  are  they  all  continued  in  employuKMit :' 

Mr.  Keefe:  It  means  that  a  number  of  jnen  that  were  in 
the  ser\dce  in  the  fat  year  are  not  working  in  the  lean  year. 
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The  Chainnaii :  In  passen^^er  ser\dce,  the  discrepancy  is 
not  so  great? 

Mr.  Keefe:  In  passenger  service  or  the  assigiied  freight 
service,  or  practically  any  assigned  service,  there  is  not  the 
fluctuation  that  there  is  in  the  pool  or  chain  gang  service. 

The  Chairman:  Have  you  provided  against  that,  or, 
rather,  taken  that  contingency  into  consideration  in  tlie  prep- 
aration of  these  tables? 

Mr.  Keefe:  We  have  to  the  extent  that  the  fluctuation 
occurred  in  the  year  1913,  Mr.  Chairman. 

The  Chairman:     You  have  taken  that  as  your  basis? 

Mr.  Keefe:  Yes,  sir,  for  the  entire  year.  Wliatever  fluc- 
tuation there  was  in  the  business  for  the  year  1913  is  discounted, 
or  is  accounted  for  in  making  our  estimate  for  that  year. 

The  Chairman:     In  what  way  did  you  arrive  at  that? 

Mr.  Keefe :  By  just  taking  the  percentage  of  the  increase 
that  we  ascertained  in  October,  and  applying  it  against  the  total 
payroll  for  the  year.  Now,  of  course,  there  is  fluctuation  month 
by  month,  as  your  payroll  is  large  or  small,  due  to  the  amount 
of  business  that  you  are  transporting. 

Mr.  Park:     You  took  the  actual  payroll  for  the  year? 

Mr.  Keefe:     Yes. 

The  Chairman :     That  is  what  I  wanted  to  know. 

Mr.  Byram :  I  just  wanted  to  ask  Mr.  Keefe  if  a  large  por- 
tion of  the  service  is  not  fixed,  regardless  of  the  volume  of 
business.  Are  not  a  large  portion  of  the  trains  run  on  any  rail- 
road fixed  by  the  conditions,  regardless  of  the  volume  of  busi- 
ness? 

Mr.  Keefe:  Yes,  sir,  with  the  assigned  service,  as  I  con- 
strue it. 

Mr.  Byram :     Is  that  a  large  part  of  the  whole  ? 

Mr.  Keefe :     It  is. 

Mr.  Byram:     Freight  and  passenger? 

Mr.  Keefe :     It  is. 

Mr.  Byram:     Branch  line? 

Mr.  Keefe :     It  is. 

Mr.  Byram :  And  through  or  irregular  service,  or  pool  and 
chain  gang  service,  is  a  comparatively  small  part  of  the  total 
service  ? 

Mr.  Keefe:    Yes. 
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Mr.  Byram:     The  rest  of  it  is  fixed? 

Mr.  Keefe:     Yes. 

Mr.  Park:  Mi-.  Keefe,  for  that  reason,  the  rati.,  of  ex- 
pense to  earnings  (U)es  not  increase  in  pro])ortioii  lo  an  increase 
of  a  decrease  in  the  bnsiness,  (U)es  it?  That  is,  you  have  cer- 
tain fixed  charges  and  certain  fixed  conditions  wliicli  would 
operate  to  prevent  (k'creasing  tlie  expense  in  the  ratio  of  tlie 
decrease  in  the  business  ? 

Mr.  Keefe:  The  ratio  of  the  expense  to  the  earnings  is 
very  much  hig-her  in  the  months  of  k^an  business  thau  it  is  in 
the  months  of  heav)^  business  ? 

Mr.  Park:  Now,  you  referred  to  certain  fixed  conditions, 
certain  classes  of  service.  Is  it  a  fact  that  the  engineers  and 
firemen  continue  to  receive  the  maximum  wages,  uiuh-r  <h'pres- 
sion,  by  reason  of  certain  rules  and  requirements  as  to  sen- 
iority?' 

Mr.  Keefe:  There  is  no  fluctuation  iu  the  schedule  as  to 
the  volume  of  business  handled.  It  is  a  fixed  rate  which  is 
paid,  regardless  of  the  volume  or  the  amount  of  l)usiness  han- 
dled by  the  engineer  or  fireman. 

Mr.  Park:  And  an  engineer,  say,  in  pooled  freight  sen-- 
ice,  drawing  $200  a  month,  would  continue  to  draw  $200  a  month 
during  the  dull  season,  for  the  reason  that  the  list  is  so  adjusted 
as  to  include  at  those  times  the  oldest  men? 

Mr.  Keefe :  I  would  not  want  to  say  that  he  would  receive 
the  exact  wages,  Mr.  Park,  because  there  is  a  fluctuation  in  the 
earnings,  even  of  men  in  pool  or  chain  gang  service,  between 
the  light  and  heavy  months.  It  is  variable,  of  course,  under 
different  operating  conditions. 

Mr.  Park:  But  in  that  particular  class  of  service,  includ- 
ing the  train  service,  the  railroads  regulate  it  a  good  deal  in 
accordance  w^ith  the  wishes  of  the  men,  as  to  the  numl^er  of 
crews  and  the  number  of  engines  in  the  service? 

Mr.  Keefe:     Yes,  sir;  generally  speaking,  that  is  true. 

The  Chairman:  The  total  cost  of  operation  for  any  one 
month  would  be  indicated  by  the  number  of  men  employed, 
would  it  not?  That  is,  the  number  of  engineers  and  firemen 
employes,  I  mean. 

Mr.  Keefe :  I  do  not  believe  I  quite  understand  your  ques- 
tion, Mr.  Chairman. 
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The  Chairman :  Well,  insofar  as  the  engineers  and  firemen 
are  concerned.  In  other  words,  the  total  amount  of  money 
paid  out  to  engineers  and  firemen  would  be  indicated  by  the 
number  of  engineers  and  firemen  that  were  employed  during 
that  particular  month,  would  it  not? 

Mr.  Keefe:  Yes,  of  course  the  number  of  men  employed 
does  vary  with  the  amount  of  the  payroll  also,  Mr.  Chairman. 

Mr.  Burgess :  Mr.  Keefe,  are  we  to  understand  that  the 
engineer  that  was  earning  $200  a  month,  referred  to  by  Mr. 
Park,  will  be  guaranteed  the  $200  in  the  lean  years? 

Mr.  Keefe:  There  is  no  such  guarantee,  except  there  ate 
some  specified  certain  agreements  where  certain  amounts  of 
mileage  will  be  guaranteed.  A  few  instances  of  that  kind. 
There  is  no  guarantee  at  all  of  the  ])ayments  that  the  firemen 
shall  receive. 

Mr.  Burgess :  Would  the  Conference  Committee  of  Man- 
agers be  willing  to  carry  out  the  jirovisions  of  your  answer,  that 
in  lean  years  all  engineers  will  receive  $200  a  month? 

Mr.  Keefe:  I  am  not  prepared  to  answer  for  the  Confer- 
ence Committee  of  Managers  on  that  question. 

Mr.  Burgess :  It  is  a  very  vital  question,  because  I  believe 
the  Board  could  readily  get  together  on  those  questions,  without 
very  much  debate,  if  the  impression  you  have  left  us  was  an 
actuality,  that  is,  that  an  engineer  will  get  $200  a  month  during 
all  the  time  of  his  employment. 

Mr.  Keefe:  That  was  not  Mr.  Park's  question  as  I  an- 
swered it. 

Mr.  Burgess :  That  is  the  way  I  gained  it.  I  just  wanted 
to  know  if  you  subscribed  to  it. 

Mr.  Keefe :  I  have  not  subscribed  to  the  proposition  that 
every  engineer  in  local  and  in  through  or  irregular  freight  serv- 
ice should  receive  $200  per  month  the  .year  round.  I  took  that 
as  an  example  of  Mr.  Park's  remark,  that  if  an  engineer  received 
$200  in  a  busy  month,  would  he  get  that  in  the  lean  months. 

Mr.  Burgess :  Is  it  not  a  fact  that  the  engineers  and  fire- 
men do  not  receive  any  money,  either  in  a  lean  or  a  fat  year, 
unless  they  actually  make  the  run? 

Mr.  Keefe :  They  receive  it  under  the  stipulations  of  the 
contract.  They  give  some  time  or  duty,  as  provided  for  in  their 
contract. 
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Mr.  Burgess:  Well,  it'  there  were  no  contract,  is  it  not  a 
fact  that  the  railroad  only  pays  the  engineers  and  firemen  when 
they  go  ont  on  the  road  to  make  the  run? 

Mr.  Keefe :  Yes,  l)ut  there  are  certain  times  that  they  get 
paid  for  making  the  run,  but  they  don't  make  the  actual  lun 
that  they  are  paid  for.    That  is  the  point  I  wanted  to  make. 

Mr.  Burgess :  I'hat  might  be,  imt  the  fact  of  the  matter  is 
a  railroad  could  have  2,000  engineers  and  firemen,  and  it  would 
not  cost  them  a  penny  for  tlmt  large  num})er  unless  they  called 
them  to  go  out. 

Mr.  Keefe :     Unless  they  reported  for  duty. 

Mr.  Park:  The  illustration  I  wanted  to  use  there,  to  ob- 
tain information  from  the  witness,  was  that  there  was  a  certain 
stability  to  the  pay  of  the  enginemen  and  trainmen  that  was  not 
changed  in  any  way  by  the  fluctuation  of  business.  Whether  it 
be  $150  a  month  or  $175,  or  $200,  an  engineer  would  continue 
to  draw  that  pay  during  the  dull  business,  although  there  might 
be  a  good  many  engineers  and  crews  laid  off  at  the  foot  of  the 
list — and  firemen. 

Mr.  Byram:  Mr.  Keefe,  coming  back  to  Mr.  Burgess' 
question,  could  a  railroad  company  have  2,000  engineers  that  it 
did  not  have  any  work  for,  under  the  operation  of  the  seniority 
rules  that  generally  prevail  on  railroads? 

Mr.  Keefe:  No,  I  was  answering  that  question  under  the 
supposition  that  there  were  2,000  engineers.  I  did  not  under- 
stand Mr.  Burgess  to  intimate  that  there  was  such  a  condition 
prevalent. 

Mr.  Burgess :  I  was  trying  to  bring  out  the  point  as  to  how 
the  engineers  and  firemen  are  paid. 

Mr.  Slieean :  Mr.  Keefe,  I  just  want  to  clear  up  one  ques- 
tion that  the  Chairman  asked,  as  to  which  it  seemed  to  me  possi- 
bly there  might  be  some  misunderstanding.  That  is,  whether 
the  total  amount  paid  engineers,  or  firemen,  or  engineers,  we 
will  say,  in  a  month,  bore  a  direct  relationship  to  the  number  of 
men  employed.  Now,  as  I  understand  the  operation  of  the  pool 
or  chain  gang,  where  there  is  so  much  money,  so  many  runs  in 
that  pool,  the  company  permit  the  men  to  determine  whether 
that  money  shall  be  divided  up  between  three  crews,  four  crews, 
or  five  crews,  and  dependent  upon  the  manner  of  the  handling 
of  the  board  by  the  employes  on  different  divisions.     There 
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would  be  no  direct  relationshi})  l)etween  the  amount  of  money 
paid  engineers  and  the  number  of  engineers,  but  that  that  would 
be  determined  in  different  districts  by  tlie  action  of  the  men  in 
fixing  the  size  of  the  Board.  In  other  words,  the  number  of 
crews  who  would  divide  up  those  runs.  Is  that  substantially  cor- 
rect? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  I  thought  possibly  that  the  question 
asked  by  your  Honor  had  not  made  clear  that  situation. 

The  Chairman :  1  undertook  to  indicate  to  the  witness  that 
I  wanted  him  to  tell  me  whether  the  total  amount  paid  out  for 
engineers  indicated  the  number  of  men  employed  during  that 
month  in  the  Engineers'  service. 

Mr.  Keefe:  It  fluctuates,  Mr.  Chairman,  as  to  the  ratio 
between  the  number  of  employes  and  the  amount  of  their  pay. 
It  is  not  necessarily  fixed,  either.  In  other  words,  if  1,000  en- 
gineers earned  say  $200,000  in  this  month,  and  there  were  2,000 
men,  they  would  not  earn  the  next  month  just  twice  that  amount 
of  money.  It  would  not  necessarily  mean  they  would  maintain 
that  same  ratio.  There  is  a  fluctuation  in  the  number  of  men 
and  in  the  amount  of  money  that  they  earn. 

The  Chairman :     That  is  all. 

Mr.  Stone :  Coming  back  to  that  question  of  fixed  charges 
and  these  fixed  runs,  assigned  runs,  is  it  not  a  fact  that  in  time 
of  depression  you  pull  off  passenger  trains,  and  you  also  pull 
off  assigned  runs? 

Mr.  Keefe :  It  is  only  in  times  of  extreme  depression  when 
passenger  trains  are  taken  off,  Mr.  Stone. 

Mr.  Stone :  Well,  we  recently  had  a  striking  example  on 
the  Burlington,  where  they  pulled  off  a  Denver  run  which  had 
been  on  so  long  it  was  considered  one  of  the  well  established  runs 
of  the  country,  just  recently  pulled  oif  trains  9  and  10,  between 
here  and  Denver,  which  have  probably  been  running  fifteen  or 
twenty  years. 

Mr.  Keefe:  At  the  same  time,  the  Santa  Fe  put  on  some 
additional  runs  between  here  and  California,  as  I  understand. 

Mr.  Stone:  That  did  not  do  the  men  on  the  Burlington, 
that  had  been  pulled  off  of  9  and  10,  any  good,  did  it? 

Mr.  Keefe:  No,  sir.  It  did  do  some  good  to  the  men  oh 
the  Santa  Fe,  however. 
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Mr.  Stone:  Probably  helped  them  a  little.  It  is  also  a 
fact,  is  it  not,  that  during-  dull  periods  when  assi.irned  runs,  or 
your  so-called  fast  freii>ht  trains  are  li,^-ht  on  fast  t'l-ciirhl,  that 
you  fill  them  up  with  dead  frei<>ht  tonnage.' 

Mr.  Keefe:  They  endeavor  to  get  wliatever  good  oper- 
ating results  can  be  obtained  from  the  handling  of  tlieir  trains. 

Mr.  Stone:  And  the  pool  man  not  only  gets  the  benofit  of 
the  reduction,  but  he  gets  the  further  benefit  of  the  pool  robl)ed 
tonnage  to  keep  the  fast  freight  line  going? 

Mr.  Keefe:  I  do  not  understand  that  fast  fn^ights  are 
hauling  greater  tonnage  than  in  other  periods  of  the  yeai-. 

Mr.  Stone:  They  do  not  haul  heavier  tonnage,  but  they 
fill  it  out  with  dead  freight,  in  order  to  get  tonnage,  do  they  notf 

Mr.  Keefe:    Yes. 

Mr.  Stone:  And  that  takes  so  much  freight  away  from 
the  so-called  pool  man,  that  in  normal  conditions  the  pool  man 
would  handle,  would  it  not? 

Mr.  Keefe:  Certainly,  if  it  reduced  the  amount  of  ton- 
nage available  for  the  dead  freight  man,  of  course  it  takes  that 
much  away  from  him. 

Mr.  Stone:  It  is  also  a  fact  that  in  times  of  depression, 
nearly  all  the  schedules  of  the  railroad  are  standard  that  no 
reductions  will  be  made  until  pools  fall  below  a  certain  mileage  ? 
No  reductions  of  force.  Boards  will  not  ho  out,  in  i-aih-oad 
parlance  ? 

Mr.  Keefe:  There  are  stipulations,  varying  in  i-aihoad 
contracts  as  to  when  there  will  be  a  reduction  in  the  boar<l  an<l 
assignments. 

Mr.  Stone:  So  as  the  result  of  that,  the  men  lunc  always 
had  one  lean  month  before  they  undertook  to  reduce  tlie  foice 
at  all,  and  they  get  an  automatic  reduction  during  that  month 
of  fifty  per  cent  before  they  start  to  cut  the  board? 

Mr.  Keefe :  I  would  not  say  they  have  one  lean  month 
on  it,  because  I  believe  actual  conditions  are  sucli  that  when 
there  is  a  depression  in  business  and  they  want  the  board  re- 
duced they  do  not  wait  a  full  montli  l)efore  they  make  a  reduc- 
tion. 

Mr.  Stone:  It  is  also  the  experience  of  many  of  our  men 
in  trying  to  have  the  board  cut,  that  the  operating  oflicials  say 
"there  is  a  prospect  of  good  business  next  montli,  better  try 
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and  carry  all  of  these,  because  we  do  not  want  to  build  up  our 
force  again, ' '  and  oftentimes  that  prospect  does  not  materialize. 
That  happens,  does  it  not? 

Mr.  Keef  e :     Of  course  I  can  imagine  that  happens  in  cases. 

Mr.  Stone:  As  an  operating-  official,  don't  you  know  it 
happens? 

Mr.  Keef  e :  They  are  no  more  than  human.  They  can  not 
foresee  the  future  any  more  than  an  engineer  can. 

Mr.  Stone :  I  did  not  say  they  were  superhuman,  or  divine, 
or  anything  of  that  kind.  I  was  just  talking  about  the  facts  of 
the  case.  On  sheet  2  of  Exhibit  3,  in  making  this  computation 
for  the  filling  of  grease  cups,  do  you  know  whether  they — ^what 
type  of  labor  they  took,  or  what  priced  labor  they  took  to  do 
this  work?  Is  he  an  engineer  or  fireman,  or  is  he  some  Polack 
that  they  pick  up  around  the  roundhouse? 

Mr.  Keef e :  I  do  not  know  whether  he  was  a  Polack  or  not, 
Mr.  Stone. 

Mr.  Stone:  What  I  mean  is,  is  he  a  skilled  laborer  or  is 
it  sometimes  the  cheapest  labor  you  can  get? 

Mr.  Keefe:  Usually  the  roundhouse  labor,  that  they  con- 
sider is  capable  of  doing  that  class  of  work,  Mr.  Stone. 

Mr.  Stone:  In  this  59,000,  under  Article  12,  of  assistants 
to  firemen,  I  understand  that  is  the  interest  charged  on  the 
equipment  that  you  expect  to  put  on  to  assist  firemen;  is  that 
correct  ? 

Mr.  Keefe:  In  most  cases,  yes.  There  are  a  few  roads 
that  figure  it  would  be  more  economical  to  employ  manual  labor, 
rather  than  to  equip  the  engines  that  are  not  now  equipped 
with  mechanical  appliances,  to  keep  the  coal  within  reach  of  the 
fireman  from  the  deck  of  the  locomotive. 

Mr.  Stone:  Why  should  that  expense  be  charged  to  the 
requests  of  the  engineers  and  firemen,  any  more  than  any  other 
equipment  on  a  locomotive? 

Mr.  Keefe:  That  is  an  additional  expenditure  that  the 
railroads  have  to  make — will  have  to  make  because  of  this  pro- 
vision of  the  engineers'  and  firemen's  requests. 

Mr.  Stone :  And  once  having  been  made,  it  is  there  for  all' 
time?    It  is  only  the  upkeep  for  it  after  that,  is  it  not? 

Mr.  Keefe :  The  only  thing  that  has  been  charged  against 
this  request  is  the  interest  on  the  investment  and  the  deprecia- 
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tioii  aiul  iiiaiiitenaiice  of  the  appliance.  Tlie  total  cost  has  not 
been  charged  against  this  artich',  only  the  interest  upon  the 
cost  of  installing  this  appliance. 

Mr.  Stone :  AVhat  do  they  cost  i)ei-  locomotive  !  Have  you 
the  price  there? 

Mr.  Keefe:     As  I  recall  it,  $()()(). 

Mr.  Stone:  xVnd  what  is  the  percentage  of  upkeep?  Oh, 
never  mind,  if  you  haven't  it  there f 

Mr.  Keefe:  I  think  it  is  four,  five  and  six  per  cent.  I 
think  the  depreciation  was  four  per  cent  and  tlie  interest  was 
five,  as  I  recall  it.     I  had  the  details. 

Mr.  Stone:     The  depreciation  is  four  per  cent? 

Mr.  Keefe :     Is  my  recollection,  ves. 

Mr.  Stone:  Are  we  to  understand  by  that  it  is  going  to 
run  25  years,  before  it  has  to  be  renewed  ? 

Mr.  Keefe :     AVould  you  like  to  have  it  maile  ten  per  cent  ? 

Mr.  Stone:  No,  I  was  just  wondering  how  you  arrived 
at  it.  AA^at  I  am  tr^dng  to  get  at  is  where  you  find  the  basis 
for  all  these  figures  you  have  submitted  here.  Up  to  date,  I 
have  not  found  it  yet. 

Mr.  Keefe:  I  am  doing  my  best  to  give  it  to  you,  Mr. 
Stone.  The  four  per  cent  for  depreciation,  five  per  cent  for 
interest. 

Mr.  Stone :  AVhat  is  the  total  amount  of  the  cost :'  Have 
you  it  there,  of  equipment? 

Mr.  Keefe:  Yes,  $178,304,  based  five  per  cent  interest  and 
four  per  cent  depreciation;  one  per  cent  for  insurance  and 
taxes,  makes  a  total  of  $1,471  for  that  one  montli  of  October. 

Mr.  Stone:  Do  I  understand  that  there  is  no  other  cost 
figured  for  these  locomotives,  for  this  equipment? 

Mr.  Keefe:     On  what  article? 

Mr.  Stone:  On  this  Article  12,  assistants.  Well,  it  would 
be  really  Article  12,  for  passenger  service,  where  you  are  going 
to  shovel  coal  down.     Yes,  it  is  Article  12. 

Mr.'  Keefe :     ^Vliat  is  your  (juestion  ? 

Mr.  Stone:  Do  I  understand  that  where  tlnn-  liave  this 
equi])ment,  there  is  no  other  charge  for  day  labor,  for  shoveling 
coal  down  in  these  engines?  No  charges  made,  wlicro  engines 
are  already  equipped  with  this  appliance? 

Mr.  Keefe:     Or  whei-e  thev  will  ])e  equipped.     Where  they 
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will  be  equipped,  only  the  cost  of  depreciation,  interest  and 
maintenance  of  new  facilities. 

Mr.  Stone:  Take,  for  example,  the  Rock  Island.  You 
cited  four  places  the  other  day  where  they  would  have  laborers 
shoveling  down  coal.  Would,  you  understand  on  all  other  dis- 
tricts they  were  going  to  equip  with  this  mechanical  appliance 
for  handling  coal? 

Mr.  Keefe:  That  was  the  only  article  of  expense  for  the 
Rock  Island,  that  one  item  of  $471. 

Mr.  Park:  Mr.  Keefe,  how  could  they  comply  with  the 
request  to  keep  the  coal  within  reach  of  the  fireman,  unless  they 
did  use  some  mechanical  appliance? 

Mr.  Keefe:  Unless  they  figure  their  coal  chutes  are  now 
located  sufficiently  close,  so  it  will  not  require  the  fireman  to  go 
into  the  tender  to  get  the  coal. 

Mr,  Park:  That  will  be  an  additional  expense  in  stopping 
frequently  at  coal  chutes,  to  take  on  more  coal? 

Mr.  Keefe :  No  estimate  has  been  made  for  that  character 
of  expense. 

Mr.  Park:     So  it  is  really  under-estimated? 

Mr.  Keefe:     That  is  what  I  remarked  yesterday. 

Mr.  Stone:  It  is  an  expense  to  operate  a  railroad  under 
any  form,  is  it  not,  whether  you  stop  for  coal  or  whether  you 
don't?    We  will  all  admit  it  is  an  expense  to  stop  a  train. 

Mr.  Keefe:     Yes. 

Mr.  Park:  It  is  a  greater  expense  to  stop  two  trains,  or 
to  make  two  stops? 

Mr.  Stone :  x\.re  you  going  to  charge  all  of  that  to  the  fire- 
men and  engineers,  too,  along  with  the  rest? 

Mr.  Keefe:  That  has  not  been  charged  in  any  of  these 
figures. 

Mr.  Stone:  On  Exhibit  3,  sheet  12,  Mr.  Keefe,  just  how 
do  you  arrive  at  this  heavy  expense  increase  for  the  Southern 
Pacific  Lines,  when  their  freights  are  already  on  an  eight  hour 
day,  on  nearly  all  their  main  line  service?  Lines  68,  69  and  70, 
you  show  a  heav^'  increase. 

Mr.  Sheean:'    Sheet  12? 

Mr.  Stone:  Sheet  12,  and  you  give  the  articles  up  here, 
100  miles  or  less,  10  hours  or  less,  shall  constitute  a  day.  South- 
ern Pacific  is  already  on  an  eight  hour  day,  all  of  its  main  line 
service  and  some  of  its  branches. 
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Mr.  Keefe:     Not  all  of  its  branches,  Mr.  Stone. 

Mr.  Stone :  '  No,  not  all  of  its  branches. 

Mr.  Keefe:  I  believe  there  are  very  few  branches  on  an 
eight  hour  day.  Practically  all  of  their  braneh(»s  are  on  a  ten 
honr  day  at  the  present  time. 

Mr.  Stone :     They  are  on  a  ten  hour  day,  some  of  them. 

Mr.  Keefe :     Is  not  the  majority  of  them  on  a  ten  hour  day  ? 

Mr.  Stone:  I  think  so,  but  why  that  increase?  They  al- 
ready have  Article  1  or  better  in  effect.    Is  it  all  in  overtime? 

Mr.  Keefe:  Well,  this  increase  is  in  overtime,  yes,  •  sir. 
That  $1892  of  the  Sunset  Lines  is,  because  of  the  provision  con- 
tained in  your  Article  No.  1,  paragraphs  2  and  4. 

Mr.  Sheean:     That  is  time  and  a  half. 

Mr.  Keefe :     Time  and  a  half,  yes,  sir. 

Mr.  Stone:     Then  it  is  the  overtime  that  makes  all  this? 

Mr.  Keefe:  Yes,  it  is  the  overtime  that  makes  this  whole 
item.    The  overtime  is  called  for  in  your  paragrai)hs,  only — 

Mr.  Stone:  Then  it  would  be  possible,  by  reducing  the 
overtime,  to  cut  out  this ! 

Mr.  Keefe :     If  it  were  possible  to  reduce  the  overtime,  yes. 

Mr.  Stone :  How  do  you  arrive  at  these  figures  that  are 
placed  in  full  faced  type!  Take,  for  example,  the  Western 
Pacific.    How  do  you  get  a  decrease  there? 

Mr.  Keefe:  Because  of  the  application  of  the  automatic 
release  and  tie-up  provisions.  They  have  new  runs,  turn-around 
runs  where  they  pay  overtime,  because  of  the  schedule  provi- 
sions, which  they  would  not  pay  under  the  two-day  payment,  as 
called  for  in  your  automatic  release  rule,  so  that  there  would 
be  a  reduction  in  the  amount  of  overtime  that  they  are  now  being 
paid. 

Mr.  Stone:     Amounting  to  $9.20? 

Mr.  Keefe:     On  that  road,  yes. 

Mr.  Stone :     This  is  only  for  overtime,  this  entire  page? 

Mr.  Keefe :  That  is  all.  In  connection  with  that  answer, 
I  just  want  to  reiterate  my  other  statement  that  the  increased 
amount  of  overtime,  by  reason  of  this  article,  would  increase 
in  the  event  of  the  automatic  release  provisions  not  being 
granted  by  the  Board. 

Mr.  Stone:     And  all  of  this  overtime  would  be  pai«l.  as  is 
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shown  on  this  sheet,  if,  after  our  request  had  been  granted  by 
the  Board,  you  continued  to  operate  in  the  same  old  way? 

Mr.  Keef e :     Operate  in  the  same  manner. 

Mr.  Stone:     Yes,   distinction  without  a  difference.     The 
same  okl  way,  or  same  manner,  which  means  the  same  thing. 

Mr.  Byram :  These  roads  evidently  were  unable  to  escape 
paying  overtime  at  the  regular  rate,  to  some  extent? 

Mr.  Keefe:  Yes,  sir,  their  present  payments  show  they 
have  overtime  at  the  present  time. 

Mr.  Byram:  They  are  unable  to  avoid  that  expense,  ap- 
parently 1 

Mr.  Keefe:     No,  sir. 

Mr.  Stone :  As  an  experienced  operating  official,  would  you 
agree  with  the  statement  that  has  been  made  in  one  or  two 
former  arbitrations,  that  a  reasonable  amount  of  overtime  on  a 
railroad  was  a  good  investment? 

Mr.  Keefe :  I  would  not  care  to  answer  that  question,  Mr. 
Stone.  It  all  depends  upon  the  conditions  in  each  case,  as  it 
comes  up.  There  are  cases  where  overtime  would  be  an  invest- 
ment.   I  can  see  in  other  cases  it  would  be  a  detriment. 

Mr.  Stone :  Wliere,  by  paying,  perhaps,  one  or  two  hours 
overtime,  you  would  not  have  to  call  another  crew  out, — some- 
thing of  that  kind.  It  would  be  a  good  investment,  then,  would 
it  not,  instead  of  calling  another  crew  out  and  paying  a  minimum 
day? 

Mr.  Keefe:  Depending  upon  the  surrounding  circum- 
stances, Mr.  Stone.  I  would  not  care  to  answer  that  question 
affirmatively  or  negatively,  right  now. 

Mr.  Park:  Do  you  think  it  possible,  Mr.  Keefe,  to  avoid 
paying  overtime? 

Mr.  Keefe :     It  is  not  possible  to  avoid  having  overtime. 

Mr.  Park :  And  to  attempt  to  become  immune  from  over- 
time, your  expense  would  be  increased  abnormally  by  reason  of 
the  sacrifices  you  would  make? 

Mr.  Keefe :  It  would  depend  entirely  upon  what  you  did 
to  avoid  overtime,  but  even  then  you  would  not  avoid  overtime 
entirely. 

Mr.  Park:  Washouts  and  engine  failures,  and  man  fail- 
ures and  accidents. 
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And  conditions  over  wliich  no  one  has  any  eon- 
It  is  possible,  though,  is  it  not,  to  reduce  it  to  a 

I  think  that  is  the  aim  of  every  operating  man 
today,  to  reduce  overtime  to  a  minimum.  . 

Mr.  Stone:     Do  you  think  they  have  succeeded? 

Mr.  Keefe :  They  have  succeeded  to  the  best  of  their  abil- 
ity, I  believe.  I  am  talking  now  for  our  own  railroad,  because 
I  know  our  own  railroad  does  not  want  to  have  overtime  pay- 
ments. 

Mr.  Park :  If  you  built  double  track,  put  in  automatic  block 
signals  and  did  all  of  those  things,  that  would  tend,  would  it  not, 
to  decrease  the  overtime — bettering  your  facilities? 

Mr.  Keefe :  Any  improvement  in  operating  conditions  will 
naturally  decrease  the  amount  of  overtime  on  the  road. 

Mr.  Stone:  Since  you  have  put  in  automatic  signals  and 
double  tracked  the  Santa  Pe  main  line,  have  you  decreased  your 
overtime? 

Mr.  Keefe:  I  am  not  directly  familiar,  because  I  am  not 
connected  with  the  part  of  the  Santa  Fe  system  that  has  put  in 
the  automatic  sigTials  or  double  track,  but  the  information  T  have 
is  that  they  are  less  time  on  the  road  now  than  they  were  for- 
merly. 

Mr.  Stone :  Then,  with  further  improvements,  we  can  hope 
it  will  be  decreased  to  such  a  minimum  that  this  sheet  would  not 
make  near  such  a  big  showing,  after  we  get  all  the  im]iroved  con- 
ditions we  hope  for? 

Mr.  Keefe:  I  confidently  believe  if  you  put  a  penalty  of 
time  and  a  half  on  overtime,  that  instead  of  decreasing  overtime 
it  is  going  to  increase  the  overtime.  In  other  words,  it  is  going 
to  make  an  incentive  for  the  men  to  be  on  the  road  longer  than 
they  are  now  so  as  to  earn  the  penalty  time.  That  is  my  sincere 
belief. 

Mr.  Stone :  What  will  happen  to  a  crew  that  you  think  is 
longer  than  it  ought  to  be  doing  a  particular  piece  of  work? 

Mr.  Keefe:  It  will  be  impossible  then,  as  it  is  now,  to 
directly  supervise  the  performance  of  train  and  road  crews,  on 
the  road,  between  terminals. 
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The  C'hairman:  Hasn't  the  train  despatcher  any  check  on 
the  engineer  as  to  the  movements  he  makes? 

Mr.  Keefe :  He  knows  the  amount  of  time  they  consume  in 
making'  the  several  movements  at  his  point. 

The  Chairman :  Has  he  any  means,  independent  of  the  in- 
formation he  may  get  from  the  engineer,  as  to  why  he  failed  to 
make  a  certain  station  within  a  certain  time!  Has  he  any  means 
of  his  own  of  knowing  that,  outside  of  that  information  which 
he  receives  from  the  engineer! 

Mr.  Keefe:  No  he  has  to  rely  on  the  conductor  and  train- 
men, unless  there  is  an  official  on  board  the  particular  train;  he 
has  to  rely  on  the  information  given  him  by  the  conductor  or 
engineer  in  co-operation  with  the  station  employes,  the  oper- 
ators. 

The  Chairman :  I  have  no  practical  knowledge,  and  I  am 
asking  for  my  own  information.  When  a  train  leaves  Chicago 
for  a  station  fifty  miles  distant,  is  it  not  a  fact  that  the  des- 
patcher has  full  knowledge  as  to  the  time  when  that  train  leaves! 

Mr.  Keefe:     Yes. 

The  Chairman :     And  the  time  it  arrives  f 

Mr.  Keefe:     Yes. 

The  Chairman:  And  as  to  the  number  of  stations  that  he 
will  pass  on  the  way! 

Mr.  Keefe :  Why,  from  his  general  knowledge  of  his  divi-: 
sion,  he  knows  the  stations  they  will  pass ;  whether  the  train 
stops  at  these  stations,  he  does  not  know  unless  the  operator 
reports  to  him  they  did  stop,  which  is  the  practice. 

The  Chairman :  It  is  the  practice  for  the  train  despatcher 
to  receive  reports  when  the  train  stops  at  stations! 

Mr.  Keefe:     Yes. 

The  Chairman :  So  in  that  way  he  keeps  a  very  good  check 
on  its  movements  !  * 

Mr.  Keefe:     Yes. 

Mr.  Park:  Mr.  Keefe,  what  does  that  record  consist  of? 
I  think  it  would  be  well  to  describe  the  train  sheet,  which  is  the 
law  to  the  railroad,  and  the  most  valuable  record  it  has. 

Mr.  Keefe :     Yes,  sir ;  it  is  a  record  of  the  company  which — 

Mr.  Park :  Well,  on  this  train  sheet,  every  train  which 
moves  during  his  hours  is  indicated,  and  the  number  of  the 
engine,  the  name  of  the  engineer  and  the  name  of  the  conductor 
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.  ^nd  tlrenian,  and  as  it  passes  each  station  he  gets  what  is  ealh'd 
anO.  SJ 

Mr.  Keef e :     Yes,  sir,  from  the  oi)erator. 
,  Mr.  Park:     From  the  operator,  .living  the  time  they  ar- 

rived there,  and  the  time  they  departed.    That  means  the  arrival 
and  departure  of  the  train? 

Mr.  Keefe:  That  is  from  telegraj^h  stations.  That  does 
not  apply  from  non-telei>-rapli  stations,  lie  docs  not  luivo  that 
information  from  non-telegraph  stations. 

Mr.  Park :  If  they  were  switching  for  three  or  four  hours, 
the  details  of  that  Avork  would  not  be  known  to  the  despatchcr. 
except  upon  a  re])ort  from  the  conductor  giving  specifically  wliat 
they,  were  doing! 

Mr.  Keefe :     That  is  correct, 

Mr.  Stone:  Mr.  Chairman,  I  don't  want  to  let  them  get 
away  with  the  idea  that  they  don't  have  a  close  check  on  what 
,  every  man  is  doing,  because  it  is  a  fact  that  they  do  have  it. 
They  have  a  train  sheet ;  they  have  the  daily  report ;  and  if  one 
,  of  our  men  falls  down  on  time  on  one  of  these  fast  runs,  I  guar- 
antee he  will  come  in  on  the  carpet  the  next  day  and  tell  all 
about  it  and  how  it  happened,  and  if  it  happens  about  three 
times  they  will  take  him  off  the  run,  if  he  does  not  make  good. 
And  with  regard  to  the  movement  of  these  freight  trains,  the 
despatcher  is  right  behind  him  and  knows  w^hat  is  going  on, 
and  let  one  of  our  men  not  keep  up  with  the  rest,  or  get  the 
name  of  being  constantly  slow,  and  you  will  see  two  or  three 
officials  out  riding  with  him,  checking  him  up,  the  road  foreman, 
or  the  assistant  road  foreman,  or  the  trainmastei-,  or  tlio  as- 
sistant trainmaster  with  him,  and  he  does  have  to  make  good, 
and  they  do  keep  a  check  on  these  men. 

Mr.  Park:  That  is  with  the  idea  of  avoidiiiu'  overtime, 
Mr.  Stone. 

Mr.   Stone:     Mr.  Keefe,  I  beUeve  also  you  said  in  your 

opinion  overtime  would  increase  if  this  time  and  a  half  were 

granted.     How  can  it  increase  in  a  num])er  of  these  crews  if 

•  you  work  them  up  to  the  limit  of  the  Sixteen  Hour  T^aw  now? 

Mr.  Keefe:     There  will  be  another  exhibit  introduced  later 
on,  which  will  indicate  how  many  of  the  crews  tliat  are  oper- 
ating on  these  railroads  are  worked  up  to  the  Sixteen  H<nir 
.   limit.     As  I  recall  it  now,  it  is  one-half  of  one  per  cent. 
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Mr.  Stone :  Something  like  65,000  cases  in  the  last  twelve 
months.     Something  like  that. 

Mr.  Keefe:     No,  sir,  not  half  that. 

Mr.  Stone:  All  right,  we  will  settle  that  later  when  you 
put  up  your  exhibit. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Phillips:  Mr.  Keefe — if  I  might  ask  a  question,  Mr. 
Stone. 

Mr.  Stone:     Surely. 

Mr.  Phillips:  I  understood  you  to  say  on  this  Exhibit  3, 
page  12,  which  you  were  discussing  a  moment  ago  with  Mr. 
Stone,  that  the  overtime  on  the  Southern  Pacific  (the  Sunset 
Central  Lines,  I  believe,  were  in  question)  was  payable  on  the 
ten  mile  an  hour  or  ten  hours  a  day  basis,  on  portions  of  that 
road.     Is  that  correct? 

Mr.  Keefe:  I  said  part  of  it  was.  There  is,  of  course, 
some  of  that  due  to  the  time  and  a  half  feature.  They  have  no 
time  and  a  half  feature  now  on  that  railroad. 

Mr.  Phillips :  What  overtime  is  allowed  on  the  Southern 
Pacific? 

Mr.  Keefe:     On  freight  trains! 

Mr.  Phillips:     Yes. 

Mr.  Keefe:  On  their  main  line — some  of  their  main  runs, 
I  understand  it  is  on  an  eight  hour  a  day  basis,  or  I2V2  miles 
an  hour  basis. 

Mr.  Phillips :  How  long  would  a  man  work  on  a  12y2  mile 
an  hour  basis,  or  8  hours  a  day,  before  he  would  earn  less  than 
he  would  on  a  ten  hour  basis,  or  time  and  a  half  overtime? 

Mr.  Keefe:  Applying  to  the  Southern  Pacific,  or  is  that 
a  general  proposition? 

Mr.  Phillips:  Generally,  but  you  may  use  the  Southern 
Pacific  as  an  example,  if  you  wish;  or  make  it  general  if  you 
wish. 

Mr.  Keefe:  The  Southern  Pacific  is  so  complicated  as  to 
payments  by  trips — 

Mr.  Phillips:  Well,  that  feature  of  it  is  not  complicated, 
Mr.  Keefe :  The  Southern  Pacific  generally,  both  what  is  called 
the  Atlantic  System,  or  the  Sunset  Central  Lines,  and  the  Pa- 
cific System,  I  will  venture  to  say  the  major  portion  of  it  at 
least  is  on  strictly  an  eight  hour  day,  with  I2I/2  miles  per  hour 
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overtime.  Now,  if  a  man  worked  on  overtime  on  any  pait  of 
the  Southern  Pacific,  either  Athmtic  or  Pacific  System,  h«'  would 
for  ten  hours  have  earned  125  miles,  would  lie  ii<>t  '  In  otlier 
words,  he  w^ould  get  100  miles  for  the  first  eiglit  hours,  at  TiVa 
miles  per  hour,  and  for  the  next  two  hours  he  w(>uld  ii:<'t  25 
miles,  or  at  the  expiration  of  ten  hours  lie  would  liavc  125  inil<*s, 
would  he  not? 

Mr.  Keefe:     There  are  a  certain  ])ortion  of  tlw*  men — 

Mr.  Phillips:  Well,  generally,  s]ieakinu-  for  the  Soutlicrn 
Pacific,  is  not  that  true? 

Mr.  Keefe:  For  such  portion  of  tlic  Soutlicrn  I'acific  as 
has  the  eight  hour  day,  yes,  sir. 

Mr.  P^hillips:  If  that  is  true  of  all  llic  main  lines  of  lli(^ 
Southern  Pacific,  and  80  per  cent  of  the  Pacific  System,  would 
not  that  be  generally  true? 

Mr.  Keefe:  He  would  receive  for  eight  hours,  if  he  were 
on  duty  eight  hours,  he  would  receive  eight  hours'  pay;  if  he 
made  125  miles — 

Mr.  Phillips:  I  asked  you  to  i)leas(^  leave  the  miles  out  of 
it,  Mr.  Keefe.  I  was  asking  on  an  ovei-time  basis.  What 
would  he  get  if  he  worked  ten  hours? 

Mr.  Keefe:     He  would  get  ten  lionrs'  ('om])ensation. 

Mr.  Phillips:     And  that  would  be  125  miles? 

Mr.  Keefe:     It  would  be  ten  hours'  com])ensation. 

Mr.  Phillips :     It  would  be  125  miles,  wouldn't  it? 

Mr.  Keefe :     It  would  be  ten  hours'  compensation. 

Mr.  Phillips  :     AVouldn't  it  be  125  miles? 

Mr.  Keefe :     He  would  be  under  either  miles  or  hours. 

Mr.  Phillips:     Now,  we  are  talking  about  hours. 

Mr.  Keefe :     He  would  be  paid  ten  hours. 
''Mr.  Phillips:     And  so,  at  12i/o  miles  an  hour,  that  would 
be  125  miles? 

Mr.  Keefe:     That  is  your  calculation.  i 

Mr.  Phillips :     I  ask  you  if  that  is  not  correct. 

Mr.  Keefe :     I  say  he  would  be  ])aid  ten  hours. 

Mr.  Phillips:  If  the  schedule  provides  12i/j  uiiles  an 
hour — 

The  Chairman :  Witness,  you  may  answer  yes  or  no  to  the 
question,  if  it  is  capable  of  being  answered  that  way,  and  then 
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you  may  make  any  ex])lanatioii  you  desire.  Th^t  is  the  best 
method. 

Mr.  Phillips :     Eead  the  question,  please. 

(Eecord  read  as  above  recorded.) 

Mr.  Keefe:  As  I  understand  the  Southern  Pacific  Sched- 
ule, he  would  receive  compensations  for  ten  hours. 

Mr.  Phillips  :     Well,  now,  Mr.  Keefe— 

The  Chairman :  AVell,  now,  as  to  the  number  of  miles.  I 
believe  there  is  a  question  as  to  the  number  of  miles. 

Mr.  Keefe:  I  am  not  clear,  Mr.  Chairman.  I  don't  know 
whether  tlieir  schedule  i)rovides  that  one  hour  is  equal  to  121/2 
miles  or  not.    If  T  could  get  a  copy  of  their  schedule. 

Mr.  Phillips :  Now,  Mr.  Keefe,  I  do  not  wish  to  appear 
unnecessarily  ]iersistent  in  this,  and  if  the  schedule  does  not 
provide  that,  I  am  entirely  willing-  to  have  the  statement  cor- 
rected, but  if  the  schedule  does  provide  that  for  eight  hours  100 
miles  will  be  correct  pay,  and  that  for  each  additional  hour  the 
pay  shall  be  allowed  pro  rata,  or  12i/>  miles  per  hour  for  each 
additional  hour,  and  he  works  ten  hours,  purely  on  an  hourly 
basis,  leaving  the  miles  out  entirely,  he  would  receive  125  miles, 
would  he  not? 

Mr.  Keefe :  If  the  schedule  reads  that  way.  If,  as  I  under- 
stand vou  to  sav,  the  schedule  reads  that  for  ten  hours'  work  he 
would  receive  125  miles,  then  he  would  receive  125  miles. 

Mr.  Philli])s :  Yes.  Now,  how  long  would  he  have  to  work 
on  that  basis  before  he  would  earn  less  than  he  would  on  a  ten 
mile  per  hour  schedule — 

Mr.  Stone:     For  overtime. 

Mr.  Phillips :  On  time  and  a  half  per  hour  basis  for  over- 
time!   I  ask  it  all  to  be  considered  in  overtime. 

Mr.  Sheean :  Do  I  understand,  Mr.  Phillips,  your  sugges- 
tion to  be  that,  on  the  Southern  Pacific,  if  this  provision  were 
adopted,  they  would  begin  computing  overtime  at  ten  hours,  so 
that  the  eight  hours  would  still  remain,  and  you  would  have  com- 
puted time  and  a  half  just  the  same  ? 

Mr.  Phillips:  That  is  not  the  question,  gentlemen.  The 
question  is,  first,  would  ten  hours  on  a  12^  mile  per  hour  basis 
give  to  the  employe  125  miles!  There  should  be  no  trick  or  catch 
in  that  that  I  can  see.  The  witness  answers,  if  that  is  the  sched- 
ule it  would.    Now,  the  question  is,  how  long  would  he  have  to 
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work  then,  on  that  basis,  het'orc  lie  would  receive  less  than  Im- 
would  under  a  ten  mile  per  hour  schedule  on  time  and  a  half,  as 
an  overtime  basis?  It  is  very  simple,  it  seems  to  me.  I  Imv.- 
tried  to  make  if  as  i)lain  as  I  can. 

Mr.  Sheean:  What  1  wanted.  Mi'.  IMiillips,  was,  whether 
it  was  your  construction  of  the  proposition  that  on  the  Southern 
Pacilic,  if  Article  4  were  granted,  that  you  would  coiMi»ute 
overtime  on  the  Southern  Pacific  at  time  and  a  half  only  after 
ten  hours,  or  whether  yon  would  comi)nte  time  and  a  half  after 
the  eight  hours. 

Mr.  Phillii)s:  AVhat  I  am  trying  to  get  at,  Mr.  Sheean,  and 
gentlemen  of  the  Board,  is  where  this  comi)ntation  of  overtime 
came  on  the  Southern  Pacilic  Lines.  There  is  a  great  increase 
of  overtime  shown  here,  quite  a  considerable  increase. 

Mr.  Keefe:     I  can  answer  that  more  (piiekly,  Mr.  Phillips, 
if  that  is  what  you  want  to  know.     They  took  their  time  slips, 
and  for  every  hour  that  they  would  get  overthne  they  would  com 
pute  it  on  time  and  a  half  basis,  having  in  mind  the  saving  clause 
which  retains  to  them  their  present  so-called  eight  hour  day. 

Mr.  Phillips:  All  right.  That  is  just  what  I  am  leading 
up  to  now.  Where  do  you  reach  the  ])oint  of  demarcation  where 
an  eight  hour  day  with  Viy^  miles  per  hour  is  less  favorable  than 
a  ten  hour  day  with  time  and  a  half  for  overtime?  W^here  do 
they  equalize  or  balance '!  You  find  at  twenty  hours,  I  think,  if 
you  calculate  it. 

Mr.  Keefe :     I  have  not  made  a  computation. 

Mr.  Phillips :  Asa  matter  of  fact,  if  you  receive  125  miles 
for  ten  hours,  and  then  work  ten  hours  more,  you  will  receive  125 
miles  addition,  or  250  miles,  will  you  not,  at  the  same  ratio? 

Mr.  Keefe:  If  you  work  ten  hours  additional  yon  will  get 
pay  for  fifteen  hours,  as  I  understand  your  proposition.  Time 
and  a  half. 

Mr.  Phillips:  What  I  started  to  find  out,  if  1  could,  was 
where  those  overtime  figures  on  the  Southern  Pacific  of  the 
amount  paid  for  overtime  became  greater,  or  why  it  became 
greater  under  this  proposal  than  it  is  under  tlieii-  jireseut 
schedule. 

Mr.  Keefe:  Because  of  the  payment  of  time  and  a  half 
for  all  time  in  excess  of  eight  hours,  where  they  have  an  eight 
hour  provision;  and  where  they  have  a  ten  hour  provision,  for 
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all  hours  in  addition  to  ten  they  would  get  paid  for  time  and  a 
half.  That  is  what  makes  up  the  figures  shown  on  this  state- 
ment. 

Mr.  Phillips :  You  don 't  know  what  proportion  of  the 
Southern  Pacific  is  on  an  eight  hour  day  or  a  121/2  mile  an  hour 
basis  f 

Mr.  Keefe:     No. 

Mr.  Phillips:  You  stated  a  number  of  branches  on  the 
Sunset  Lines  were  on  a  ten  hour  day! 

Mr.  Keefe:     That  is  my  information. 

Mr.  Phillips:  You  don't  know  how  many  men.  You  don't 
know  w^hether  it  be  fifty  men,  engineers  and  firemen?  You 
don't  know  whether  it  would  be  twenty! 

Mr.  Keefe:     I  do  not. 

Mr.  Phillips  :  You  don 't  know  what  proportion  the  number 
of  men  on  that  basis  would  bear  to  the  whole  payroll? 

Mr.  Keefe :     No,  I  don 't. 

Mr.  Phillips:     Nor  on  the  Pacific  System  you  don't  know? 

Mr.  Keefe:     No. 

Mr.  Phillips :  Now,  Mr.  Keefe,  getting  back  to  that  ques- 
tion again,  I  will  ask  you  if  a  man  working  on  an  eight  hour 
basis  and  getting  12^/2  miles  per  hour  overtime,  worked  twenty 
hours  purely  on  an  overtime  basis,  he  would  receive  250  miles, 
would  he  not? 

Mr.  Keefe:  He  w^ould  receive  pay  for  twenty  hours,  as  I 
understand  it,  which  would  be  equivalent,  as  you  say,  at  12y2 
miles  an  hour,  to  250  miles. 

Mr.  Phillips :  Now,  if  a  man  works  on  a  ten  mile  an  hour 
basis  and  received  time  and  a  half  for  overtime,  he  would  re- 
ceive exactly  the  same  number  of  miles  for  twenty  hours'  serv- 
ice, would  he  not? 

Mr.  Keefe :     On  twenty  hours '  service. 

Mr.  Phillips :  Then  at  any  point  of  that  twenty  hours,  the 
eight  hours  a  day  with  12 Mi  miles  per  hour  is  better  than  the 
ten  hour  day,  with  time  and  a  half,  is  it  not?  More  favorable 
to  the  men,  engineers  or  firemen? 

Mr.  Keefe:  Without  the  payment  of  time  and  a  half  for 
the  eight  hour  men? 

Mr.  Phillips :  Taking  the  eight  hour  men  purely  on  the 
eight  hour  basis,  any  point  in  the  whole  twenty  hours  is  more 
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favorable  to  the  employe  than  the  ten  liour  basis  with  tiinc-and 
a  half  for  overtime,  is  it  not? 

Mr.  Keefe:     On  the  basis  of  straight  time — 

Mr.  Phillips:  I  was  attempting  to  make  a  com[)aris()ii  be- 
tween the  two,  Mr.  Keefe. 

Mr.  Keefe:  On  the  basis  of  straight  time,  on  an  eight 
hour  or  a  twelve  and  a  half  mile  an  hour  basis,  yes. 

Mr.  Phillips:  Then  the  Southern  Pacific,  or  any  other 
roads  that  have  the  eight  hour  day,  have  been  and  are  now  pay- 
ing their  men  on  a  more  favorable  basis  tlian  requested  in  these 
propositions,  are  they  not? 

Mr.  Keefe :  You  will  have  to  take  into  consideration  their 
entire  schedule  to  determine  whether  or  not  the  Southern  Pa- 
cific men  are  being  paid  better  than  the  other  men  are  now. 

Mr.  Phillips:  I  did  not  wish  to  consider  the  entire  sched- 
ule. I  was  just  asking  as  to  the  overtime  basis,  if  they  are  not 
paying  now  on  an  overtime  basis  better  than  is  requested  in 
these  propositions? 

Mr.  Keefe:     Solely  on  the  question  of  overtime,  yes. 

Mr.  Phillips :     That  is  all. 

Mr.  Stone:  Coming  back  to  this  sheet  number  12,  Mr. 
Keefe,  at  the  bottom  of  column  7,  you  show  an  increase  for 
through  or  irregular  freight  trains  by  this  request  of  $75,948.61. 
At  the  bottom  of  column  14,  for  local  or  way  freight  service, 
which  we  all  know  is  only  a  small  percentage  of  all  the  freight 
service,  you  show  an  increase  of  $81,851.34,  or  over  $6,000  more 
than  all  the  through  freight  service  or  irregular  freight  service 
combined  together.     Why  is  that? 

Mr.  Keefe :  That  is  because  there  is  a  far  greater  percent- 
age of  the  through  freight  trains  that  are  being  paid  miles  now 
than  in  the  local  freight  service.  In  other  words,  a  greater  per- 
centage of  the  local  freight  service  is  now  being  paid  on  miles. 

Mr.  Stone:  Then,  I  would  understand  from  these  figures 
that  the  burden  of  the  overtime  is  carried  by  the  local  trains, 
that  is,  the  greater  per  cent  of  the  burden  of  overtime? 

Mr.  Keefe:  In  proportion  to  their  train  miles,  yes,  sir, 
there  is  more  overtime  in  local  service  than  there  is  in  through 
freight  service. 

Mr.  Stone :     It  is  not  a  question  of  the  proportion  of  their 
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., mileage ;  tlie  actual  amount  is  more  at  the  end  of  the  month, 
regardless  of  the  proportion  of  their  mileage! 

Mr.  Keefe :  As  indicated  under  column  12,  the  overtime  at 
the  present  time  that  is  paid  to  engineers  and  firemen  in  local 
freight  serWce  is  $154,668.89;  while  at  the  present  time,  under 
the  present  schedules,  the  overtime  paid  to  engineers  and  fire- 
men for  through  or  irregular  freight  service  is  $146,285.22,  indi- 
cating that  at  the  present  time  under  the  present  provisions  of 
schedules,  there  is  more  overtime  being  paid  to  the  local  freight 
service  than  there  is  in  the  through  freight  service. 

Mr.  Stone:  And  yet  the  fact  remains  that  the  percentage 
on  the  mileage  made  in  local  freight  service,  as  compared  with 
the  total  number  of  miles  in  all  freight  service,  is  veiy  small, 
is  it  not? 

Mr.  Keefe :  I  would  not  want  to  subscribe  to  it  being  very 
small.  I  don't  know  what  your  definition  of  very  small  is,  Mr. 
Stone. 

Mr.  Stone:  I  think  vesterdav  vou  guessed  at  it  as  low  as 
20  per  cent? 

Mr.  Keefe :     Twenty-five  per  cent. 

Mr.  Stone :     Twenty-five  per  cent  ? 

Mr.  Keefe:     Yes. 

Mr.  Stone :  Then,  with  only  25  per  cent  of  the  total  mile- 
age, they  are  making  much  more  money  in  overtime  than  the 
other  75  per  cent  of  the  men  engaged  in  freight  service,  is  that 
correct  ?  , 

Mr.  Keefe:  With  25  per  cent  of  the  total  mileage  local 
service,  they  are  now  receiving  a  little  bit  more  in  overtime 
than  the  entire  through  freight  service. 

Mr.  Stone :  Which  consists  of  the  other  75  per  cent  of  the 
freight  mileage  ? 

Mr.  Keefe:  Yes,  of  the  other  100  per  cent.  There  is  100 
per  cent. 

Mr.  Stone:  Yes,  but  one  is  25  per  cent  and  the  other  is 
75  per  cent. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone :  On  sheet  13,  the  cost  of  this  miscellaneous 
allowance,  take  for  example,  the  Santa  Fe,  in  columns  1,  2,  3 
and  4,  or  3,  4  and  5;  take  column  1;  von  show  no  cost  at  the 
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present  time  for  any  constructive  mileage,  or  anytliinj^  of  that 
kind,  do  you!  .:.  ^ 

Mr,  Keefe:     In  passenger  service?  , 

Mr,  Stone:     Yes, 

Mr,  Keefe :     No,  sir ;  that  is  correct. 

Mr.  Stone:  But  you  do  show  this  10  per  cent  added  to 
whatever  they  have  at  the  present  time,  do  yon  not  ?  Tliat  was 
your  statement  the  other  day  I 

Mr,  Keefe:     Yes. 

Mr.  Stone:     Whether  it  is  constructive  mileage  or  an  arbi-*' 
trary  allowance  or  anything  else,  you  still  add  this  on  top  of 
that  I 

Mr.  Keefe :     Yes. 

Mr,  Stone :  On  sheet  number  15  you  haven 't  got  anything 
there  more  than  just  the  reports  from  the  railroads  to  know 
whether  these  figures  have  been  correctly  applied  or  not,  show- 
ing these  increases  in  switching  service,  in  continuous  service 
or  when  road  engines  are  used? 

Mr.  Keefe:  All  of  this  data  was  just  taken  from  the  rec- 
ords of  the  returns  of  the  railroads  in  response  to  our  request 
for  figures.  ; 

Mr.  Stone :  Take  your  footings  on  columns  8  and  li,  switch- 
ing service,  engineers  and  firemen.  How  do  you  arrive  at  the 
fact  that  the  expense  is  going  to  be  so  much,  greater  for  the 
firemen  than  it  is  for  the  engineers? 

Mr,  Keefe:     You  will  sec  tiiat  practically  all  the  railroads 
are  the  same,  excepting  one  or  two.     The  difference  between 
the  engineers  and  firemen  is  only  $419.    It  should  be  the  same 
if  the  engineer  and  fireman   worked  the   same   trick,   that   is, • 
worked  the  same  number  of  hours. 

On  the  Atchison  road,  you  will  find  that  the  engineer  is 
slightly  more  than  the  fireman,  ;!()  cents.  That  is  because  on 
one  trip  ticket  the  fireman  did  not  work  and  the  engineer  did. 
The  big  difference  seems  to  be  l^ecause  the  Chicago  &  Westerp. 
Indiana  Railroad,  Belt  Railway  of  Chicago,  shows  figures  for 
firemen  only,  $583.21  ;  they  show  no  expense  for  the  engineers 
because  their  (engineers  are  not  in  the  movement.  ,., 

Mr,  Stone:  If  your  theory  is  correct,  what  is  tiie  matter 
with  the  Rock  Island  figures,  line  27,  where  the  engineers  show; 
an  increase  of  $79.S.77,  and  the  firemen  show  $724.!)()? 
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Mr.  Keefe:  Because  there  are  certain  runs,  or  certain 
assignments,  where  the  firemen  did  not  work  and  the  engineer 
did. 

Mr.  Stone:  There  was  some  fireman  worked  with  him, 
was  there  not?  Didn't  they  both  have  to  put  in  the  same  num- 
ber of  hours  on  the  engine? 

Mr.  Keefe:  Not  necessarily.  There  are  exceptions  where 
the  fireman  did  not ;  that  is  the  case  with  the  Santa  Fe.  I  made 
particular  inquiry  there  and  found  there  was  one  case  there 
where  the  fireman  did  not  work  with  the  engineer. 

Mr.  Stone:  Did  not  some  fireman  work  with  him!  Wasn't 
there  the  same  number  of  hours  for  the  fireman  as  for  the 
engineer! 

Mr.  Keefe :  No.  I  will  get  the  details  for  that  Rock  Island 
figure  for  you,  Mr.  Stone. 

Mr.  Stone:  I  fail  to  understand,  if  each  engineer  gets  an 
increase  of  two  cents  an  hour,  and  each  fireman  gets  an  in- 
crease of  two  cents  an  hour,  under  our  request,  why  the  figures 
should  not  remain  the  same? 

Mr.  Keefe:  They  should  remain  the  same  where  the 
engineer  and  fireman  work  precisely  the  same  number  of  hours ; 
but,  of  course,  you  can  understand  where  the  engineers  are  not 
in  the  movement,  such  as  is  the  case  mth  the  Chicago  &  West- 
em  Indiana,  there  would  be  no  expense  for  the  engineer  there. 

Mr.  Stone :     That  would  make  a  difference,  of  course. 

Mr.  Keefe :  And  the  same  thing,  when  you  get  down  to  the 
Y.  &  M.  v.,  they  show  an  expense  for  the  engineer,  but  do  not 
show  any  for  the  fireman.  That  would  make  a  difference.  You 
get  down  to  the  N.  0.  &  T.  M.,  and  they  show  an  expense  for 
the  engineer  and  nothing  for  the  fireman.  That  makes  a  dif- 
ference in  the  total.  And  there  is  another  case  here,  the  Texas 
&  Pacific,  there  is  a  $6.35  difference  between  the  engineer  and 
fireman.  Every  one  of  those  differences  was  due  to  the  fact 
that  the  engineer  and  fireman  did  not  work  the  exact  number 
of  hours. 

I  will  get  the  specific  i)oints  if  you  would  like  me  to,  Mr. 
Stone. 

Mr.  Stone:  No,  what  I  want  to  get  at  is  whether  or  not 
these  figures  are  correct,  is  all. 
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Mr.  Keefe:  They  all  agree  except  tliose  specific  ones  I 
mentioned,  and  there  is  some  good  reason  why  they  don 't  agree, 
Mr.  Stone,  and  that  is  that  the  honrs  are  not  the  same. 

Mr.  Stone :  I  can  understand  a  man  deadheading  over  the 
road  or  something  of  that  kind  on  company  l)nsiness,  might 
be  without  a  fireman,  l)nt  I  cannot  understand  a  man  hcing  in 
actual  service,  switching,  without  a  fireman  with  him. 

I  also  note  on  this  ])age  the  tremendous  cost  charged  to. 
s\\dtching  as  compared  with  the  cost  of  the  rest  of  the  trans- 
portation service  for  engineers  and  firemen.  Do  ycm  think  that 
percentage  holds  good  all  the  way  throng) i :' 

Mr.  Keefe:     I  don't  get  your  point. 

Mr.  Stone:  For  example,  you  show  that  $l,'Jl(),7:i4.72  was 
paid  out  to  engineei's  and  firemen  for  switching  service  in  that 
month. 

Mr.  Keefe:     Yes. 

Mr.  Stone:  That  is  more  than  all  the  rest  of  the  sei*vice 
comhined,  is  it  not? 

Mr.  Keefe:     For  wages? 

Mr.  Stone:     Yes. 

Mr.  Keefe:  No,  sir.  That  is  $1,216,()0(»  out  of  a  total  of 
$7,200,000. 

Mr.  Stone:     For  engineers  and  firemen? 

Mr.  Keefe:     Yes. 

Mr.  Stone:  I  was  just  figuring  up  these  showings  as  I 
went  along,  in  a  general  way.  P'or  example,  you  only  show 
the  cost  of  through  or  irregular  freight  service,  $146,000;  local 
sei-vice  $154,000,  and  all  the  pusher,  lielpei-,  mine  runs,  work, 
wreck,  belt,  transfer  and  other  unclassified  sewice,  $107,000; 
and  passenger  service  $74.^)45,  and  all  combined  together  will 
not  equal  this  figure. 

Mr.  Keefe:  Well,  the  figures  you  arc  reading.  Mr.  Stt)ne, 
as  I  gather  it,  although  I  did  not  follow  you,  are  the  increases. 

Mr.  Stone:     Are  the  increases? 

Mr.  Keefe:  Yes.  Now%  you  arc  c()in|)aring  them  with 
what  was  the  total  payroll  paid  to  engineers  and  firemen  in 
switching  service  in  October.  The  increase  in  the  proposed, 
for  engineers  and  firemen,  in  switching  service,  is  $21{),0()(). 

Mr.  Stone:  I  am  not  reading  the  increases  proposed,  or 
if  I  did  I  made  a  mistake.     I  will  go  back  and  try  it  over. 


3536 

Mr.  Keefe:  Sheet  number  8  is  the  first  one,  Mr.  JStone, 
passenger  service.  ' 

Mr.  Stone:  Number  5  is  the  first  one,  isn't  it,  passenger 
service  ? 

Mr.  Keefe:     That  is  combined,  for  all  articles. 

Mr.  Stone:     Sir! 

Mr.  Keefe :  That  is  the  combined  cost  for  all  of  the  articles 
for  standard  gauge  steam  ser\T.ce. 

Mr.  Stone:  You  show  present  rates  for  passenger  service 
in  column  7? 

Mr.  Keefe:     Yes. 

Mr.  Stone :  Oh,  yes,  I  see  my  mistake  now.  I  was  reading 
the  increases.     It  is  my  mistake. 

Take  sheet  number  19,  Mr.  Keefe,  why  is  it  a  number  of 
these  roads  show  no  increase  for  this  tie-up!  Is  it  owing  to 
their  present  rules  in  their  schedules  ? 

Mr.  Keefe:     Wliat  roads  have  you  in  mind,  Mr.  Stone f 

Mr.  Stone :     I  see  a  number  of  them  are  left  blank  here. 

Mr.  Keefe :  The  first  one  that  is  left  blank  is  the  Baltimore 
&  Ohio  Chicago  Terminal.  It  had  no  passenger  service  in  Oc- 
tober that  was  tied  up  between  terminals,  either  through  freight 
or  local  freight.  I  doubt  whether  they  have  any  through  or 
local  freight  service  whatever.  I  think  every  one  of  the  lines 
shown  here  are  small  lines  similar  to  that. 

Mr.  Stone :     Take  the  Texas  &  Pacific,  line  76. 

Mr.  Keefe :  That  is  the  Denison  &  Pacific  suburban.  The 
Texas  &  Pacific  is  line  85,  which  shows  $511.90.  The  Denison 
&  Pacific  surburban  shows  no  item,  which  is  line  76. 

Mr.  Stone :  Then  on  the  roads  where  no  data  was  fur- 
nished, what  was  the  matter?  It  was  not  available,  or  what 
was  it  ? 

Mr.  Keefe:  I  explained  the  other  day  that  in  each  one  of 
those  cases  there  was  generally  some  financial  reason  why  they 
were  unable  to  supply  the  data.  The  Trinity  &  Brazos  Valley  is 
in  the  hands  of  a  receiver ;  as  is  also  the  Missouri  &  North  Ar- 
kansas; also  the  Kansas  City,  Clinton  and  Springfield.  The 
other  roads  were  so  small  and  came  into  the  movement  so  late, 
that  it  was  not  thought  advisable  to  get  the  data  from  those 
lines. 

Mr.  Burgess :     How  about  the  Western  Pacific? 
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Mr.  Keefe:  They  had  no  passenger  service  tied  up  be- 
tween terminals  in  that  month. 

Mr.  Stone:  In  regard  to  tlie  question  of  counsel  for  the 
railroads  yesterday,  to  the  effect  that  if  a  helper  was  used  out 
of  the  pool,  if  this  automatic  tie-up  would  not  apply,  and  your 
answer,  which  was  yes,  is  it  not  a  fact  that  if  it  did  apply  it 
would  be  shown  in  the  freight  service  charge,  if  you  called  a 
particular  engine  out  of  the  pool  service  to  act  as  a  h<'l])or  ? 
Mr.  Keefe:     Yes. 

Mr.  Stone:  Those  examples  you  gave  yesterday  in  regard 
to  the  automatic  tie-up,  on  the  Santa  Fe,  where  you  showed  a 
man  between  Galveston  and  Houston,  1  think  I  got  your  figures 
correctly,  namely,  he  arrives  at  Houston  at  9:45  A.  M.? 

Mr.  Keefe:     Yes;  he  left   Galveston  at  8:10  and  got  to 
Houston  at  9 :55,  as  I  recall  it,  an  hour  and  45  minutes. 
Mr.  Stone :     Was  he  relieved  at  the  depot? 
Mr.  Keefe:     Yes. 

Mr.  Stone:     And  he  again  reports  for  duty  at  what  time? 
Mr.  Keefe :     30  minutes  before  the  train  leaves.    He  leaves 
at  5  0  'clock,  so  he  would  report  at  4 :30. 

Mr.  Stone:  So,  from  10  o'clock  until  4:30,  he  would  be  off 
duty? 

Mr.  Keefe:    Yes. 

Mr.  Stone:  Just  what  could  a  man  do  with  his  time  under 
those  conditions?  He  couldn't  do  anything  else  with  it,  could 
he?  He  would  not  be  allowed  to  use  it  in  any  other  manner, 
would  he  ? 

Mr.  Keefe :  He  would  not  be  performing  any  service  for 
the  company  in  that  time.  Of  course,  1  cannot  say  what  the  en- 
gineer would  do  with  that  time. 

Mr.  Stone :     But  the  fact  remains  that  he  is  not  allowed  to 
sell  it  to  anybody  else,  is  he? 
Mr.  Keefe :     No,  he  is  not. 

Mr.  Stone :  So  while  it  is  true  you  only  work  him  a  short 
number  of  hours,  you  do  take  all  his  time  from  7 :30  in  the  morn- 
ing until  7  o'clock  at  night,  or  at  least,  you  make  it  impossible 
for  him  to  sell  it  to  anybody  else,  do  you  not? 

Mr.  Keefe:  Well,  he  doesn't  perform  any  service  for  the- 
company  in  that  period  of  time,  Mr.  Stone. 
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Mr.  Stone :  But  the  fact  remains,  you  take  from  him  the 
only  thing  he  has  to  sell,  do  you  not? 

Mr.  Keefe :  It  is  true  that  he  is  not  able  to  dispose  of  it  to 
anybody  else,  or  work  on  any  other  railroad,  or  work  for  any- 
body in  Houston. 

Mr.  Stone:  Speaking  of  those  three  or  four  striking  ex- 
amples that  you  gave  yesterday,  you  are  the  chief  operating 
officer  or  officer  in  charge  of  operation  there.  Now,  are  we  to 
understand  if  this  automatic  release  rule  was  amended,  that  you 
would  continue  to  operate  these  trains  in  exactly  that  manner? 
Is  that  the  impression  that  you  want  to  leave  with  the  Board? 

Mr.  Keefe :  Just  a  moment ;  I  do  not  want  to  leave  the  im- 
pression that  I  am  the  chief  operating  officer.  I  am  not ;  I  am  the 
assistant. 

Mr.  Stone :  You  are  also  president  of  one  of  the  other  lines 
down  there,  are  you  not? 

Mr.  Keefe :     Of  one  of  the  lines,  the  Texas  &  Gulf,  yes,  sir. 

Mr.  Stone :  That  would  come  pretty  near  being  the  chief 
operating  official? 

Mr.  Keefe :  Since  the  1st  of  July  it  has  been  leased  to  the 
G.  C.  &  S.  F.  and  has  become  part  of  the  operations  of  the  G.  C. 
&S.  F. 

Mr.  Stone:  That  is,  you  as  president,  leased  it  to  your 
general  manager  of  the  G.  C.  &  S.  F.? 

Mr.  Keefe :  No,  sir,  it  was  the  president  of  the  company, 
Mr.  Eipley. 

Mr.  Stone :  The  money  all  goes  in  the  same  hopper,  any- 
way. But,  would  you  continue  to  operate  those  lines  or  runs  in 
the  same  way? 

Mr.  Keefe:  I  cannot  see  wherein  in  any  of  the  runs  that 
I  gave  illustrations  of  yesterday,  anything  could  be  done  to 
avoid  the  payment  of  the  sums  mentioned,  if  the  proposals  of 
the  engineers  and  firemen  were  granted. 

Mr.  Stone :  But  you  would  sit  down  and  have  a  quiet  half 
hour  with  yourself,  would  you  not,  and  try  and  figure  out  some 
plan  whereby  you  could  operate  them  without  pacing  it? 

Mr.  Keefe:  I  would  certainly  do  everything  I  could  to 
minimize  the  expense,  if  it  was  possible  to  do  so. 

Mr.  Nagel :     Mr.  Stone,  do  you  wish  it  understood  that  you 
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want  the  road  operated  so  as  to  briu^  about  the  rosult   the 
witness  indicated? 

Mr.  Stone:     How  is  that? 

Mr.  Nagel :  Do  you  want  the  road  to  bring  about  the  result 
that  Mr.  Keefe  indicated? 

Mr.  Stone:  No,  but  I  am  satisfied,  Mr.  Cliairnian  and 
gentlemen,  that  if  the  rule  was  granted  tomorrow,  that  that 
would  be  the  result  of  the  rule,  that  they  would  at  once  rearrange 
the  runs. 

Mr.  Nagel:  I  get  your  point  perfectly,  but  I  wanted  to 
know  whether  you  object  to  the  general  manager  undertaking 
to  relieve  himself  from  that  result? 

Mr.  Stone:  No,  I  am  satisfied  he  will;  that  is  the  reason 
why  this  is  purely  imaginary  and  not  a  question  of  fact,  when 
it  comes  down  to  reality. 

Mr.  Nagel :  It  will  be  proper  then,  to  call  our  attention  to 
the  fact  as  to  how  the  rule  as  now  framed  would  operate.  That 
is  the  reason  I  asked  yesterday  whether  it  would  not  be  easy 
to  modify  the  wording  of  the  rule  so  as  to  bring  about  a  more 
harmonious  result? 

Mr.  Stone:  The  answer  to  all  of  this,  Mr.  ChairTuan  and 
gentlemen,  is  the  fact  that  we  have  gone  back  home  before  with 
a  10  i^er  cent  or  a  15  per  cent  increase,  and  after  they  got  through 
rearranging  and  reapplying  it,  we  found  out  we  were  worse  olf 
than  we  were  before;  that  we  were  really  doing  more  work  and 
getting  less  money  out  of  the  pay  car. 

Mr.  Keefe:  I  cannot  conceive  any  ojDeration  of  any  of 
those  trains,  where,  if  this  rule  would  be  granted,  there  would 
be  any  saving  in  the  amounts  I  mentioned  in  the  figures  yes- 
terday. 

Mr.  Stone :  Knowing  your  ability  as  an  operating  oHicial, 
I  will  guarantee  that  you  will  figure  out  something  very  shortly 
after  it  went  into  effect. 

Mr.  Park:  Mr.  Keefe,  if  the  penalty  was  so  great  that  you 
could  reduce  expenses  in  other  ways  you  might  figure  on  some- 
thing of  that  kind;  but  is  it  not  a  fact  that  your  overtime  so 
rarely  occurs  as  compared  with  the  general  payroll,  that  it  would 
l)e  bad  management  on  the  part  of  a  railroad  to  sacrifice  tonnage 
to  insure  against  a  contingency  that  even  then  they  might  not 
he  able  to  protect  against.    For  instance,  an  engine  failure  might 
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occur  so  near  the  end  of  the  road,  or  a  wash-out,  or  something 
of  that  kind,  that  you  could  not  avoid  the  overtime.  It  is  your 
study  now  as  a  manager,  however,  to  avoid  overtime. 

Mr.  Keefe:  Pardon  me,  Mr.  Park,  but  the  discussion  we 
had  before  was  entirely  on  the  question  of  the  automatic  release- 
and  the  avoidance  of  those  sums  of  the  examples  I  gave  yester- 
day. It  was  entirely  on  the  question  of  whether  or  not  there 
would  be  any  change  in  operation  that  could  be  brought  about 
which  would  prevent  the  payment  of  those  sums  of  money  I 
gave  yesterday. 

In  answer  to  that  question  I  said  that  I  did  not  and  can  not 
conceive  now  how  it  would  be  possible  to  prevent  the  payment 
of  those  sums  of  money  that  I  mentioned,  unless  it  be  to  abandon 
entirely  the  operation  of  those  trains,  which  is  not  a  possibility. 
Mr.  Park :  The  same  thing  applies  in  all  of  those  instances, 
that  the  management  operate  the  railroad  and  try  to  operate 
the  railroad  humanely  and  economically  and  in  the  best  possible 
way,  taking  always  into  consideration  the  men? 

Mr.  Keefe :  Yes,  sir,  I  know  it  is  for  the  companies  I  am 
connected  with. 

Mr.  Stone:  Mr.  Chairman,  you  understand,  of  course,  we 
would  not  subscribe  to  any  such  sentiment  for  a  moment,  that 
they  try  to  operate  the  roads  humanely.  They  operate  the  roads 
for  results,  and  man,  the  human  factor,  is  the  cheapest  part  of 
the  whole  thing  and  given  the  least  consideration. 

Mr.  Park:  I  would  have  to  disagree  with  you  there,  Mr. 
Stone,  so  far  as  I  am  personally  concerned,  because  I  think  I 
give  the  human  side  of  it  a  great  deal  of  consideration,  and  I 
believe  that  other  managers  do. 

Mr.  Stone :  But  the  one  fact  remains,  Mr.  Chairman,  that 
the  first  thing  an  operating  official  must  do,  if  he  stays  on  the 
job,  is  to  get  results ;  and  if  he  can  get  it  with  humane  treatment 
and  everything  else,  well  and  good,  but  results  have  to  come- 
anyway. 

Mr.  Nagel :  One  of  the  questions  we  have  to  consider  here- 
is  whether  better  results  could  not  be  obtained  by  considering 
the  human  factor. 

Mr.  Stone:     Yes,  that  is  an  important  factor. 

Mr.  Nagel :     And  that  we  will  have  to  settle  bv  the  testi- 
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mony  we  receive,  aud  not  so  much  by  the  declarations  that  are 
made. 

Mr.  Stone :  Yes,  that  is  true  also.  Are  these  the  only  runs 
between  these  points,  Mr.  Keefe?  That  is,  these  very  short 
runs  that  you  have  given  examples  of,  such  as  the  run  between 
Cleburne  and  Dallas;  is  that  the  only  runf 

Mr.  Keefe:  No,  sir,  there  are  other  runs  operating  be- 
tween Cleburne  and  Dallas. 

Mr.  Stone:  Then  there  is  a  possibility  that  they  could  be 
grouped  in  another  manner  so  as  to  avoid  some  of  this  work,  or 
run  further  on  to  a  different  terminal,  or  something  of  that 
kind? 

Mr.  Keefe:  They  operate  now  between  Dallas  and  Cle- 
burne, and  I  cannot  see  now  any  grouping  of  them  that  would 
avoid  the  effect  of  an  automatic  release  whenever  they  reach 
their  terminal,  or  end  of  run.  Their  end  of  run  is  Cleburne 
and  Dallas,  and  it  would  not  make  any  difference  how  many 
trains  you  have  there  so  as  to  avoid  the  possibility  of  causing 
overtime,  because  the  moment  you  arrive  at  either  one  of  those 
terminals  you  have  automatically  released  yourself  and  begun 
a  new  day  whenever  you  begin  to  perform  a  new  service. 

Mr.  Stone:  That  possibly  is  true.  It  is  also  possible  to 
change  terminals,  is  it  not? 

Mr.  Keefe :  Yes,  and  it  is  probable  that  if  they  granted  it, 
it  would  have  necessitated  a  wholesale  changing  of  terminals. 

Mr.  Stone :  But  you  could  not  figure  out  any  way  it  could 
be  changed? 

Mr.  Keefe:  If  you  go  to  work  and  provide  for  a  53  mile 
run,  and  that  is  all  your  mileage  you  have  got  on  there,  you 
cannot,  unless  you  build  an  additional  number  of  miles,  you 
cannot  change  the  length  of  your  run. 

Mr.  Stone :  The  fact  of  the  changing  of  the  terminal  would 
change  the  length  of  the  run,  would  it  not?  Instead  of  running 
from  Dallas  to  Cleburne,  you  run  on  to  some  other  point,  60  or 
70  miles  further,  that  would  change  the  length  of  the  run,  would 
it  not? 

Mr.  Keefe :  If  there  was  necessity  for  a  change  of  service 
there.  I  do  not  presume  they  would  change  the  terminal,  just 
simply  to  make  an  engineer  run  a  hundred  miles,  because  they 
were  paying  him  that  hundred  miles,  though. 
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Mr.  Stone :  On  sheet  21,  Exhibit  3,  column  1,  you  show  the- 
present  outlay  for  holding  engineers  at  away  from  home  ter- 
minals, for  October,  1913,  in  passenger  service  to  be  $51.75,  and 
for  firemen,  $35.85,  making  a  total  of  $87.60.  You  also  show, 
in  columns  2  and  4,  what  would  have  been  paid  if  Article  8  of 
the  proposal  had  been  in  effect  for  this  same  period  of  time,  and 
this  amount  for  engineers  is  $18,524.57 ;  for  firemen,  $11,926.19, 
making  a  total  of  $30,450.76.  Is  that  correct,  if  the  figures  are 
correct  ? 

Mr.  Keef e :    Yes,  passenger  service. 

Mr.  Stone:  Yes.  Now,  if  I  get  the  idea  of  this  exhibit 
correctly,  that  would  indicate  there  was  a  loss  of  time,  accord- 
ing to  these  figures,  equaling  the  sum  of  $30,363.16,  and  if  the 
railroads  are  required  to  pay  for  the  same,  they  are  pleased  to 
term  this  an  increase.    Is  that  a  fact? 

Mr.  Keef e :  It  is  a  payment  that  they  would  have  to  make 
under  your  provisions,  that  they  are  not  now  making. 

Mr.  Stone :  You  understand,  of  course,  there  is  no  request 
made  by  engineers  and  firemen  for  compensation  for  the  first 
fifteen  hours,  do  you  not? 

Mr.  Keefe:  That  is  what  I  understand  the  request  to  be, 
yes,  sir. 

Mr.  Stone :  In  preparing  this  exhibit  and  these  tables,  was 
there  any  consideration  given  to  the  loss  of  time  suffered  by 
engineers  and  firemen,  due  to  the  fact  that  they  were  asking  no 
compensation  for  this  first  fifteen  hours  held  away  from  home? 

Mr.  Keefe:  That  was  not  taken  into  account,  in  making* 
up  the  estimate.  In  other  words,  the  fifteen  hours  which  I 
understand  is  the  time  from  the  time  they  arrive  at  their  away 
from  home  terminal,  until  they  are  called  to  perform  further 
service,  which  includes,  of  course,  their  rest  period  at  that 
terminal. 

Mr.  Stone:  Well,  if  the  requirements  of  the  service  de- 
mand this  waste  of  time  for  engineers  and  firemen,  why  is  it  not 
a  fair  and  equitable  proposition  that  a  part  of  this  loss  should 
be  paid  and  borne  by  the  railroad  companies  ? 

Mr.  Keefe :  I  do  not  consider  it  a  waste  of  time,  Mr.  Stone. 
Furthermore,  the  rates  paid  are  fixed  upon  the  fact  that  there 
was  this  delayed  time  at  the  end  of  the  run,  where  the  man 
must  necessarily  get  his  rest  before  he  was  able  to  perform 
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another  day's  duty,  and  all  of  the  compensation  previously  was 
based  upon  those  facts. 

Mr.  Stone :  All  the  rest  a  man  is  required  under  the  Hours 
of  Service  Law,  is  either  eight  or  ten  hours,  as  the  case  may 
be.  Here  the  men  are  willing  to  give  fifteen  hours,  before  they 
ask  for  any  compensation,  but  still  with  that  great  loss — and 
there  are  only  so  many  hours  in  a  man's  lifetime — we  feel  that 
the  company  should  bear  part  of  the  expense  of  this  loss. 
Again,  how  do  you  account  for  the  fact  that  a  number  of  these 
roads  show  no  cost  for  engineers  and  firemen  held  away  from 
home!  Have  they  a  better  arrangement  of  their  schedules  or 
what? 

Mr.  Keefe:     In  all  classes  of  service? 

Mr.  Stone :     I  am  speaking  of  passenger  service  now. 

Mr.  Keefe :  Why,  in  connection  with  that  item,  Mr.  Stone, 
some  of  the  railroads  computed  that  that  article  would  apply 
to  assigned  passenger  runs.  Their  assignments  were  such  that 
it  necessitated  them  laying  at  a  terminal,  away  from  home, 
longer  than  fifteen  hours,  while  some  of  the  other  railroads  did 
not  make  that  interpretation  of  the  request.  The  instructions, 
as  you  will  note,  on  form  30,  simply  provided  that  the  entry 
should  be  made  as  defined  in  the  paragraph,  and  it  was  not 
specifically  stated  that  that  did  or  did  not  apply  to  assigned 
service.  Take,  for  examj^le,  my  own  railroad,  the  Gulf,  Colo- 
rado &  Santa  Fe  Eoad.  It  has  no  figures  there  for  laying  at 
away  from  home  terminals.  We  have  passenger  crews  that  do 
lay  at  away  from  home  terminals,  longer  than  fifteen  hours,  but 
we  have  not  computed  any  expense  there,  because  we  did  not  con- 
sider that  the  interpretation  would  be  placed  upon  your  Article 
that  would  apply  to  assigned  service. 

Mr.  Stone:  Well,  taking  up  the  question  of  your  local 
runs,  as  shown  on  the  same  page,  columns  16  and  18. 

Mr.  Keefe :  That  is  for  the  same  purpose.  That  is  an  as- 
signed service. 

Mr.  Stone :  Is  it  not  a  fact— take  for  example,  two  crews 
— take  a  crew  running  between  here  and  Galesburg  on  the  Bur- 
lington, or  between  here  and  Aurora,  is  it  not  a  fact  that  the 
crew  that  lays  at  each  end  of  the  road,  for  Sunday,  that  that  is 
considered  their  home  terminal  on  nearly  all  of  these  railroads! 

Mr.  Keefe:    I  cannot  speak  as  to  the  Burlington,  because 
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I  Lave  not  examined  the  schedule,  but  on  our  own  road  there  are 
points  where  crews  are  in  daily  service,  or  in  local  or  way  freight 
service,  will  lay  away  from  home  Sundays,  at  away  from  home 
terminals. 

Mr.  Stone:  That  is  at  some  branch  runs  or  at  the  main 
line  service? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone:  Is  that  provided  in  the  schedule,  under  that 
condition  f 

Mr.  Keefe:     Yes. 

Mr.  Stone:  The  reason  why  1  asked  the  question,  Mr. 
Chairman,  on  most  of  these  schedules  that  I  am  familiar  with, 
two  local  crews  are  running  between  A  and  B.  Wherever  the 
local  crews  tie  up  for  Sunday,  that  is  their  home  terminal,  and 
it  is  so  considered  on  a  great  majority  of  the  schedules. 

Mr.  Keefe :     We  have  a  clause  in  our  schedule  which  reads : 

''An  engineer  taking  a  run  in  preferred  service  or  engine 
in  chain  gang  service  by  right  of  seniority  must  select  the  engine 
run  by  the  youngest  man  in  similar  service  and  will  have  choice 
of  Sunday  lay-over  when  his  seniority  entitles  him  to  it. ' ' 

Mr.  Stone:     That  is  on  assigned  service? 

Mr.  Keefe:  In  preferred  service. 

Mr.  Stone:  Is  local  considered  preferred  service  on  your 
road? 

Mr.  Keefe :  Yes,  sir.  ' '  Mixed,  local  freight  or  work  trains, 
or  any  other  trains  to  w^hich  regular  engineers  are  assigned  (ex- 
cept 23assengers)  shall  be  known  as  preferred  runs  and  be  gov- 
erned by  seniority  in  road  service,  with  home  terminal  rights 
to  govern." 

Mr.  Stone :  Well,  after  both  hearing  and  carefully  reading 
Mr.  Sheean's  opening  statement,  I  think  it  is  fair  to  assume  that 
the  Conference  Committee  of  Managers  was  prompted  by  a 
desire,  in  preparing  their  exhibits,  to  lay  before  the  Committee 
all  the  facts,  in  addition  to  submitting  their  evidence,  so  to  speak. 
Am  I  right  in  that  assumption,  that  it  was  their  desire  to  place 
all  the  facts  before  this  Committee? 

Mr.  Keefe :     To  the  best  of  their  ability,  yes,  sir. 

Mr.  Stone :  If  that  is  true,  do  you  not  believe  that  an  ex- 
hibit should  have  been  prepared,  showing  the  loss  of  time  suf- 
fered by  engineers  and  firemen,  on  account  of  bearing  the  bur- 
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den  of  the  first  fii'teeii  hours  lield  away  from  homo;  also,  to  Ik' 
followed  by  tables,  showing  the  increase  in  outlay  to  companies, 
if  they  compensated  engineers  and  firemen  for  thne  in  excess  of 
fifteen  honrs? 

Mr.  Keefe:  I  do  not  consider  it  was  their  duty  to  furnish 
that,  Mr.  Stone. 

My.  Stone :  Then  it  is  a  fact  that  no  thought  or  considera- 
tion was  given  to  that  phase  of  the  question  at  all,  in  preparing 
these  exhibits,  to  the  loss  sustained  by  the  engineers  and  fire- 
men being  held  fifteen  hours  before  any  pay  began! 

Mr.  Keefe :  There  was  no  computation  made  as  to  len.gth 
of  time. 

Mr.  Nagel:  Mr.  Keefe,  do  you  think  that  some  limit  should 
be  fixed  for  the  period  during  which  men  may  be  held  away 
from  home,  without  pay? 

Mr.  Keefe:  If  it  were  possible  to  arrive  at  a  uniform  rule 
that  would  fit  all  conditions  and  all  requirements,  yes.  There 
should  be  some  limit,  but  as  to  just  what  that  limit  should 
be,  I— 

Mr.  Stone:     I  am  asking  as  to  the  general  proposition. 
Mr.  Keefe :     Why,  it  ought  not  to  be  right  for  the  railroads 
to  require  men  to  lay  at  away  from  home  terminals  an  unreason- 
able number  of  hours. 

Mr.  Nagel :  They  are  held  upon  the  theory  that  they  must 
be  prepared  for  a  return  run,  is  that  true? 

Mr.  Keefe:  Yes,  they  are  to  protect  the  business  of  the 
company  as  it  may  show  up. 

Mr.  Nagel:  Then,  that  return  run  should  be  had  within 
some  reasonable  period,  should  it  not,  in  protection  to  them? 

Mr.  Keefe:  That  is  true,  but  it  must  be  borne  in  mind, 
Mr.  Nagel,  that  the  company  is  not  able  to  control  the  return 
of  the  business.  It  has  no  guarantee  itself  of  the  business  and 
the  flowing  of  the  business. 

Mr.  Nagel:  Assuming  that  to  be  the  reason,  ought  the 
men  to  bear  the  entire  burden  of  that  difficulty? 

Mr.  Keefe :     Frankly,  I  do  not  think  they  should. 
Mr.  Stone:     On  sheet  23,  Mr.  Keefe,  under  the  heading 
of  ''Meal  hour  for  hostlers,"  do  you  show  any  cost  anj^vhere 
for  the  cost  of  meal  hour  for  hostlers? 
Mr.  Keefe :     No,  Mr.  Stone. 
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Mr.  Stone:  Then  that  part  of  the  article  allowing  the 
hostler  an  hour  for  meals,  will  not  cost  the  company  anything? 

Mr.  Keefe:  It  was  taken  into  the  wages,  the  length  of 
time,  Mr.  Stone,  to  be  included  in  your  total,  column  number  4 ; 
it  was  not  any  separate  segregation  made  of  that. 

Mr.  Stone:  But  you  have  added  the  cost  for  the  hour  in 
column  4? 

Mr.  Keefe:  Why,  wherever  the  hostlers  in  the  month  of 
October  worked  longer  than  six  hours,  for  the  meal,  as  to 
whether  or  not  they  made  an  allowance  for  that  in  ascertaining 
the  expense  under  paragraph  2,  Article  10,  would  be  rather  diffi- 
cult, but  I  believe  that  it  would  include  in  that  article,  paragraph 
number  2. 

Mr.  Stone:  Then  your  column  number  6  is  misleading, 
where  it  shows  it  blank,  is  it  nof? 

Mr.  Keefe:     Column  6? 

Mr.  Stone:    Yes. 

Mr.  Keefe:     Oh,  I  see — column  number  6. 

Mr.  Stone:  It  is  all  in  column  4,  but  column  6  shows 
nothing ;  it  is  blank. 

Mr.  Keefe :  Column  6  shows  nothing.  Now,  in  connection 
with  applying  that  provision  to  the  operation  in  October,  it  was 
very  difficult  to  ascertain  just  whether  the  hostlers  worked 
longer  than  the  six  hours  or  not,  and  rather  than  report  a  figure 
that  was  not  substantiated  by  facts,  it  was  thought  not  desirable 
to  report  any  at  all,  I  presume.  That  is  what  it  was  for  our 
own  railroad. 

Mr.  Stone :  Then  it  is  not  possible  to  arrive  at  what  part 
of  this  $234,000  increase  for  hostlers,  for  the  month  of  October, 
was  caused  by  the  meal  hour? 

Mr.  Keefe :  There  were  no  figures  given  for  the  meal  hour. 
I  said,  Mr.  Stone,  that  was  not  computed.  There  was  no  estimate 
made  as  to  what  that  rule  would  cost. 

Mr.  Stone:  Then  it  is  fair  to  assume  that  it  won't  cost 
the  railroads  anything  for  the  meal  hour;  that  he  will  continue 
to  perform  just  as  much  labor  as  ever. 

Mr.  Keefe:  I  would  say  it  will  cost  in  some  instances, 
where  the  conditions  of  the  service  will  prevent  the  hostler  from 
taking  his  meal  hour  at  the  time  specified,  and  they  will  have  to 
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be  paid  the  compensation  so  far,  but  we  have  made  no  estimate 
or  computation  as  to  what  that  cost  would  be. 

Mr.  Stone:  You  agree  with  the  general  principle  that  a 
hostler  should  be  given  a  meal  hour,  do  you  not,  to  eat? 

Mr.  Keefe:    Yes. 

Mr.  Stone:  Are  we  to  understand  by  this  exhibit,  in  its 
entirety  that  the  Western  railroads  are  unable  to  pay  these 
increased  costs  of  these  requests? 

Mr.  Keefe:  I  think  we  will  take  that  up  in  some  subse- 
quent exhibits,  Mr.  Stone,  as  to  their  ability.  This  exhibit  was 
to  show  what  would  be  the  cost  to  the  railroads. 

Mr.  Stone:  Then  you  do  not  care  to  say  at  this  time 
whether  they  are  unable  to  pay  the  requests  or  not — whether 
they  are  financially  able  to  pay  it? 

Mr.  Keefe:  1  say  that  they  are  not.  Now,  if  you  wish  me 
to  make  the  statement  before  we  get  to  our  exhibit,  I  will  say 
now  I  do  not  believe  they  are. 

Mr.  Stone:     They  are  not  able  to  pay? 

Mr.  Keefe:     They  are  not  able  to  pay. 

Mr.  Stone:  Now,  Mr.  Chairman,  if  I  may  just  try  your 
patience  for  a  minute  longer,  I  will  be  through.  During  the 
past  three  days,  the  parties  to  this  controversy  have  been  plac- 
ing before  you  an  exhibit,  designed  to  show  the  financial  signifi- 
cance of  our  requests  for  higher  rates  of  pay  and  better  working 
conditions.  They  first  showed  briefly  their  method  of  securing 
the  basic  information,  by  sending  certain  schedules  of  inquiry, 
with  instructions  for  filling  them  out,  to  the  accounting  officers 
of  the  different  railroads.  With  this  brief  explanation,  they 
went  exhaustively  and  carefully  into  the  derivative  statements 
which  they  computed  on  the  basis  of  these  basic  figures.  When 
we  presented  our  statistical  argument,  we  presented  our  basic 
figures  and  I  especially  stated  that  we  desired  to  have  them 
verified,  and  that  nothing  would  please  us  better  than  the  most 
complete  scrutiny  and  investigation. 

I  do  not  believe,  on  the  other  hand,  that  we  should  be  ex- 
pected to  accept  anything  on  faith.  We  desire  to  have  the  same 
opportunity  of  scrutiny  and  verification  as  we  have  extended 
to  the  other  side.  The  present  exhibit  (No.  3)  is  an  important 
one.  It  goes  to  the  very  essence  of  our  contention.  I  have 
devoted  several  days  of  study  to  it,  and  I  find  myself  in  an 
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unfortunate  position,  for  I  find  no  official  statistics  available 
with  which  to  check  it  and  convince  myself  of  its  accuracy. 

I  do  not  question  the  good  faith  of  the  railroads.  This  is 
a  very  serious  matter  to  us,  however,  and  I  .cannot  bring  myself 
to  believe  it  is  fair  to  permit  the  railroads  to  adjust  our  differ- 
ences or  to  present  arguments  based  on  fundamental  facts  as 
to  the  existence  of  which  we  do  not  know  or  have  no  method 
of  ascertaining. 

So  far  as  I  have  been  able  to  check  the  basis  of  this  exhibit, 
I  have  reason  to  believe  that  it  contains  many  errors.  Per- 
sonally, I  am  convinced  that  in  the  case  of  many  roads  the  basic 
figures  on  which  the  estimates  have  been  based  are  too  high. 
I  do  not  mean  to  say  that  they  have  been  deliberately  inflated. 
We  all  know  the  difficulties  of  having  elaborate  schedules  of 
statistics  properly  filled  out.  This  is  one  of  the  difficulties  of 
accounting.  So  far  as  I  have  been  able  to  che,ck  them,  I  find 
that  the  figures  which- are  the  basis  of  this  exhibit  do  not  agree 
with  the  reports  of  the  railroads  to  the  Interstate  Commerce 
Commission.  The  basic  figures  of  this  exhibit  were  certified  to 
by  accounting  officers  of  the  several  railroads,  supplying  the 
Interstate  Commerce  Commission.  Before  I  can  accept  this 
exhibit,  therefore,  I  want  to  have  an  opportunity  of  checking 
these  figures  to  see  that  they  are  correct.  And,  following  along 
that  line,  I  am  going  to  ask  the  railroads  to  make  it  possible 
for  us  to  verify  these  figures,  and  I  want  their  train  sheets,  and  I 
want  their  time  cards,  and  I  want  their  time  tickets  for  this 
month,  so  that  Ave  can  verify  them,  because  I  believe  they  are 
wrong. 

I  make  that  request  of  the  railroads,  that  we  be  furnished 
with  this  information. 

Mr.  Nagel:     Are  we  to  adjourn  in  the  meantime,  or  go  on? 

Mr.  Stone :  Go  right  ahead.  I  will  put  a  force  on  them.  I 
will  soon  find  whether  these  figures  are  right  or  whether  they 
are  wrong. 

Mr.  Sheean:  We  have  the  certificates  of  these  various 
officers  here  now.  We  have  acted  upon  those  certificates,  and 
whatever  is  the  pleasure  of  the  Board  in  the  matter  as  to  the 
calling  in  of  the  accountants  who  compiled  the  information 
which  the  general  officers  certified  and  furnished  to  us,  we  will 
of  course  abide  by  the  pleasure  of  the  Board.    We  have  at  this 
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time  the  certificate  of  the  accounting  oflicor,  tlic  executive  «jfiicer 
of  each  railroad,  and  those  are  here  availal)le,  to  see  whether 
we  have  correctly  assembled  the  tabulated  and  certified  infor- 
mation given  to  us,  and  wliatever  we  have,  of  course 

Mr.  Park:  Mr.  Sheean,  how  many  men  have  been  em- 
ployed on  these  statements,  approximately,  and  how  long  a 
time  have  the  roads  consumed  in  making  the  compilation? 

Mr.  Sheean:  I  have  no  knowledge  on  that,  except  wliat 
was  stated  to  me  last  night  by  Mr.  Green,  of  a  very  small  road, 
the  Louisiana  &  Arkansas.  ^Y[vc[t  was  it,  Mr.  Green?  AVhat 
length  of  time  was  taken  by  this  comparison  on  your  line? 

Mr.  Green:  It  took  four  men  five  weeks  to  get  up  our 
information  for  278  miles. 

Mr.  Stone:  Mr.  Chairman,  we  discussed  yesterday  morn- 
ing when  the  question  of  surprise  came  up,  and  the  two  wit- 
nesses failed  to  agree  on  the  testimony,  we  discussed  the  ques- 
tion of  whether  or  not  we  w^ould  submit  affidavits  or  bring  the 
original  ^^dtnesses  here,  but  I  want  to  call  your  attention  to 
this,  that  here  is  a  set  of  compilations;  Mr.  Keefe,  as  the  sta- 
tistical expert,  has  simply  accumulated  them.  He  says  himself 
he  has  not  verified  any  of  them.  He  simply  takes  the  figures 
as  they  put  them,  and  he  swears  he  has  put  them  together  cor- 
rectly from  what  he  found.  I  do  not  want  the  accounting  offi- 
cers brought  here.  I  want  the  facts  which  the  accounting 
officers  base  their  figures  on,  and  if  we  do  not  get  througli  with 
it  by  the  time  they  get  through  with  their  exhibit,  if  we  do  not 
find  anything  w^rong  with  it,  w^e  will  take  it  for  granted  it  is 
right,  but  I  am  satisfied  we  shall  find  something  wrong  with  it, 
because  I  know  the  figures  are  all  out  of  proportion? 

Mr.  Sheean:  Well,  while  the  Board  has  the  matter  under 
consideration  as  to  what  course  is  desired,  I  would  like  to  luive, 
as  a  part  of  the  redirect  examination  of  Mr.  Keefe,  read  into 
the  record  a  letter  which  I  think  you  said  accompanied  the  form 
wdiich  is  made  Exhibit  No.  2  here. 

Mr.  Keefe:  The  letter  dated  August  20,  1914,  sent  to  the 
executive  officer  of  each  of  the  linos  parties  to  this  movement, 
says: 

''Owing  to  the  Agreement  tliat  the  Arbitration  Proceedings 
shall  be  upon  the  basis  of  the  Proposal  of  the  Engineers  and 
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Firemen,  dated  October  10,  1913,  it  is  deemed  necessary  to  com- 
pile figures  based  specifically  upon  that  request. 

''The  compilation  of  Form  1  has  disclosed  certain  varying 
interpretations  of  the  Articles  submitted,  and  various  changes 
appear  to  be  necessary  and  expedient. 

''We  have,  therefore,  formulated  Form  30,  a  supply  of 
which  is  sent  you  under  separate  cover  by  express,  which  in- 
cludes complete  instructions  for  the  compilation  of  each  item 
reported.  The  report  will  be — as  we  now  understand  it — your 
last  word  upon  the  subject  of  the  amount  of  increase  resulting 
from  the  Engineers'  and  Firemen's  request,  dated  October  10, 
1913,  and  the  one  which  will  be  taken  into  consideration  by  the 
Arbitrators  in  this  controversy. 

"It  is,  therefore,  very  necessary  that  the  report  should  be 
correct  in  every  particular,  and  your  Company  should  be  fully 
prepared  to  defend  any  figures  reported  therein,  regarding 
which  any  controversy  may  arise. 

' '  This  report  should  be  certified  to  as  correct  by  the  officer 
or  party  in  charge  of  the  compilation,  and  the  party  who  will 
be  presented  by  your  company  as  a  witness,  if  one  is  required, 
to  substantiate  these  figures. 

"Please  arrange  to  forward  this  report  so  it  will  be  avail- 
able not  later  than  September  20th,  1914." 

Mr.  Sheean:  And,  from  each  of  the  railroad  companies, 
upon  the  form  whicli  was  introduced  here  as  Exhibit  No.  2,  you 
have  now  the  certified  returns  of  tlie  individual  railroads  over 
the  signatures  of  the  officers? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Those  are  here  available  for  any  check  or 
verification. 

The  Chairman :  What  have  you  to  say  to  the  request  of 
Mr.  Stone? 

Mr.  Sheean:  I  say  we  are  entirely  at  the  disposition  of 
the  Board  in  the  matter.  We  want  to  do  anything  that  the  Board 
deems  proper,  essential  and  expedient  to  a  full,  fair  and  ade- 
quate hearing  of  the  entire  matter.  We  have  acted  upon  the 
certificates  of  the  different  officers  given  under  these  instruc- 
tions that  they  should  certify  and  should  be  prepared  to  defend 
luider  oath  the  figures  here  when  they  are  presented,  and  here 
are  the  certificates  giving  the  names  and  dates  as  to  each  of  the 
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roads,  and  the  suggestion  1  may  give  that,  if  in  connection  with 
that— any  checking  of  that,  it  appears  that  any  ligures  are  ques- 
tioned, we  be  given  the  opportunity  of  indicating  to  the  particu- 
lar road,  in  conformity  with  this  request  that ' '  The  report  shoukl 
be  certified  to  as  correct  by  the  officer  or  party  in  charge  of  the 
compilation,  and  the  party  who  will  be  presented  by  your  com- 
pany as  a  witness,  if  one  is  required  to  substantiate  these  fig- 
ures." As  to  how  many  companies  or  what  persons  actually 
made  these  compilations,  I  have  no  knowledge. 

Mr.  Park :     Mr.  Slieean,  in  answer  to  my  question,  the  gen- 
tleman in  the  back  of  the  room,  1  i)resume,  was  manager  of  a 
road  not  on  this  Conference  Committee? 
Mr.  Sheean:    Yes. 

Mr.  Park :     So  I  could  form  some  idea  of  the  magnitude  of 
the  exhibits  called  for,  what  road' does  he  represent? 

Mr.  Sheean:  The  Louisiana  &  Arkansas.  A  road  of  how 
many  miles  Mr.  Green?    248? 

Mr.  Green :     We  operate  278  miles  of  railroad. 
Mr.  Sheean:     278  miles  of  railroad,  all  told.     And  the  re- 
turns for  a  railroad  of  that  size  took,  you  say,  how  long? 
Mr.  Green :     Four  men  five  weeks. 
Mr.  Park :     That  is  one  of  the  smallest  railroads  ? 
Mr,  Sheean:    Yes,  I  said  that  that  was,  one  of  the  very 
smallest  in  the  movement. 

Mr.  Burgess :     Mr.  Stone,  let  me  ask  you  a  question,  please. 
If  I  understand  your  request  properly,  it  was  for  the  time  slips, 
train  sheets  and  time  cards? 
Mr.  Stone:     Yes. 

Mr.  Burgess:  I  infer  from  that  question  that  you  desire 
to  get  the  real  basis  ? 

Mr.  Stone :  Yes.  I  might  check  that  until  I  die  of  old  age, 
I  wouldn't  know  whether  it  was  right  or  not,  unless  I  had  wliat 
they  had  formed  their  figures  from. 

Mr.  Burgess :  And  your  intent  is,  if  these  documents  are 
furnished  you,  to  put  on  a  force  of  men  sufficient  to  check  the 
time  slips,  time  cards  and  time  sheets,  and  if  I  understood  you 
right,  5^ou  stated  to  the  Board  that  if  you  could  not  find  anything 
wrong  in  tliose  sheets  at  the  time  the  counsel  for  the  railroads 
had  presented  all  of  his  other  exhibits,  that  you  would  acknowl- 
edge that  they  were  right? 
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Mr.  Stone :  We  would  at  least  accept  them,  provided  that 
we  have  not  been  able  to  find  anything  wrong  with  them. 

Mr.  Burgess:  My  purpose  in  asking  the  (question,  Mr. 
Stone,  was  to  get  it  perfectly  clear  what  you  wanted,  so  far  as  I 
am  concerned.  I  presume  the  other  members  of  the  Board  were 
clear,  but  I  was  not. 

Mr.  Stone :  I  want  to  get  the  basic  figiTres  that  they  make 
that  compilation  from,  the  time  slips,  and  the  train  sheets  for 
the  month  of  October  ought  to  show  it.  It  may  be  necessary, 
where  they  have  a  separate  daily  report,  to  have  the  daily  report. 
My  only  idea  in  asking  for  the  time  card  was  in  regard  to  a 
question  of  whether  certain  trains  were  on  the  road  in  that 
month  or  not.  I  do  not  expect  I  shall  check  all  the  roads.  I 
have  a  number  of  roads  in  mind  that  I  will  put  on  force  enough 
to  check,  if  it  can  be  employed  in  Chicago,  and  if  not,  I  will 
wire  somewhere  else  and  get  it.  I  will  put  on  force  enough  to 
check  certain  roads  I  have  in  mind. 

Mr.  Park:  In  order  to  arrive  at  the  magnitude  of  this 
request,  Mr.  Keefe,  have  you  any  idea  how  many  carloads  or 
trainloads  of  train  sheets  it  will  be  necessary  to  bring  to  Chicago  I 
One  train  sheet  for  each  day  of  the  month,  and  all  the  other 
information.  I  do  not  understand  that  the  engineers'  time  slip, 
the  current  time  card  and  the  train  sheet  woukl  be  all  the  record 
that  would  be  required. 

Mr.  Keefe:  The  time  books  of  the  particular  men  also 
ought  to  be  in  there,  because  they  are  the  books  from  which  the 
time  slips  were  entered.  But  it  would  take  practically  64,000 
time  slips  for  one  day,  for  thirty  days,  would  be  thirty  times 
that  number,  it  is  nearly  two  million  time  slips. 
Mr.  Park :     How  many  train  sheets ! 

Mr.  Keefe:  There  would  be  a  train  sheet  for  every  day 
for  every  district.  We  have  544  districts,  twenty  thousand  train 
sheets.  Time  books  in  addition  to  that.  And  there  are  your 
daily  reports.  You  would  have  for  your  freight  runs — it  is  hard 
to  estimate  the  amount  of  stuff  you  would  have  in  here. 

Mr.  Park :  Would  it  not  be  more  practicable  for  the  repre- 
sentatives of  the  organizations  to  send  some  one  where  these 
records  are  now,  if  they  want  to  check  any  particular  road? 

Mr.  Keefe :  That  would  be  the  more  practical  solution  thaa 
it  would  be  to  have  them  all  brought  in  here.    In  the  first  place,. 
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the  train  sheets  are  one  of  the  most  vahiahlc  records,  an  indis- 
pensable record  of  a  railroad,  and  it  wonid  he  very  dillicnlt  to 
get  the  railroads  to  send  tliose  train  sheets  in,  because  they  are 
the  basis  of  the  absolute  records  of  the  conii»any. 

Mr.  Nagel:     Would  the  government  allow  us  rent  for  the 
warehouse  ? 

Mr.  Burgess:     The  railroads  would  not  ()])i)ose  any  of  the 
provisions  of  the  Act  itself,  after  they  consented  to  ar))itrate? 
Mr.  Sheean  :     Oh,  no. 

Mr.  Burgess:     The  Act  does  permit  that  re(|uest  as  ])re- 
sented  by  Mr.  Stone,  doesn't  it? 

Mr.  Keefe:     1  am  not  a  lawyer,  Mv.  I>urgess. 
Mr.  Burgess:     No,  neither  am  I. 

Mr.  Park:     They  could  make  duplicates  of  the  train  sheets. 
Mr.  Keefe:     1   am   satisfied,    whatever   the    Board    would 
want,  they  would  do  the  best  they  could  to  c()nii)ly  with  it. 

Mr.  Sheean:     In  talking  with  Mr.  Green  this  morning  as 
to  his  small  railroad,  I  was  rather  shocked  as  to  what  he  liad 
done,  and  in  order  to  get  light  on  just  wliat  the  detail  is,  I  would 
suggest  that  Mr.  Green  tell  us  about  what  is  the  actual  routine, 
or  to  give  you  some  idea  about  it.    Mr.  Keefe  has  not  done  the 
detail  work  for  any  railroad,  as  I  understand  it,  and  Mr.  Green, 
I  understood  him  to  say,  had  the  time  slips  here  on  his  road. 
Mr.  Park:     Is  Mr.  Green  the  general  manager  of  that  road? 
Mr.  Sheean :     The  general   manager  of  that  road. 
Mr.  Park:     I  would  like  very  much  to  hear  from  him  on 
the  stand. 

Mr.  Sheean:  This  is  a  matter  in  which  we  want  to  co- 
operate in  any  way  thought  desirable. 

Mr.  Stone:  Before  Mr.  Green  testifies,  I  would  like  to  call 
attention  to  one  fact,  that  this  question  of  "The  train  slieets 
can  not  be  produced,"  and  "The  payrolls  can  not  be  produced," 
and  all  that,  we  have  heard  that  once  before.  They  took  the 
same  position  in  the  Eastern  Arbitration,  but  the  Board  of 
Arbitration  compelled  them  to  pi-oduce  theii-  payrolls  for  the 
Conductors  and  Trainmen's  Arbitration,  and  they  ])ronght  them 
in  there  by  the  carload. 

Mr.  Sheean:  Don't  misunderstand  us.  We  want  anything 
that  the  Board  wants  here  for  light. 

Mr.  Stone:     I  don't  understand,  Mr.  Chairnian.  ])ard()n  iiie 
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again,  I  don't  understand  the  Board  wants  this.  I  am  the  man 
who  wants  this.  I  don't  understand  that  the  Board  wants  this 
particular  information. 

Mr.  Sheean:  Well,  I  am  sorry  to  say  I  cannot  make  the 
same  broad  general  statement  as  to  complying  with  your  desires 
as  I  do  make  as  to  complying  with  the  desires  of  the  Board. 
Anything  that  the  Board  deems  of  any  importance  in  connection 
with  the  hearing  of  the  case,  we  will  furnish,  but  we  do  not 
want  to  incur  a  whole  lot  of  unnecessary  trouble  if  in  the  end 
it  is  to  gratify  a  mere  whim  on  your  part,  and  therefore  I  put 
the  suggestion  that  we  are  ^villing  to  do  whatever  the  Board 
sees  fit. 

Mr.  Stone:  I  understood  that  all  the  time,  Mr.  Chairman. 
I  was  making  the  request  of  the  Board  to  make  this  order; 
not  Mr.  Sheean.  I  have  got  by  the  age  when  I  have  whims  in 
regard  to  these  arbitrations.  I  have  been  in  too  many  of  them, 
and  I  am  going  to  try  to  go  into  this  one  completely,  because 
I  don't  know  that  I  shall  ever  live  to  go  into  another  one. 

Mr.  Sheean:  Just  on  this  collateral  matter  of  what  it 
actually  means,  so  the  Board  may  act  intelligently  on  any  order, 
I  would  like  to  call  Mr.  Green. 

The  Chairman :     You  are  not  through  with  this  witness  f 
Mr,  Sheean:     No,  I  thought  I  might  ascertain  whether  or 
not  certain  things  that  it  was  thought  desirable  to  have  pro- 
duced were  feasible  to  be  produced  or  not. 

Mr.  Stone :  If  the  tonnage  of  that  train  is  not  quite  com- 
plete after  they  get  all  this  loaded  up,  they  might  add  the  pay- 
rolls we  asked  for  before  we  adjourned  for  the  holidays,  be- 
cause if  they  are  going  to  put  up  an  exhibit  for  5,000  men  and 
show  where  they  earn  more  than  governors,  I  am  still  going 
to  insist  as  my  right,  that  they  produce  payrolls  for  all  the 
rest  of  the  men  for  the  same  period. 

Mr.  Nagel:  Are  you  going  to  show  the  relative  value  of 
governors  and  engineers? 

Mr.  Stone:  I  would  not  know  what  basic  figures  to  start 
with. 

F.  W.  GrREEN  was  called  as  a  witness,  and  having  been 
dulv  sworn,  testified  as  follows: 
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DIRECT  EXAMINATION. 

Mr.  Sheean:     State  your  name,  Mr.  Green. 

Mr.  Green:     F.  W.  Green. 

Mr.  Sheean:     And  your  business? 

Mr.  Green:  General  Manager  of  the  Louisiana  &  Ark- 
ansas. 

Mr.  Sheean:  The  Louisiana  &  Arkansas  is  a  railroad  sit- 
uated where,  and  of  what  size? 

Mr.  Green:  In  Arkansas  and  Louisiana.  We  liave  278 
miles. 

Mr.  Sheean:  And  that  road  is  one  of  the  parties  to  this 
arbitration  f 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  Mr.  Green,  you  have  heard  this  discussion 
about  the  manner  of  the  preparation  of  the  information  re- 
quested of  the  various  roads? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  Did  you  cause  to  be  compiled  for  your  road 
information  certified  in  the  manner  that  has  been  shown  by 
this  Exhibit  2f 

Mr.  Green:     I  did. 

Mr.  Sheean:  Now,  I  wish  you  would  tell  us  just  the  way 
in  w^hich  that  was  done,  and  what  the  supporting  data  are,  what 
it  consists  of  as  to  jour  railroad. 

Mr.  Green :  We  first  studied  the  requirements  and  instruc- 
tions very  carefully  and  the  requests  under  each  of  these  sepa- 
rate paragraphs,  and  then  we  drew  oft'  a  sheet  showing,  in  two 
sections,  the  amounts  that  accrued  under  each  of  these  ])rovi- 
sions  under  the  present  schedule,  and  the  amounts  that  would 
accrue  under  the  provisions  of  the  proposed  schedule.  After 
each  sheet  was  made  for  each  one  of  these  time  sheets,  the 
information  was  tabulated  under  the  different  classifications  by 
each  man.  Then  the  amount  accruing  under  the  present  basis 
was  compared  with  the  amount  which  that  man  drew  on  the 
payroll  for  the  month  of  October,  1913.  If  the  amount  checked 
we  were  all  right.  If  it  did  not  check  wo  had  to  go  all  over 
the  matter  entirely  again  until  we  balanced. 

Mr.  Sheean:     That  is,  balanced  with  the  payroll? 

Mr.  Green:     Yes. 
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Mr.  Sheean:     What  do  you  mean  by  making  out  a  form^ 
here  ? 

Mr.  Green :  One  of  these  separate  sheets  showing  the  class 
of  service.  We  had  to  make  a  sheet  for  each  class  of  service, 
by  the  way,  whether  through  freight  or  way  freight,  or  passen- 
ger, for  each  slip  that  was  turned  in. 

Mr,  Sheean :  And  then  the  original  time  slips  of  the  month 
of  October,  1913,  were  taken? 

Yes,  sir.    They  are  all  here.  '' 

You  have,  as  to  your  road,  all  here"? 
Yes,  sir.  ' 

Now,  how  many  engineers  have  you  on  that 

It  varies.  We  have  about  forty,  of  which  I 
think  about  thirty-three  or  four  are  now  in  service.  We  reduced 
our  force,  on  account  of  the  depression. 

Mr.  Sheean:     And  about  how  many  firemen? 

Mr.  Green:     About  the  same  number. 

Mr.  Sheean:  And  for  forty  engineers  and  forty  firemen, 
how  long  did  this  work  take  on  your  road? 

Mr.  Green:  It  took  four  men,  five  weeks.  I  might  say  in 
that  connection  that  that  includes  two  tabulations,  and  the  first, 
as  you  will  recall,  was  the  revised  demands  of  the  enginemen, 
and  the  second  one  was  the  original  demands,  as  interpreted, 
after  arbitration  had  been  agreed  upon. 

Mr.  Sheean :  And  as  to  your  road,  you  have  there  the  orig- 
inal time  slips  of  the  eighty  men? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:     Who  operated  during  that  month? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  Did  that  require  this  making  out  of  a  sep- 
arate method  of  accounting,  and  separating  the  service  in  the 
manner  requested  here  ? 

Mr.  Green:     It  did. 

Mr.  Sheean:  But  as  to  your  road,  what  you  have  here  are 
the  original  time  slips? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  I  just  wanted  to  get  an  idea  from  him  on  this 
topic.  If  there  are  any  questions  you  want  to  ask — have  you 
the  train  sheets  here? 
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•"■     Mr.  Gioeii:     No,  sir. 

Mr.  Sheean:     Or  any  of  tlie  train  delayed  reports r 

Mr.  Green:     No,  sir,  I  haven't  those. 

Mr.  Sheean:  Those  are  essential  in  tlie  coiiiinilation  oi"  the 
mattt^r  of  initial  and  linal  terminal  delay  ? 

Mr.  Green:  Yes,  sir;  I  overlooked  in  saying-  we  had  to 
take  the  delayed  rei)ort  and  train  slieet,  and  in  the  preparation 
of  these  little  white  supplementary  sheets,  we  had  to  ^et  in- 
formation from  the  train  sheet  and  daily  leport;  in  almost 
every  case,  it  was  not  obtainahie  from  the  time  slip,  it  sell'. 

Mr.  Sheean:  You  think  that  this  that  yon  have  here  is 
fairly  representative  of  w  hat  the  time  slips  would  hi'  as  to  forty 
out  of  the  sixty  odd  thousand  employes,  whose  time  is  shown 
by  this  month — or  eighty,  forty  firemen  and  forty  engineers? 

Mr.  Green:     I  do. 

Mr.  Park:  Mr.  Green,  in  getting  at  all  of  the  matter  hear- 
ing on  this,  did  you  have  to  go  to  the  roundhouse  records,  or 
other  records,  and  confer  with  the  men? 

Mr.  Green:  Yes,  in  some  instances  we  had  to  have  recourse 
to  the  tie-up  records  of  the  enginemen  at  the  roundhouse.  Not 
in  all  cases,  however. 

Mr.  Park:     Bearing  on  some  of  the  points. 

Mr.  Green:     Yes,  sir. 

Mr.  Park:     What  is  the  length  of  your  raihoad? 

Mr.  Green:  We  operate  over  284  miles,  but  the  part  which 
we  actually  own  is  278  and  a  fraction. 

Mr.  Sheean:  I  simply  wanted  to  ascertain,  in  a  general 
way,  just  what  the  situation  was.  If  there  is  anything  you 
wanted  to  ask  about  the  method  or  manner — 

The  Chairman:  Taking  these  tables  as  a  basis,  how  long 
do  you  think  it  would  take  one  to  verify  the  figures,  as  shown 
in  the  statement? 

Mr.  Green:  I  think  two  experienced  accountants  could 
probably  get  the  figures  verified  thoroughly  in  two  weeks,  if 
they  were  experienced  in  this  kind  of  work. 

The  Chairman:  Mr.  Stone,  do  you  desire  to  ask  the  wit- 
ness any  questions? 

Mr.  Stone:     No. 

The  Chairman:     Very  much  obliged  to  you. 
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Mr.  Sheean:     If  it  is  agreeable,  I  will  not  take  np  the  re- 
direct examination  with  Mr.  Keefe  until  after  luncheon. 
The  Chairman:     We  will  adjourn  until  2:30  P.  M. 

(Whereupon,  at  12:25  o'clock  P.  M.,  a  recess  was  taken  until 
2:30  o'clock  P.  M.) 

Aftee  Recess. 

The  Chairman:  Just  before  recess,  Mr.  Stone  requested 
that  the  Board  order  that  train  sheets,  time  slips,  delay  reports, 
and  payrolls  for  engineers  and  firemen,  for  the  month  of  Octo- 
ber, 1913,  be  produced  by  the  respective  railroads,  or  certain  of 
the  railroads  connected  with  the  present  movement.  This  re- 
quest was  based  upon  the  theory  that  these  papers  constitute 
the  primary  evidence  upon  which  these  calculations  are  based. 

Section  5  of  the  Act  under  which  we  are  proceeding,  is  in 
the  following  language : 

''That  for  the  purposes  of  this  Act  the  arbitrators  herein 
provided  for,  or  either  of  them,  shall  have  power  to  administer 
oaths  and  affirmations,  sign  subpoenas,  require  the  attendance 
and  testimony  of  witnesses,  and  the  production  of  such  books, 
papers,  contracts,  agreements,  and  documents  material  to  a  just 
determination  of  the  matters  under  investigation  as  may  be 
ordered  by  the  court     *     *     *." 

The  other  portion  of  the  section,  it  is  not  necessary  to  read, 
because  it  simply  provides  a  remedy  in  a  case  where  there 
should  be  a  refusal  to  produce  the  reports ;  that  is,  contains  the 
method  by  which  they  may  be  produced  through  the  United 
States  courts. 

In  view  of  the  section  which  I  have  just  read,  if  this  matter 
is  urged  before  the  Board,  of  course,  we  would  grant  the  re- 
quest, feeling,  as  we  do,  that  this  section  is  mandatory  in  its 
language. 

However,  we  will  reserve  a  final  action  in  regard  to  the 
matter,  in  order  that  there  may  be  a  conference  between  the 
representatives  of  the  respective  parties,  out  of  which  may 
grow  the  adoption  of  some  plan  by  which  time  and  labor  may  be 
saved.  You  can  call  the  matter  to  the  attention  of  the  Board 
when  it  reconvenes  in  the  morning. 

My  associate,  Mr.  Nagel,  suggests  that  he  thinks  it  should 


3559 

be  understood  that  this  order  \vill  be  •granted.  1  thoui^dil  1  had 
made  that  perfectly  plain,  but  if  I  did  not  do  so,  of  course,  it 
follows  from  what  I  have  said  that  tlu*  oi-doi-  will  he  iiiaih'  in 
the  event  Mr.  Stone  so  desires. 

Mr.  Sheean:  We  have  not  the  slightest  objucti(Mi.  Il  was 
in  the  hope  or  belief  that  some  method  or  manner  of  the  ac- 
countants visiting  the  headquiirters  of  the  roads,  could  be  ar- 
rived at;  perhaps,  accounts  of  the  Board,  or  representatives  of 
each  side  which  would  probably  enable  them  to  get  the  infor- 
mation in  a  good  deal  better  way.  But,  if  it  is  the  insistence 
that  these  particular  papers  shall  be  produced,  of  cours<',  we 
shall  comply  with  any  order. 

The  Chairman:  At  any  rate,  we  tlionglit  il  }>roper  that  we 
should  rule  upon  the  point  now,  in  order  that  there  may  be  no 
delay  in  the  event  that  this  request  may  be  insisted  upon. 

Mr.  Stone:  I  think  it  will  be  understood  that  the  sugges- 
tion offered  by  Mr.  Sheean  that  we  go  to  these  various  points, 
is  something  we  could  not  do  at  this  time.  It  is  impossible  for 
me  to  be  anywhere  else  but  here,  to  supervise  this  work;  and 
it  is  impossible  to  go  all  over  this  country  from  New  Orleans  to 
Winnipeg,  and  from  Chicago  to  San  Francisco,  to  check  up 
these  accounts. 

After  a  conference  with  Mr.  Sheean,  if  we  fail  to  agree, 
why,  I  most  certainly  should  insist  that  Chicago  be  the  place 
where  these  papers  should  be  produced,  because  that  is  wliere 
we  are  holding  the  Arbitration. 

Mr.  Sheean :  It  was  not  the  thought  that  you  or  I  should 
go  and  check  them,  Mr.  Stone,  but  it  was  the  thought  that  pos- 
sibly the  expert  accountants  might  be  able  to  tell  more  about 
the  result  by  making  some  sort  of  a  visit  to  the  place  where 
the  particular  time  slip  must  be  applied  to  the  operation  at  that 
point- 
Mr.  Stone:  I  don't  expect  to  check  these  in  ])erson.  I  am 
not  so  foolish  as  to  think  I  can  check  2,000,000—1  do  expect  to 
have  a  general  supervision  over  the  work  and  the  mannei-  in 
which  it  is  checked,  and  while  I  am  not  an  export  accountant  T 
believe  I  shall  be  able  to  find  something  wrong  with  some  of  the 
figures. 

The  Chairman :     In  making  the  rule  tliat  we  have,  we  are 
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simply  applying  a  rule  that  is  universal  in  all  courts  of  justice, 
so  far  as  I  know,  independent  of  this  provision  of  the  statute. 

J.  H.  KEEPE  was  recalled  as  a  witness,  and  having  been 
previously  sworn,  testified  as  follows : 

REDIRECT  EXAMINATION. 

Mr.  Sheean:  Mr.  Keefe,  if  you  will  turn  for  a  moment 
please,  to  sheet  No.  1  of  your  Exhibit  3,  I  want  to  make  per- 
fectlv  clear  that  the  item  which  vou  have  carried  out  there  as 
$38,000,000  is  arrived  at  by  the  application  to  the  total  payroll 
of  the  year  of  the  proposition  for  the  month  of  October  in  the 
same  percentage  relationship  that  October,  in  payroll,  bears  to 
the  payroll  for  the  entire  year. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  in  the  item  of  ' '  Miscellaneous, ' '  that  has 
been  separated  throughout  all  the  tables  so  as  to  carry  that  as 
a  separate  item  of  expense  to  the  railroads  and  not  as  an  increase 
in  compensation  to  the  engineers  and  firerqen? 

Mr.  Keefe :    Yes,  sir. 

Mr.  Sheean:  Now,  in  the  fluctuation  of  business  to  which 
reference  has  been  made,  are  you  able  to  state,  Mr.  Keefe,  what 
proportion  of  the  engineers  and  the  firemen  in  October,  1913, 
were  in  regularly  assigned  service.  It  was  not  fixed  at  all,  or 
changed  at  all  by  any  fluctuations  in  business,  just  in  a  general 
way? 

Mr.  Keefe :  Approximately  65  per  cent  of  the  total  number 
of  men  were  in  assigned  service. 

Mr.  Sheean:  And  in  assigned  service  those  trains  run  on 
regular  schedules,  irrespective  entirely  of  the  amount  of  tonnage 
or  the  number  of  passengers  to  the  crew? 

Mr.  Keefe :     As  a  general  proposition,  yes. 

Mr.  Shea:  Now,  just  explain  in  your  own  way  what  dif- 
ference there  is. 

Mr.  Keefe:  What  I  had  in  mind  in  assignment  was  the 
assignment  of  engineers  assigned  to  yard  service,  and  also  en- 
gineers that  were  assigned  to  the  through  freight — fast  freight 
runs,  local  runs  and  passenger  runs ;  also  assigned  helpers,  and 
in  the  assigned  freight  service  of  course  it  would  be  dependent 
more  upon  the  tonnage  that  was  to  be  moved  as  to  whether  they 
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would  reuiain  throughout  the  year  or  not.  Tliere  would  be  more 
chance  to  fluctuate  in  tliat  ])articuhir  class  than  there  would  in 
the  passenger  or  local. 

Mr.  Sheean^  l^ut  as  to  the  passenger,  outsiih'  of  tlie  very 
rare  exce])tions  to  which  Mr.  Stone  referred  this  morning,  th«' 
passenger  trains  run  on  i-egular  schedule,  both  during:  the 
periods  of  depression  and  periods  when  husiness  is  better.' 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  the  rate  of  pay  of  those  wlio  have  those 
assigned  runs  remains  constant,  aside  from  the  (luestion  of 
occasional  delay,  for  wluch.they  might  draw  overtime? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And,  ordinarily,  that  is  true  of  branch  line 
operations,  that  branch  lines  are  usually  covered  by  regular 
assignments  1 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Attention  was  attracted  yesterday  to  tin- 
fact  that  in  May  last  an  estimate  of  expense  of  these  j)ropo- 
sitions  was  given  in  the  correspondence  between  tiie  Conference 
Committee  of  Managers  and  the  Committee  representing  the 
engineers  and  firemen.  At  the  time  those  estimates  were  given, 
Mr.  Keefe,  had  there  been  a  statement  made  by  those  who 
represented  the  employes,  with  reference  to  the  application  of 
automatic  release  to  turn-around  service,  that  there  was  no  rule 
pertaining  to  turn-around  service,  and  therefore  that  they  could 
not  give  any  answ^er  to  the  examples  in  turn-around  service 
pertaining  to  automatic  release? 

Mr.  Keefe:     Yes.  sir. 

Mr.  Keefe:     Yes,  sir. 

Mr,  Sheean:  And  in  the  statement  that  was  made  at  that 
time  and  to  which  attention  was  directed  yesterday,  the  esti- 
mated ap])lication  of  the  automatic  release  and  tie-up  was  stated 
at  $990,000? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  While  in  the  figures  which  you  have  here 
submitted,  the  amount  entering  into  this  $;W,000,0()0  is  now 
$6,515,000? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Does  that  arise  because  of  the  fact  that  no 
modification  has  at  any  time  been  made  by  the  Committee  n-p 
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resenting  the  employes,  whereby  the  automatic  release  is  ex- 
cepted in  its  application  to  turnaround  service? 

Mr.  Keefe:  The}'^  have  made  no  modification  of  that  char- 
acter, 

Mr.  Slieean :  And  this  change  of  nearly  $6,000,000,  or  addi- 
tional amount  of  nearly  $6,000,000,  is  because  of  the  application 
of  the  automatic  release  to  turnaround  service  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  The  other  changes  in  those  estimates  will 
appear  from  a  comparison  of  the  estimate  as  made  at  that  time, 
for  what  percentage  of  the  mileage.l 

Mr.  Keefe:  At  that  time,  it  was  the  estimate  made  on  May 
2nd,  based  on  86  per  cent  of  the  mileage.  The  figures  given 
were  for  86  per  cent  of  the  mileage.  Of  course,  the  estimate  we 
made  in  our  Exhibit  No.  3,  covers  all  the  mileage.  That  accounts 
for,  as  I  recall  it,  about  four  to  five  million  dollars. 

Mr.  Sheean :  And  there  is  practically  a  difference  of  almost 
$6,000,000  because  of  there  being  no  exception  in  the  present 
proposition  that  is  being  arbitrated  in  turn-around  service,  as  to 
the  application  of  the  automatic  release? 

Mr.  Keefe:  Yes.  There  was  also  in  the  original  figures  a 
thought  that  the  eight  hour — roads  having  eight  hour  rule, 
might  have  the  ten  hour  rule,  because  there  was  no  saving  clause 
in  the  proposition  of  the  men,  when  originally  submitted  to  the 
railroads. 

Mr.  Sheean:  And  Some  of  the  railroads  had  applied  the 
proposition  as  made,  and  compared  it  with  the  proposition  un- 
der which  they  were  operating,  without  this  retention  of  rates 
that  were  higher,  but  actually  applying  the  proposition  as  a 
whole? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:     To  their  actual  operations? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  At  page  15,  or  sheet  15,  of  this  exhibit,  Mr. 
Stone  directed  attention  to  the  fact  that  column  6,  on  page  15, 
— there  were  certain  differences  between — 

Mr.  Keefe:     Column  9. 

Mr.  Sheean:  Column  9,  oh,  yes.  Columns  8  and  9;  certain 
differences  between  engineers  and  firemen.  You  directed  atten- 
tion at  that  time  to  the  fact  that  all  across  the  page  on  this 
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exhibit,  both  the  Yazoo  &  Mississippi  Valley  Railroad  and  the 
N.  0.  T.  &  M.,  showed  an  added  increase  as  to  en^nneers,  but  no 
additional  expense  as  to  firemen.  Are  the  firemen,  botli  of  the 
Y.  &  M.  V.  and  the  N.  0.  T.  &  M.,  excluded  in  like  manner, 
throughout  all  of  these  tables? 
Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  what  was  the  rei^orl  troin  lM>th  those 
roads  as  to  the  reason  for  omitting  their  firemen  * 

Mr.  Keefe:  That  they  had  no  schedule  or  agreement  with 
their  men  at  that  time,  and  that  they  did  not  care  to  give  any 
information  as  to  the  negro  firemen. 

Mr.  Sheean:     Both  reported  that  the  firemen  on  both  roads 
were  largely  colored? 
Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:     And  not  operating  any  schedule  with  either 
of  the  organizations  presenting  these  claims? 
Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  the  presentation  of  the  claim  on  the  Y.  & 
M.  v.,  what  were  the  facts  as  to  the  manner  in  which  the  request 
for  increase  or  this  changed  schedule,  was  made  ? 

Mr.  Keefe:  The  original  request  received  from  the  en- 
gineers and  firemen,  showed  that  they  did  not  represent  the 
firemen  on  the  Y.  &  M.  Y.  Railroad,  and  that  the  firemen  on  that 
road  were  not  represented  by  the  engineers'  and  firemen's  com- 
mittee. 

Mr.  Sheean:  Just  state  what  the  facts  are,  or  read  the 
request  as  presented? 

Mr.  Keefe:     The  request  as  presented  has  this  caption: 
"Railroads  in  Western  Concerted  Movement — 1913. 
' '  Explanation : 

*  Means  approved  by  B.  of  L.  E.  Division  only. 
fMeans  approved  by  B.  of  L.  F.  &  E.  Lodges  only. 
''No  marks  mean  approved  jointly  by  B.  of  L.  E.  Divisions 
and  B.  of  L.  F.  &  E.  Lodges." 

And  there  continues  a  list  of  the  railroads,  some  of  which 
have  these  marks  preceding  them. 

Mr.  Sheean :  And  opposite  the  Yazoo  &  Mississippi  Valley, 
what  is  the  notation? 

Mr.  Keefe:     Opposite  the -Yazoo  &  Mississippi  Valley  ap- 
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pears  the  star,  which  indicates  it  was  a])i)roved  by  the  B.  of  L. 
E.  Di\isions  only. 
"■'  Mr.  Sheean:  So  that,  throughout  all  of  the  tables  which 
are  here  presented  in  this  exhibit,  there  is  no  showing  of  the 
expense  of  firemen  on  either  the  Y.  &  M.  Y.  or  the  N.  0.  T.  &  M., 
either  present  or  proposed? 

Mr.  Keefe :     That  is  correct. 

Mr.  Sheean:  That  runs  throughout  the  entire  exhibit  and 
each  of  the  tables  in  it  I 

Mr.  Keefe:     Yes,  sir. 

Mr.  Burgess :  Pardon  me,  Mr.  Sheean,  Imt  won't  you  bring 
out  a  little  further  what  document  he  is  reading  fromf 

Mr.  Sheean:  Yes,  just  read  the  document  and  identify  it, 
Mr.  Keefe. 

Mr.  Burgess :     1  want  to  follow  you,  is  all. 

Mr.  Sheean:  Yes.  Give  the  date  and  the  communication 
itself. 

Mr.  Keefe :     That  was  an  attachment  to  a  letter — 

Mr.  Sheean:     Read  the  letter  and  the  attachment. 

Mr.  Keefe:  (Continuing.)  Dated  Chicago,  Illinois,  Octo- 
ber 10,  1913. 

"Mr.  Scott  Tinsman, 

Chairman,  Managers'  Association, 

Room  1863,  Transportation  Building, 
608  S.  Dearborn  St.,  Chicago,  Ills. 
Dear  Sir: — 

"The  locomotive  engineers,  firemen  and  hostlers  employed 
oil  the  roads  named  on  the  inclosed  list  have  instructed  us  to 
present  to  you  the  inclosed  revision  of  the  present  schedules  of 
wages  and  working  conditions  of  locomotive  engineers,  firemen, 
and  hostlers  operating  steam  or  other  motive  power. 

"We  ask  that  you  take  this  matter  uj)  with  each  of  the 
roads  named,  and  ask  them  to  join  with  all  other  railway  man- 
agements in  the  western  territory  in  delegating  to  a  conference 
committee  of  managers  authority  to  represent  their  respective 
roads  in  the  conducting  of  joint  negotiations. 

"We  desire  it  understood  that  all  rates,  rules,  and  condi- 
tions not  affected  by  these  proposed  amendments  shall  remain 
unchanged,  but  will  be  subject  to  changes  through  negotiationa 
by  the  proper  officials  and  committees,  as  in  the  past. 
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,  ''We  request  that  all  lines  or  divisions  of  railway  ownud, 
leased,  operated,  or  controlled  by  the  roads  named  in  the  in- 
closed list  be  included  in  these  n(\ii:otiations,  and  any  a^rrtMuent 
reached  shall  apply  to  all  of  such  lines  of  railway. 

**We  also  request  the  i)rivilege  of  sulnnitting  the  names  of 
other  roads  in  the  Western  territory  as  fast  as  w«;  licar  from 
them. 

"We  hope  all  roads  will  accept  the  notice  presented  to  theui 
as  the  proper  notice  recpiired  for  the  opening  of  existing  sched 
ules  for  amendment. 

"Yours  very  truly, 
"W.  S.  Stone, 

Grand  Chief  Kngineer, 
Brotherhood  of  Locomotive   Engineers, 
1114  B.  of  L.  E.  Bldg., 
Cleveland,  Ohio. 
"W.  S.  Carter, 
President, 
Brotherhood    of    Locomotive    Kin-meii    an<l 

Enginemen, 
Peoria,  Ills." 
Mr.  Sheean :     Now,  at  any  time  has  there  been  any  change 
or  modification,  either  by  the  B.  of  L.  E.,  or  the  B.  of  L.  F.  &  E., 
whereby  either  of  those  organizations  claimed  to  represent  the 
firemen  on  the  Y.  &  M.  V.,  or  the  firemen  on  the  N.  O.  T.  &  M.t 
Mr.  Keef e :     Not  as  to  the  Y.  &  M.  V. 
Mr.  Sheean:     The  N.  0.  T.  &  M.  was  not  starred! 
Mr.  Keefe:     The  N.  0.  T.  &  M.  was  not  starn-d,  oi-  there 
were  no  exceptions. 

Mr.  Shea:     Mr.  Keefe,  how  does  the  Y.  &  M.  V.  pay  its 

firemen  ? 

Mr.  Keefe:  I  understand,  from  hearsay  only,  that  the>' 
pay  them  upon  a  percentage  basis  of  Avhat  the  engincM^r  gets. 

Mr.  Shea:     Is  that  provided  in  the  Engineers'  schedule? 

Mr.  Keefe :     I  do  not  so  understand  that  it  is. 

Mr.  Burgess :     What  is  the  N.  O.  T.  &  M. :' 

Mr.  Keefe:     New  Orleans,  Texas  and  Mexico  Railroad. 

Mr.  Sheean :  Mr.  Keefe,  it  was  suggested  here  tliis  morn- 
ing that  some  of  these  payments  upon  the  automatic  release  that 
would  accrue  under  the  automatic  release,  might  l)e  remedieil 
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by  a  change  of  terminals.  Has  there  been,  in  any  of  the  esti- 
mates made  here,  any  consideration  given,  or  any  estimates 
made  of  the  cost  of  drastic  changes  in  operation,  or  has  this 
simply  been  to  take  the  operations  as  they  were  in  that  month, 
and  from  those  actual  operations  ascertain  what  the  cost  would 
have  been  under  those  operating  conditions? 

Mr.  Keef e :  There  were  no  estimates  made  as  to  any  dras- 
tic change  as  you  suggest,  and  as  you  also  state,  it  was  applying 
the  actual  operating  conditons  of  October,  1913,  to  their  pro- 
posal. 

Mr.  Sheean :     I  think  that  is  all,  Mr.  Keef e. 

RE-CROSS  EXAMINATION. 

Mr.  Stone:  Did  I  get  your  answer  correctly,  Mr.  Keefe, 
when  you  said  that  65  per  cent  of  the  engineers  and  firemen  in 
service  for  the  month  of  October,  were  is  assigned  service? 

Mr.  Keefe :     I  said  approximately  about  that  figure. 

Mr.  Stone:  And,  by  assigned  ser\dce,  you  covered  every- 
thing, switching  service  and  all? 

Mr.  Keefe:     Yes. 

Mr.  Stone:     Everything  except  the  pool  freight? 

Mr.  Keefe :     Pool  freight  and  the  extra  board. 

Mr.  Stone:  I  think  you  also  cited  in  your  attempt  to 
explain  away  the  difference  between  the  estimate  of  May  and 
now,  that  no  provision  had  been  made  in  May  for  the  automatic 
release.  Was  the  Conference  Committee  of  Managers  ever  noti- 
fied officially,  at  any  time,  that  the  automatic  release  did  not 
apply  to  turn-around  service? 

Mr.  Keefe:  AVhy,  it  is  proper  to  make  that  assumption 
from  your  replies  to  the  examples  that  were  given  by  the  Con- 
ference Committee  of  Managers  to  your  committee,  asking  how 
they  should  be  interpreted. 

Mr.  Stone:  Well,  it  is  only  an  assumption  then.  There 
never  was  an  official  notice  of  that  kind,  was  there? 

Mr.  Keefe :  Not  to  the  extent  that  it  applied  to  the  subur- 
ban service,  no. 

Mr.  Stone :  And  also  in  Mr.  Trenholm's  letter  of  May  2nd, 
there  is  a  foot-note  in  that  letter,  is  there  not,  that  a  reduction 
of  some  five  million  has  been  made.  I  am  speaking  from  mem- 
ory now,  I  have  not  the  book  here.    Had  been  made  because  of 
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the  notification   that   the   automatic   release   did   not   apply   to 
suburban  service. 

Mr.  Keefe:  Yes,  to  suburban  service  and  to  tuni-arouud 
service.  I  will  say  to  you  frankly  that  these  figures  were  elim- 
inated in  our  estimate,  not  only  in  the  suburban  service  but  in 
the  turn-around  service. 

Mr.  Stone:  I  think  you  also  added  some  six  or  sev«*n 
million  dollars  because  of  a  savin<i;  clause  stated  in  our  orig- 
inal proposition,  or  added  some  six  or  seven  million  dollars  be- 
cause of  the  saving-  clause? 

Mr.  Keefe :  No,  sir,  1  did  not  make  that  statement.  I  said 
that  there  were  some  amounts.  I  did  not  give  any  ido.-i.  I 
made  no  statement  as  to  the  amount. 

Mr.  Stone:  But  you  did  say,  on  the  original  proposition, 
that  there  was  no  saving  clause,  did  you  notf 

Mr.  Keefe:  On  some  railroads  tliey  construed  that  there 
was  no  saving  clause. 

Mr.  Stone :  But  the  fact  remains  that  in  our  first  letter  to 
Mr.  Tinsmau,  who  was  Chairman  of  the  Western  Association, 
we  did  stipulate  as  one  of  the  conditions  under  which  we  would 
meet  the  Board,  'that  there  should  be  a  saving  clause,  di<l  we 
notf 

Mr.  Keefe:     I  don't  recall  it. 

Mr.  Stone:  Well,  you  just  read  it  in  your  lettei-  of  Octo- 
ber 10. 

Mr.  Keefe:  It  says  "Any  rules  that  are  not  changed  by 
your  proposition."  Your  propositions  changed  the  basis  of  our 
calculating  a  day's  work,  therefore,  it  was  proper  for  those  who 
had  an  eight-hour  day  to  consider  that  they  would  be  on  a 
ten-hour  day,  because  your  proposal  showed — 

Mr.  Stone:     Is  that  what  it  said?    You  have  it  there.    Just 
read  it  again.    It  is  in  the  letter  of  October  10,  to  Mr.  Tinsman. 
Mr.  Keefe :     Yes,  on  the  first  page,  sheet  number  5. 
Mr.  Stone :     Third  paragraph. 

Mr.  Keefe:  "We  desire  it  understood  that  all  rates,  rules 
and  conditions  not  affected  by  these  proposed  amendments, 
shall  not  be  changed,  but  will  be  subject  to  changes  through 
negotiations  by  the  proper  officials  and  conunittees,  as  in  the 
past." 

Mr.  Stone :     Isn't  tliat  a  saving  clause? 
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•  -  .  Mr,  Keefe :  No,  sir,  not  near  as  drastic  as  the  saving  clause 
in  the  agreement  they  arbitrated,  because  it  says  "All  rates, 
rules  and  conditions  not  aifected  by  these  proposed  arrange- 
ments." 

Mr.  Stone:     The  sixteen  articles  submitted? 

Mr.  Keefe:  Yes.  Now,  the  sixteen  articles  submitted  do 
provide  as  to  the  basic  number  of  hours  constituting  a  day's 
work  or  a  basis  of  a  day's  work.  Therefore,  it  was  a  proper 
assumj)tion  on  the  roads  that  had  an  eight-liour  day  that  as  all 
basis  of  a  day's  pay  had  been  changed  to  a  ten-hour  day,  to 
assume  that  they  would  be  put  on  a  ten-hour  day. 

Mr.  Stone :  You  don 't  think  they  seriously  contended  that 
for  a  moment,  do  you,  that  they  were  going  to  get  to  a  ten-hour 
day  on  that! 

Mr.  Keefe :  I  know  they  made  figiires  on  that  basis.  I 
know  that  positively. 

Mr.  Stone :  It  is  true  the  saving  clause  for  arbitration — 
we  improve  with  experience,  and  w^rote  it  a  little  bit  stronger, 
but  it  is  also  true  that  the  letter  of  October  10th  contained  a 
saving  clause  t 

Mr.  Keefe :  There  were  roads  that  had  figured  they  would 
be  privileged  to  go  to  a  ten-hour  day,  and  made  their  original 
estimates  upon  that  basis. 

Mr.  Stone:  And  then  after  they  read  the  second  saving 
clause  they  made  some  more  figures? 

Mr.  Keefe:  After  they  applied  the  articles  of  agreement 
and  revised  their  figures  in  accordance  with  the  articles  of 
agreement  they  found  they  had  retained  what  they  already  had, 

Mr.  Stone :  That  ex])lains  the  difference  in  cost  between 
the  two  estimates  f 

Mr.  Keefe :     No,  sir. 

Mr.  Stone :  I  think  vou  said  there  was  no  schedule  for  the 
engineers  and  firemen  on  the  Yazoo  &  Mississippi  Valley.  Is  it 
not  a  fact  that  for  years  and  years  the  firemen  have  been  paid 
a  certain  percentage  of  the  engineers'  wage! 

Mr.  Keefe :  Mr.  Stone,  you  said  I  had  stated  that  there 
was  no  schedule  for  engineers  and  firemen.  If  I  made  that  state- 
ment I  was  wrong. 

Mr,  Stone:  I  did  not  mean  to  make  it  that  way.  For 
firemen,    T  think  Mr,  Sheean  said  one  place  there  was  no  sched- 


3569 

Tile  for  engineers  and  Hremen,  but.  J  know  we  have  a  sclicdirh' 
there. 

Mr.  Keefe:     Yes,  there  is  a  schedule  for  engineers. 

Mr.  Sheean :  Is  it  not  a  fact  that  the  firemen  on  the  Yazoo 
&  Mississippi  Valley  have  been  paid  a  great  number  of  yeans, 
a  certain  percentage  of  the  engineers'  wage? 

Mr.  Keefe:     Tliat  is  my  understanding. 

Mr.  Stone:  And  every  time  an  engineer  got  an  inereatie, 
the  fireman  received  the  same  increase? 

Mr.  Keefe:     I  have  been  told  that  was  a  fact,  Mr.  St(»ne. 

Mr.  Stone:  Is  it  not  a  fair  inference  then,  to  suppose  in 
the  absence  of  any  schedule,  that  the  firemen  on  that  road, 
where  they  have  no  organization,  would  still  receiver  the  l)en<'tit 
of  any  increase  on  the  engineers'  wage? 

Mr.  Keefe :  I  see  no  reason  wliy  they  should  not  expect  to 
receive  the  same  treatment  in  the  future,  that  they  have  in  t.iie 
past. 

Mr.  Stone:  Well,  that  is  answering  the  question — there 
is  a  slight  difference,  that  is  all.  It  is  a  fact,-  at  the  present 
time,  I  believe,  the  firemen  have  no  organization  there,  due  to 
the  fact  that  only  about  10  per  cent  are  at  the  present  time 
white  men,  something  like  that.  The  white  man  has  been  su im- 
planted by  the  negro  fireman.    1  think  that  is  all. 

Mr.  Sheean:     That  is  all,  Mr.  Keefe.    I  will  call  Mr.  (jrcen. 

F.  W.  GREEN  was  recalled  for  further  examination,  and 
having  been  previously  sworn,  testified  as  follows : 

Mr.  Sheean:     You  were  sworn  this  morning,  Mr.  Gree.nl 

Mr.  Green:    Yes,  sir. 

Mr.  Sheean:  There  are  some  peculiarities  aliout  the  road 
that  you  operate,  that  you  desired  to  explain  to  the  Board, 
particularly  how  some  operating  conditions  there  would  ho 
affected  by  the  application  of  a  straight  edged  rule  of  universal 
application  in  the  territoiy.  I  think  you  said  this  morning  that 
the  road  was  about  284  miles  long. 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  And  between  what  jioints  does  it  run,  Mr. 
Green? 

Mr.  Green:     The  main  line  extends  from  Hope  to  Alexaii 
dria,   a    distance   of   194   miles,   with    a    branch    runninir   from 
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Minden,  Louisiana,  to  Shreveport,  Louisiana,  30  miles ;  another 
branch  from  Packton,  Louisiana,  to  Jonesville,  Louisiana,  a 
distance  of  about  53  miles. 

Mr.  Sheean :  I  think  you  said  you  had  about  40  engineers 
and  about  40  firemen? 

Mr.  Green:    Yes,  sir. 

Mr.  Sheean :  And  will  you  describe  briefly  what  the  traffic 
is  on  this  line,  and  the  manner  in  which  it  is  ordinarily  handled? 

Mr.  Green :  A  large  proportion  of  our  traffic  is  local  traffic, 
which  originates  on  our  own  road.  The  sources  of  traffic  are 
continually  changing,  and  on  that  account  it  is  impracticable 
to  so  locate  the  terminals  that  they  will  stay  located.  The 
result  is  that  on  our  road,  which  is  in  the  development  stage, 
we  have  to  run  a  very  high  percentage  of  turn-around  runs  and 
the  turn-around  provisions  of  the  proposed  schedule  will  bear 
with  especial  severity  upon  a  road  situated  as  we  are.  We  are 
in  the  development  stage  and  our  terminals,  of  course,  are  not 
large  cities. 

Mr.  Sheean :  Well,  you  spoke  of  the  turn-around  provision 
of  the  proposed  schedule.  I  have  not  found  any  turn-around 
provision  in  the  proposed  schedule. 

Mr.  Green:  The  automatic  release  and  tie-up,  I  should 
have  said. 

Mr.  Sheean:  Just  give  us  a  few  examples  of  your  opera- 
tion in  turn-around  service  down  there,  how  you  do,  when  the 
men  leave  and  what  they  do. 

Mr.  Green:  At  Minden,  Louisiana,  most  of  our  men  have 
their  headquarters  and  the  trains  are  operated  out  of  Minden. 
We  have  a  gravel  pit,  located  about  three  miles  south  of  Minden, 
and  at  certain  times  of  the  year  we  operate  quite  a  good  many 
gravel  trains  from  that  pit  into  Shreveport.  This  is  commercial 
gravel.  The  practice  is  to  call  the  crew  which  takes  the  engine 
and  the  caboose  down  to  the  pit,  picks  up  a  train  and  comes  back 
through  the  terminal  again,  on  the  turn-around  going  to  Shreve- 
port. At  other  times,  we  have  a  crew  which  starts  out  from 
Minden  and  goes  to  a  log  camp,  44  miles  south  of  Minden,  and 
comes  back  with  a  train.  Sometimes  the  requirements  of  the 
traffic  are  such  that  that  train  has  to  run  through  Minden,  on  its 
way  back.  We  are  faced  with  the  alternative,  under  this  pro- 
posed arrangement,  of  relieving  the  crew  each  time  it  comes 
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through  Minden,  and  of  paying  two  days'  pay,  200  miles  com- 
pensation for  a  turn-aroimd  run  of  88  miles,  which,  perhaps, 
consumes  eight  or  nine  hours'? 

Mr.  Sheean:  Your  present  schedule,  Mr.  Green,  is  made  up 
on  an  hourly  and  a  trip  basis,  very  largely? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  The  provisions  of  that  schedule  have  been 
summarized  here  in  Exhibit  A,  and,  speaking  generally,  the 
freight  service  is  handled  upon  an  hourly  basis  of  pay,  is  it  not? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  About  what  is  the  proportion  of  your  turn- 
around service,  as  compared  with  what  wouhl  be  known  as 
through  service  on  larger  lines? 

Mr.  Green:  It  varies  from  month  to  month.  There  are 
seasonal  fluctuations,  but  I  should  say,  on  an  average,  it  would 
be  about  50  per  cent. 

Mr.  Sheean:  About  50  per  cent  of  your  present  freight 
service  is  on  a  turn-around  basis? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean :  Give  us  some  of  the  points  there  that  are  run 
as  turn-arounds,  and  tell  us  when  the  men  start  and  when  they 
get  through,  and  what  they  earn  under  present  conditions,  and 
what  they  would  earn  under  this  proposal. 

Mr.  Green :  We  have  crews  that  make  turn-arounds,  of  44 
miles  each  way.  That  is  from  Minden  to  Chestnut  and  return. 
Those  are  what  we  call  log  trains.  They  handle  logs.  AVe  have 
turn-around  runs  from  Minden  to  Pats  Pit,  a  gravel  pit;  from 
there  to  Shreveport.    Sometimes  they  make  a  double  turn. 

Mr.  Sheean:     ^Vhsit  is  the  distance  of  that? 

Mr.  Green:  AA^ien  they  make  the  double  turn  it  is  about 
126  miles.  We  have  turns  between  Minden  and  Taylor,  Arkan- 
sas. 

Mr.  Sheean:  On  that  double  turn,  where  now  they  make 
126  miles,  and  are  paid  1.26  times  the  daily  rate,  you,  under  this 
proposition  would  have  to  pay  them  for  four  days'  time? 

Mr.  Green :    We  would  have  to  pay  them— 

Mr.  Sheean:     On  a  double  turn-around? 

Mr.  Green:  On  a  double  turn-around,  we  would  pay  them 
four  days'  time,  yes,  sir. 
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Mr.  Sheean:  Together  with  the  various  splitting  up  of  the 
service  into  preparatory  time  and  terminal  delay,  and  four  days 
in  road  service? 

Mr.  Green:  Intermediate  switching  and  all  of  those  re- 
quirements. 

Mr.  Sheean:  You  handed  me  a  memorandum,  Mr.  Green, 
about  one  or  two  round  trips  between  Shreveport  and  Minden, 
an  engineer  in  passenger  service,  I  believe. 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  Tell  us  about  that  run,  the  way  it  is  run  now, 
what  the  man  does  and  what  he  gets? 

Mr.  Green:  He  goes  on  duty  at  9  o'clock  in  the  morning, 
with  a  three  ,car  passenger  train,  runs  thirty  miles  to  Minden, 
makes  connection  with  two  main  line  passenger  trains,  turns  at 
Minden,  and  returns  to  Shreveport,  ties  up  and  goes  to  dinner. 

Mr.  Sheean:     At  what  time? 

Mr.  Green:  12:55;  he  usually  ties  up  about  1:20.  Then  he 
is  off  until  about  4  o'clock. 

Mr.  Sheean:     And  at  4  o'clock,  what  does  he  do? 

Mr.  Green:  He  makes  the  same  kind  of  a  turn  again,  re- 
turning to  Shreveport  and  tying  uj)  about  8  o'clock,  or  8:15  at 
night.  He  is  at  home  for  every  meal,  and  at  home  every  night 
for  his  lodging. 

Mr.  Sheean:     And  what  is  paid  now,  for  that  run? 

Mr.  Green:  The  engineer  receives  $4.35  a  trip,  w^ith  over- 
time, if  he  works  overtime. 

Mr.  Sheean:  Well,  during  a  month  of  operation,  if  that 
train  is  on  time,  what  do  you  pay  that  engineer,  excluding  the 
question  of  overtime? 

Mr.  Green:     $130.50  for  a  thirty  day  month. 

Mr.  Sheean:  And  under  the  proposal  here,  what  would  the 
monthly  wag-e  of  the  engineer  be? 

Mr.  Green:  For  the  month  of  October,  the  conditions  ex- 
isting then  applied  to  the  proposed  basis,  the  engineer  would 
receive  $616.05. 

Mr.  Sheean:     Now,  that  branch  is  as  far  as  the  railroad 
runs,  is  it?    The  length  of  the  branch  is  thirty  miles? 
Mr.  Green:     Yes,  sir. 
Mr.  Sheean:     From  there  down,  to  make  a  main  line  con- 
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nectioii  and  iimkiiig  two  round  trips  a  day,  is  tli«-  ciily  tVasil)lo 
way  of  operating  that  branch,  is  it? 

Mr.  Green:  That  is  the  only  Avay  it  can  be  operated,  as 
long  as  the  public  requires  tlie  service  wliich  we  are  now' re- 
quired to  furnish. 

Mr..Slieean:     Tliat  service  is  required,  iy  it  ii(»t,  |>ass(Miger 
service,  by  the  connnission  of  that  state  f 
Mr.  Green:     Yes,  sir. 
Mr.  Sheean:     That  train  has  to  be  runf 
Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  And  tliose  are  the  terminals  or  the  ends  of 
the  run,  as  fixed  by  tlie  physical  condition  of  that  railroad  at 
the  present  timef 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  Now,  you  have  some  straiglit  away  i)assenger 
runs  of  some  considerable  length  on  that  road,  have  you,  Mr. 
Green? 

Mr.  Green:  Yes,  sir,  we  have  two  runs  between  Hoju'  and 
Alexandria,  a  distance  of  194  miles. 

Mr.  Sheean:  And  how  is  that  run  made  that  distance  of 
194  miles,  and  what  kind  of  a  train  do  you  operate  tiiere? 

Mr.  Green:  An  engine  and  three  steel  cars,  leaving  Hoi)e 
in  the  morning  and  Alexandria  in  the  morning,  and  reaching 
the  opposite  terminal  in  the  afternoon. 

Mr.  Sheean:     What  length  of  time  is  taken  in  that   lun ;' 

Mr.  Green :     It  will  average  about  nine  hours. 

Mr.  Sheean:     About  a  nine  hour  run? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:     What  is  the  engineer  paid  on  that  run  now? 

Mr.  Green :     $7.20  a  trip. 

Mr.  Sheean:     For  a  run  of  194  miles? 

Mr.  Green:    Yes,  sir. 

Mr.  Sheean:  But  under  this  proposal,  the  pay  that  tlie 
man  would  receive  for  120  miles  on  this  turn-around  service 
on  the  branch,  would  be  considerably  higher  than  the  straight- 
away run  of  194  miles? 

Mr.  Green :    Yes,  sir. 

Mr.  Sheean:  Because  of  the  application  of  the  Automatic 
Release  rule? 

Mr.  Green:     Yes,  sir. 
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Mr.  Sheean :  Where  is  your  main  freight  terminal  located^ 
Mr.  Green? 

Mr.  Green:    At  Minden,  Louisiana. 

Mr.  Sheean :  What  proportion  of  the  employes  of  the  road 
live  there? 

Mr.  Green :  I  cannot  give  the  exact  figures,  but  by  far  the 
largest  proportion;  I  think  perhaps  80  to  85  per  cent. 

Mr.  Sheean:  Are  all  of  these  turn-around  runs  that  you 
speak  of,  or  a  good  many  of  them,  arranged  with  reference  to 
the  convenience  of  the  men  who  live  at  Minden? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean :  Tell  us  what  some  of  these  turn-around  runs 
are.    You  gave  one  or  two. 

Mr.  Green :  We  make  a  turn  from  Minden  to  Chestnut  and 
return  to  Minden  for  logs. 

Mr.  Sheean:     That  is  a  distance  of  how  mn^h' 

Mr.  Green:  88  miles  for  the  round  trip.  We  make  other 
turns  from  Minden  to  Grace,  Louisiana. 

Mr,  Sheean:    What  is  the  distance  there? 

Mr.  Green:  59  miles  each  way.  We  make  turns  from 
Minden  to  Fay,  Louisiana. 

Mr.  Sheean:    What  is  the  distance? 

Mr.  Green:  64  miles,  each  way.  We  make  runs  from 
Minden  to  Stamps,  Arkansas,  which  is  55  miles  each  way. 

We  make  runs  from  Minden  to  Shreveport,  Louisiana,  which 
is  30  miles  each  way ;  we  make  runs  from  Minden  to  Spring  Hill, 
Louisiana,  which  is  30  miles  each  way. 

Trains  from  Minden  to  Taylor,  Arkansas,  which  is  37  miles 
each  way. 

Mr.  Sheean:  You  handed  me,  Mr.  Green,  a  memorandum 
indicating  that  of  your  total  runs  there  you  had  253  straight- 
away runs  as  against  257  turn-around  runs,  the  way  that  you 
averaged  at  the  present  time.    Is  that  substantially  correct? 

Mr.  Green :  That  was  the  condition  for  October,  1913,  yes, 
sir. 

Mr.  Sheean:     October,  1913? 

Mr,  Green:    Yes,  sir. 

Mr,  Sheean :  And  have  conditions  changed  in  any  marked 
degree  since  that  time? 

Mr,  Green:     Not  materially.     They  have  changed  for  the 
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worse,  if  anything.     We  are  running  a  higher  ratio  of  turn- 
around runs  now,  I  believe,  than  we  did  then. 

Mr.  Sheean:  I  will  just  read  this  into  the  record  as  a 
part  of  Mr.  Green's  testimony,  that  he  has  identified.  It  is 
as  follows : 

STATEMENT  SHOWING  NUMBER  OF  STRAIGHT-AWAY 
AND  TURN-AROUND  RUNS  MADE  IN  THE 
MONTH  OF  OCTOBER,  1913. 
Class  of  Service   St.-AwayRuns     Turn-Around    Meals  Away 

Runs  Home  on 

Tar  Runs 

Passenger   92  93  125 

Way  Freight   99  111  154 

Through  Freight  ...  62  53  95 

Total  253  257  374 

AVERAGE  MEALS  AWAY  FROM  HOME  PER  TRIP  ON 

TURN-AROUND  RUNS. 

Passenger    1.34     Through  Freight 1.79 

Way  Freight 1.39         Total   1.45 

Now,  is  there  any  way,  in  your  judgment,  Mr.  Green,  as  a 
practical  operating  man  by  which  the  railroad  of  which  you 
are  general  manager  can  operate  under  this  automatic  release 
rule  without  bringing  about  these  excessive  payments  that  have 
been  mentioned  here,  other  than  to  cause  a  change  in  the  ter- 
minals of  the  road? 

Mr.  Green:  I  have  given  it  considerable  thought,  and 
there  is  no  way  by  which  that  can  be  attained  except  by  chang- 
ing terminals,  and  then  only  partial  results  can  be  obtained 
when  that  is  done. 

The  sources  of  the  traffic  on  our  road  are  such  that  if  a 
re-establishment  of  the  terminals  was  made  it  would  only  last 
temporarily.  For  instance,  when  a  gravel  pit  is  worn  out, 
abandoned,  a  new  one  has  to  be  found.  A  new  terminal  would, 
therefore,  have  to  be  created.  Therefore,  it  would  be  uneco- 
nomical to  establish  what  would  ordinarily  be  considered  ter- 
minals at  these  temporary  sources  of  traffic. 

Mr.  Sheean :  Just  what  do  you  mean  by  this  commercial 
gravel  that  you  spoke  of,  Mr.  Green? 


3576 

Mr.  Green:  Gravel  wliicli  is  used  for  good  roads  pur- 
poses, for  paving,  for  ballasting;  tliat  is,  not  ballasting  on  our 
own  road,  but  commercial  ballast. 

Mr.  Sheean:  And  the  operation  of  the  trains  to  these 
gravel  pits  OAvned  by  outside  parties  not  connected  with  the 
railroad  company! 

Mr.  Green:     No,  sir,  they  are  outside  people  entirely. 

Mr.  Sheean:  The  manner  in  which  you  have  described 
that  is  somewhat  similar  to  what  has  been  spoken  of  as  mine 
run  service,  or  are  you  familiar  with  what  is  known  as  mine 
run? 

Mr.  Green:  Yes,  the  same  would  apply,  I  would  think,  to 
the  log  service. 

Mr.  Sheean:  On  these  turn-around  runs,  the  provision  is 
made  on  the  hourly  basis  in  j^our  schedule,  for  the  payment  of 
the  men  on  an  hourly  basis ;  and  in  case  the  miles  exceed  more 
than  100,  to  pay  them  a  certain  increase  above  the  hourly  rate! 

Mr.  Green :  We  have  only  two  runs  where  the  hours  would 
be  less  than  the  miles,  and  in  that  case  we  made  a  little  separate 
adjustment,  to  the  end  that  if  the  man  made  the  miles  in  less 
than  the  hours,  that  he  would  receive  12  hours  and  a  half  for 
running  the  125  miles,  even  though  he  ran  it  in  less  than  twelve 
hours  and  a  half. 

Mr.  Sheean:  What  has  been  the  change,  if  any,  in  the  mat- 
ter of  increased  train  loading  on  your  road? 

Mr.  Green:  Our  train  load  for  the  fiscal  year  ending  June 
30,  1906,  our  net  train  load  was  366  tons.  For  the  fiscal  year 
ending  June  30,  1914,  it  was  374  tons.  We  have  made  an  in- 
crease of  8  tons  per  train. 

Mr.  Sheean:     What  per  cent  of  your  train  loading? 

Mr.  Green:     A  little  over  2  per  cent;  2.18  per  cent. 

Mr.  Sheean:  Are  there  any  other  peculiarities  about  your 
condition  or  operating  down  there,  Mr.  Green,  that  you  think 
accentuate  the  difficulties  that  all  roads  would  have  which  have 
turn-around  service  of  any  character? 

Mr.  Green:  There  is  a  jieculiar  condition  that  applies  not 
especially  to  our  road,  but  conceivably  to  any  road  with  a  light 
density  such  as  we  have.  We  have  smtch  engines  at  but  two 
terminals.  At  all  other  terminals,  the  road  crews  make  up 
their  own  trains  and  do  the  terminal  work.    The  penal  clauses 
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in  the  proposed  rates  would  not  operate  as  a  spur  to  us  t<>  have 
the  train  ready  to  leave  at  the  time  the  crew  was  called.  The 
train  would  still  have  to  be  made  up  until  the  time  airived  when 
there  would  be  enough  trains  to  make  u\>  in  a  day,  to  justify 
the  em]iloyment  of  a  switch  engine.  Therefore,  the  application 
of  those  clauses  would  work  an  especial  hardship  ui)on  a  road 
situated  such  as  we  are,  or  upon  any  road  where  the  trallic  den- 
sity was  not  such  as  to  justify  the  employment  of  switch  engines 
at  places  where  trains  are  made  up. 

Mr.  Slieean:  Under  your  schedule,  1  believe  you  pay  the 
men  on  the  hourly  basis,  from  30  minutes  prior  to  the  time  that 
they  are  called  to  depart? 

Mr.  Green:     Yes,  sir. 

Mr.  Slieean:  And  in  the  computation  of  their  time  tlie 
computation  begins  30  minutes  iirior  to  the  time  called  for  the 
train  to  depart  f 

Mr.  Green :     Yes,  sir, 

Mr.  Slieean:  And  whether  that  be  done  in  switching  or  in 
making  up  their  train,  or  in  road  running,  they  are  i)aid  by  the 
hour,  from  the  beginning  to  the  ending  of  their  day's  work? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:     Where  are  these  switch  engines  maintained*, 

Mr.  Green :     At  Stamps,  Arkansas,  and  Minch'ii,  Louisiana. 

Mr.  Sheean :  I  think  you  said  you  had  three  engines,  a  day 
and  night  engine — 

Mr.  Green:  We  have  a  day  and  night  engine  at  Minden, 
but  we  have  only  a  day  engine  at  Stamps. 

Mr.  Sheean:  Those  are  the  only  points  on  the  line  where 
you  have  switch  engines'? 

Mr.  Green:     Yes. 

Mr.  Sheean:  That  same  condition  that  you  described  there 
would  obtain,  of  course,  on  branch  line  roads,  or  any  road  where 
the  density  of  traffic  was  light? 

Mr,  Green :     Yes,  sir. 

Mr.  Sheean :  TTow  long  has  this  road  been  in  operation, 
Mr.  Green? 

Mr.  Green:  Fourteen  years,  I  believe.  Not  of  this  mile- 
age, hoAvever.  Some  of  the  mileage  has  been  put  in  operation 
within  the  recent  past.  Twenty-three  miles  of  it  the  first  of 
September,  1913;  30  miles  of  it  the  first  of  January,  1910;  about 
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40  miles  of  it  the  first  of  July,  1906,  and  similar  increases  in  the 
mileage  about  every  three  or  four  years  prior  to  that  time. 

Mr.  Sheean:  Applying  the  request  as  made  here  to  the 
operating  conditions  of  this  railroad  as  it  was  operated,  what 
percentage  of  increase  does  it  bring  about  on  your  road? 

Mr.  Grreen:  I  will  have  to  ask  for  the  figures.  I  don't 
recall. 

Mr.  Sheean:  You  need  not  take  any  time  on  that.  It  is 
shown  in  one  of  the  exhibits  that  have  already  been  introduced, 
and  it  is  a  mere  matter  of  reducing  it  to  a  percentage  relation- 
ship. It  is  shown  on  page  5  of  Exhibit  3,  I  think,  line  for  line, 
as  to  what  the  total  expense  is.  Mr.  Green,  there  has  been  intro- 
duced here,  I  don't  remember  which  exhibit  it  was,  but  in  one 
of  the  later  exhibits  introduced  by  the  men,  some  comment  upon 
a  change  of  home  terminals  recently  made  on  the  Louisiana  & 
Arkansas.  Have  you  looked  at  that  statement  since  you  have 
been  here? 

Mr.  Green:    Yes,  sir. 

Mr.  Sheean:  What  are  the  facts  with  reference  to  any  re- 
cent change  in  terminals  there,  and  how  many  men  it  affected? 

Mr.  Green:  The  business  depression  struck  us  at  the  same 
time  some  conditions  in  our  sources  of  traffic  became  changed, 
and  a  reassignment  of  the  runs  became  necessary.  A  saw  mill  at 
Spring  Valley,  Louisiana,  which  we  had  supplied  with  logs  for 
years  past,  constructed  a  log  road  of  its  own,  and  hauled  its  own 
logs,  which  did  away  with  the  necessity  of  our  hauling  about  25 
carloads  of  logs  a  day,  for  that  mill.  At  the  same  time,  a  saw 
mill  at  Cotton  Valley,  Louisiana,  cut  out,  and  the  haul  on  eight 
or  nine  carloads  of  lumber  a  day  stopped,  and  that,  with  the 
general  decrease  in  business,  resulting  from  the  depression,  re- 
sulted in  a  very  large  decrease  in  the  amount  of  traffic  that  was 
available  for  our  trains  between  Minden,  Louisiana,  and  Hope, 
Arkansas,  to  haul. 

At  the  same  time,  we  started  the  movement  of  several  thou- 
sand carloads  of  oil,  gasoline,  kerosene  and  fuel  oil,  which  came 
to  us  from  the  Frisco  at  Hope,  Arkansas,  en  route  to  New  Or- 
leans, via  Alexandria. 

The  condition  which  resulted  from  those  circumstances  was 
that  we  had  two  local  trains  between  Minden  and  Hope,  Ar- 
kansas, with  practically  nothing  to  do ;  but  the  train  which  was 


3579 

operated  between  Winnfield,  Louisiana,  and  Alexandria,  Louis- 
iana, on  account  of  this  oil  movement,  had  more  than  it  could 
handle.  We  therefore  decided  to  take  off  a  local  crew  north 
of  Minden,  and  to  apply  that  train  mileage  on  the  .condition 
south  of  Winnfield.  So  that  when  the  new  time-table  was  made 
as  of  November  25,  1914,  we  took  off  a  local  crew  north  of  Min- 
den and  put  on  that  crcAV  south  of  Winnfield.  Tlio  changes  in 
men,  as  I  figure  it— I  may  have  figured  it  incorrectly,  but  as  I 
figure  it,  the  net  result  was  this:  There  was  one  crew  pulled  oiT 
and  one  crew  put  on;  one  crew  with  home  terminal  changed; 
two  crews  no  change  whatever;  and  two  crews  with  no  change 
in  the  home  terminal. 

Mr.  Sheean:  The  one  crew  whose  home  terminal  was 
changed  was  changed  from  what  point  to  what  point? 

Mr.  Green:  It  was  the  crew  which  formerly  had  its  home 
terminal  at  Minden,  Louisiana,  and  his  run  was  abofishod,  so  all 
he  could  do  would  be  to  exercise  what  rights  his  seniority  would 
then  give  him  in  taking  some  other  run.  I  don't  know  whether 
he  took  the  run  south  of  Winnfield  or  not;  I  don't  remember. 

Mr.  Sheean :  But  if  he  took  the  run  south  of  Winnfield,  that 
would  not  change  his  home  terminal? 

Mr.  Green:     Yes,  it  would. 

Mr.  Sheean :     Change  Ins  home  terminal  to  Winnfield  ? 

Mr.  Green:    Yes. 

Mr.  Sheean :  But  whatever  exercise  of  seniority  there  was, 
the  net  result  would  bring  about  a  change  in  the  home  terminal 
of  one  of  the  crews'? 

Mr.  Green :  It  would  change  the  home  terminals  of  one  of 
the  crews,  yes,  sir. 

Mr.  Sheean :  Is  that  the  only  recent  change  that  has  been 
made  on  the  Louisiana  &  Arkansas? 

Mr.  Green:  That  is  the  only  change  in  terminals  that  I 
know  of  in  five  years. 

Mr.  Sheean:  Did  you  say  (if  you  did  I  did  not  get  it,  Mr. 
Green)  what  percentage  of  your  men  now  live  at  Minden t 

Mr.  Green :  I  said  I  could  not  give  the  exact  per  cent,  but 
I  would  say  it  was  approximately  80  per  cent  or  85  per  cent. 

Mr.  Sheean :  And  is  there  any  way  in  which  this  large  per- 
centage of  your  men  can  keep  their  home  at  Minden  and  operate 
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that  railroad  unless  you  be  permitted  to  operate  under  some 
reasonable  turn-around  rule! 

Mr.  Green:     No  way  in  which  I  could  figure  it. 

Mr.  Sheean:  Is  this  town  of  Minden  a  satisfactory  place 
for  the  men  to  live,  and  is  it  their  desire  that  they  continue  to 
live  in  this  place  rather  than  change  their  terminals  to  some 
other  point! 

Mr.  Green :  I,  of  course,  am  not  authorized  to  speak  as  to 
their  desires,  but  a  great  many  of  them  have  their  homes  there, 
and  the  social  and  educational  advantages  of  Minden  are  the 
best  of  any  town  on  our  line,  so  I  presume  none  of  them  would 
be  anxious  to  leave  Minden. 

Mr.  Sheean:  Is  there  any  other  special  feature  pertaining 
to  this  railroad  to  which  you  wish  to  call  attention,  Mr.  Green! 

Mr.  Green:     None  that  I  think  of. 

Mr.  Sheean :  And  these  conditions  that  you  speak  of  as  to 
difficulties  as  to  turn-around  service  are  more  pronounced  upon 
your  line  than  upon  larger  lines,  and,  of  course,  exist  on  any 
line  that  has  branch  lines  or  light  traffic! 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:     That  is  all. 

CROSS-EXAMINATION. 

Mr.  Stone :  You  spoke  of  this  man  on  passenger  who  was 
home  every  night  and  for  every  meal.  Do  you  think  he  should 
work  for  less  money  because  of  that! 

Mr.  Green:  I  think  one  way  for  him  to  save  money  is  to 
save  his  living  expenses,  and  he  could  live  cheaper  at  home  than 
he  could  away  from  home. 

Mr.  Stone :  Then,  if  that  theory  is  correct,  would  you  also 
approve  of  the  theory  that  the  man  who  scarcely  ever  gets  home 
should  be  paid  a  higher  rate  because  of  that  fact! 

Mr.  Green:  I  have  not  given  the  question  much  thought, 
and  I  would  hardly  care  to  express  an  opinion  of  that  kind, 
offhand. 

Mr.  Stone :  I  think  you  stated  that  your  passenger  traffic 
was  nearly  all  local  traffic.    Is  that  correct! 

Mr.  Green:    Passenger! 

Mr.   Stone:     Passenger  traffic. 

Mr.  Green:    Yes,  sir. 
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Mr.  Stone:     What  is  the  local  passenger  rate  in  Louisiana? 

Mr.  Green:     Three  cents. 

Mr.  Stone:  So  on  account  of  having  local  traffic  yon  get 
the  benelit  of  the  three  cent  local  rate  in  your  state? 

Mr.  Green:  Perhaps  half  of  our  i)assonger  earnings  arise 
from  traveling  men,  who  travel  on  a  2Vii  cent  rate.  They  use 
mileage.  So  onr  rate  is  considerably  less  than  3  cents,  our 
average  rate  for  Louisiana. 

Mr.  Stone:  But  you  do  have  the  advantage  of  getting  a 
high  local  rate  because  it  is  intrastate  traffic? 

Mr.  Green:    Yes,  sir. 

Mr.  Stone:  So  that  is  one  advantage  that  your  road  jjos- 
sesses.  You  spoke  of  those  short  turn-around  trips.  Just  how 
much  would  an  engineer  get  who  made  one  of  those  thirty  mile 
turn-around  trips  and  did  it  within  two  hours? 

Mr.  Green :     You  mean  on  our  present  basis,  or  on — 

Mr.  Stone:     On  your  present  basis  of  pay. 

Mr.  Green:     He  would  receive  a  minimum  of  ten  hours. 

Mr.  Stone :     Do  you  pay  a  minimum  of  ten  hours  ? 

Mr.  Green :    Yes,  sir,  in  all  cases. 

Mr.  Stone :     Is  it  in  your  schedule  ? 

Mr.  Green:     Yes,  sir. 

Mr.  Stone :  I  thought  you  paid  simply  straight  on  an 
hourly  basis. 

Mr.  Green:  No,  sir.  We  pay  a  minimum  of  ten  hours. 
Sometimes  we  pay  a  minimum  of  I2V2  hours. 

Mr.  Stone:     That  is  when  he  runs  125  miles  for  you? 

Mr.  Green:     Yes,  sir. 

Mr.  Stone:  And  if  he  gets  in  the  12.")  miles  before  12 V2 
hours,  he  switches  to  make  out  the  day? 

Mr.  Green:  We  don't  have  him  do  any  work  unless  it  is 
necessary  that  work  of  that  kind  be  done. 

Mr.  Stone:  Certainlv,  I  understand  that.  But  tiie  fact 
remains  he  can  run  the  125  miles  in  the  5)  hours,  and  switch 
three  hours  at  the  terminal,  and  he  will  still  be  i)aid  for  125 
miles? 

Mr.  Green:  I  never  have  known  of  those  crews  to  switch 
three  hours  at  a  terminal. 

Mr.  Stone :  Did  you  ever  know  of  a  crew  to  get  over  those 
125  miles  in  nine  hours? 
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Mr.  Green:  I  don't  believe  they  have  made  it  in  less  tnan 
ten  hours,  ordinarily,  on  our  road.  We  have  some  slow  track 
a  good  deal  of  the  time. 

Mr.  Stone:  What  rate  of  pay  are  you  paying  the  switch 
engineers. 

Mr.  Green:     Four  dollars  and  twenty  cents. 

Mr.  Stone :     For  twelve  hours. 

Mr.  Green :  That  is  $4.20  a  day — looking  at  it  in  one  way 
it  is  12  hours.  He  is  paid  for  the  hour  at  noon  that  he  gets, 
and  for  the  l;ialf-hour  coming  out  in  the  morning,  and  for  half 
an  hour  putting  away  his  engine  at  night.  That  makes  the  two 
hours,  but  actual  switching,  he  actually  switches  ten  hours. 

Mr.  Stone:     But  it  is  on  a  twelve-hour  schedule,  is  it  not? 

Mr.  Green :    Yes,  it  can  be  so  construed. 

Mr.  Stone:  So  you  are  really  only  paying  35  cents  an 
hour. 

Mr.  Green:     We  are  paying  $4.20  for  ten  hours'  switching. 

Mr.  Stone :     But  the  man  is  putting  in  twelve  hours. 

Mr.  Green :     Well,  it  can  be  so  construed. 

Mr.  Stone :  In  regard  to  these  road  crews  doing  this  ter- 
minal switching  and  you  having  no  switch  engines,  is  it  not  a 
fact  that  you  are  having  done  l)y  your  road  crews  what  other 
roads  are  using  either  switch  crews  or  s\^itch  engines  to  do? 
You  are  getting  your  switching  done  by  your  road  crews,  are 
you  not? 

Mr.  Green:  What  little  there  is  to  do;  we  have  but  very 
little  switching,  and,  of  course,  there  is  not  enough  to  justify 
the  emplo^Tuent  of  a  switch  engine,  but  in  all  cases  where  there 
is  enough  s\\itcliing  to  justify  operating  a  switch  engine  as 
many  as  seven  hours  a  day,  we  put  on  a  switch  engine. 

Mr.  Stone :  Then  the  question  of  terminal  delay  would  not 
be  a  very  jDrominent  factor  in  the  operation  of  your  road? 

Mr.  Green:  It  would  not  be  any  factor  at  all,  in  so  far  as 
"the  effect  of  that  rule  as  a  penal  provision  would  be.  We  would 
be  out  the  money  for  such  switching  as  we  did  have,  and  the  men 
would  receive  no  benefits  in  the  way  of  being  relieved  of  a  ser- 
vice which  was  repugnant  to  them. 

Mr.  Stone:  But  the}'  would  be  relieved  of  throwing  it  in 
for  good  measure,  would  they  not? 
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Mr.  Green:  If  such  a  nefarious  practice  is  indulged  in,  [ 
presume  they  would. 

Mr.  Stone:  By  whatever  name  they  call  it,  it  would  still 
-smell  just  as  sweet  to  the  man  after  he  gets  in  off  the  trip.  Vou 
can  call  it  nefarious  practice,  if  you  like.  Is  it  not  a  fact,  tliat 
with  the  change  of  your  timetable,  effective  on  November  25, 
1914,  the  terminal  of  every  engineer  and  fireman  in  freight  ser- 
vice, on  your  entire  railroad,  was  changed,  with  the  exception  of 

one? 

Mr.  Green :     No,  sir,  that  is  not  a  fact. 

Mr.  Stone:  Mr.  Chairman,  witli  your  permission  1  should 
like  to  read  a  letter  into  the  record.  TJiis  is  addressed  to  me  and 
is  in  reply  to  a  circular  letter  I  sent  out  under  date  of  December 
21st,  after  we  adjourned  here,  asking  in  regard  to  moving  of 
terminals.     This  is  dated  December  28th,  1914. 

''Reph'ing  to  your  letter  of  the  21st,  in  regard  to  the  chang- 
ing of  terminals,  this  to  advise  that  the  Louisiana  &  Arkansas 
Railway  changes  their  tenninals  so  often  that  it  keeps  the  men 
continuously  on  the  move.  This  comi)any  has  never  paid  any 
employe  for  his  property,  and  they  will  not  even  furnish  them 
deadhead  rates  on  their  household  goods.  The  men  have  to  pay 
freight  on  their  goods,  whenever  they  move.  The  last  time 
card,  which  was  November  25,  1914,  changed  the  terminal  of 
eveiy  freight  run  on  the  road.  It  takes  every  freight  man  on 
the  road  away  from  home,  unless  he  moves,  except  one." 

That  is  signed  by  the  engineers  on  the  Louisiana  &  Arkansas 
Railway. 

Just  what  is  the  object  of  your  testimany,  Mr.  Green?  Are 
you  trying  to  sliow  that  your  road  is  not  in  the  same  class  as 
these  other  roads,  or  are  you  trying  to  show  that  your  road  is 
financially  unable  to  stand  these  increases  requested? 

Mr.  Green :  The  object  was  to  show  that  requirements  of  a 
general  character,  having  reference  to  a  developed  and  well  set- 
tled condition,  would  apply  with  special  severity  to  a  road  like 
ours,  in  the  development  stage  and  would  discourage  the  con- 
struction of  new  roads  in  country  which  requires  deveU)pment. 

Mr.  Stone :  Then,  I  understand  you  do  not  take  the  posi- 
tion that  you  are  not  financially  able  to  pay  this  increased  re- 
quest, but  you  simply  wish  to  show  that  you  think  it  works  more 
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of  a  hardship  upon  your  road  than  it  does  on  the  other  lines  in 
the  movement  ? 

Mr.  Green:  Would  work  an  injustice  upon  us,  as  well  as 
on  all  lines  similarly  situated. 

Mr.  Stone:  But  regarding  the  question  of  finances,  your 
road  is  financially  able  to  pay,  is  it  not? 

Mr.  Green :  I  am  not  well  posted  as  to  our  financial  condi- 
tion.   I  presume  if  the  other  roads  could  do  it,  that  we  could. 

Mr.  Stone :  You  spoke  of  your  road  being  in  the  elemental 
stage;  is  it  not  a  fact  that  your  road  has  been  built  some  four- 
teen years  1 

Mr.  Green :  The  oldest  part  of  it  has  been  built  about  four- 
teen years ;  some  of  it  has  been  built  and  in  operation  only  a  year 
— a  little  over  a  year. 

Mr.  Stone :  But  during  that  time,  it  has  developed  a  long 
ways  along  certain  lines.  It  has  been  reorganized  some  three  or 
four  times,  has  it  not? 

Mr.  Green:     No,  sir,  not  to  my  knowledge. 

Mr.  Stone :  Are  you  familiar  with  the  financial  history  of 
the  road? 

Mr.  Green :  I  am,  to  a  slight  extent,  since  my  identification 
with  the  road  eight  years  ago.  Prior  to  that  time  I  know  very 
little  of  it. 

Mr.  Stone :  Has  it  ever  shown  a  net  revenue,  during  all  the 
years  of  its  operation? 

Mr.  Green :     Yes,  I  think  it  has  shown  some  net,  every  year, 

Mr.  Stone :     I  think  that  is  all,  Mr.  Green. 

Mr.  Burgess:     Mr.  Chairman,  I  would  like  to  ask  a  question. 

The  Chairman:     All  right. 

Mr.  Burgess:  Mr.  Green,  I  find  myself  sdmewhat  confused 
in  regard  to  your  answers  to  Mr.  Stone.  If  I  remember  cor- 
rectly, you  stated  that  the  road  crews  did  the  switching,  on  ar- 
rival and  before  departing;  is  that  correct? 

Mr.  Green:  At  places  where  trains  are  made  up,  where  no 
switch  engine  is  employed,  the  road  crews  do  the  sw^itching. 

Mr.  Burgess:  And  you  stated  that  when  they  arrived  on 
this  125  mile  run,  that  they  did  what  little  switching  there  was 
to  do,  if  necessary.    Is  that  right? 

Mr.  Green:     Yes,  sir.     T  used  the  adjective  "little"  in  the 
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sense  that  tliere  was  not  enough  to  do  to  justify  tli«'  rniploymcnt 
of  a  switfh  engine. 

Mr.  Buri>-ess:  So,  that  we  will  fully  conipivliciKl  vour  m.-au- 
ing,  how  would  you  define  "little"?  How  many  uiiinit.-s  would 
you  think  a  crew  should  switch,  in  order  for  it  t(.  I.r  juoporly 
known  as  "little  switching"? 

Mr.  Green:  I  can  perhaps  illustrate  that.  At  Slireveport, 
Louisiana,  we  have  one  crew  which  pulls  three  or  lour  tracks 
and  switches,  perhaps  an  hour  every  day,  to  make  up  their  train, 
and  Avlien  the  train  gets  back  to  Shreve|)ort  he  switches  i)erliaps 
another  hour,  before  he  ties  up.  1  would  consider  that  as  a  little 
switching,  in  the  sense  that  there  would  be  only  two  hours' 
switching  at  that  terminal,  all  day  long,  which  would  not  justify 
the  employment  of  a  regular  switching  crew  to  i-elieve  the  road 
crew  of  the  necessity  of  doing  that  work. 

Mr.  Burgess:  Well,  are  you  prepared  to  state,  Mr.  Green, 
that  crews  do  not  switch  as  much  as  three  oi-  four  hours  on  vour 
line! 

Mr.  Green:  We  have  a  local  crew  which  switches  some- 
times as  much  as  three  hours  a  day,  at  Alexandria,  but  that  local 
crew  only  runs  49  miles  a  day,  and  is,  therefoic,  you  might  say 
a  traveling  switch  engine. 

Mr.  Burgess:  Is  it  not  a  fact,  Mr.  Green,  that  some  of  your 
crews  on  through  freight,  switch  as  much  as  one  hour  and  a  half 
or  two  hours  before  starting  out  on  their  run  1 

Mr.  Green:  Not  to  my  knowledge.  An  hour  is  about  the 
maximum,  as  far  as  my  ol)servation  has  gone. 

Mr.  Burgess:  Well,  Mr.  Green,  do  you  recall  some  of  the 
testimony  that  was  introduced  at  the  Arbitration  hearing  in 
Texarkana,  at  the  time  that  we  held  the  Arbitration? 

Mr.  Green:     Yes,  I  recall  the  testimony. 

Mr.  Burgess:  Do  you  recall  making  any  statement  there, 
as  to  the  financial  condition  of  the  Louisiana  &  Arkansas  Kail- 
road? 

Mr.  Green:     No,  I  don't,  at  this  time. 

Mr.  Burgess :  Is  it  not  a  fact  that  your  opening  statement, 
before  Judge  Levy,  gave  a  very  exhaustive  statement  as  regards 
the  financial  condition  of  the  Louisiana  &  Arkansas? 

Mr.  Green:  That  has  been  so  long  ago,  Mr.  Burgess,  I 
don't  remember  just  what  was  said  at  that  time.    I  do  not  recall 
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any  reference  to  the  financial  conditions  at  that  time,  right  now. 
Mr.  Burgess:     That  is  all. 

KE-DIRECT  EXAMINATION. 

Mr.  Sheean :  Mr.  Green,  if  the  road  crew  in  any  of  these 
instances  that  Mr.  Burgess  has  asked  about,  switched  one  hour, 
or  half  an  hour,  or  five  minutes,  they  are  paid  for  it  under  your 
schedule,  are  they  not? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean :  And  the  schedule  not  only  covers  the  pay- 
ment for  the  time  that  the}^  are  switching,  as  well  as  on  the 
road,  but  pay  on  the  hourly  basis  of  30  minutes  prior  to  the 
time  for  the  departure  of  their  trains'? 

Mr.  Green:     Yes. 

Mr.  Sheean :  And  in  the  practical  operation  of  that  road, 
on  these  short  lines,  where  switch  engines  are  not  maintained, 
the  men  are  paid  the  same  rate  per  hour,  from  the  time  they 
start  to  work  until  they  finish? 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  Now,  Mr.  Stone  asked  you  about  the  high 
passenger  rates  that  you  are  getting  down  in  Louisiana.  About 
what  are  your  passenger  earnings  per  train  mile,  on  that  line 
of  road? 

Mr.  Green:  The  last  figures  that  I  had  were  November, 
61  cents  a  train  mile. 

Mr.  Sheean :     Per  train  mile  ? 

Mr.  Green:     Yes. 

Mr.  Sheean:     What  is  your  average  passenger  train  there? 

Mr.  Green:  Two  coaches  and  a  combination  baggage,  mail 
and  express  car. 

Mr.  Sheean:  And  for  the  hauling  of  those  three  cars  and 
the  engine,  you  get  about  61  cents  per  train  mile,  in  the  passen- 
ger service? 

Mr.  Green:  Which  we  figure  is  considerably  less  than  the 
service  costs  us. 

Mr.  Sheean :  Well,  about  what  part  of  all  that  you  get  out 
of  it  is  expended  in  paying  the  engineer  and  the  fireman  and 
the  train  crew,  for  operating  there? 

Mr.  Green:     And  the  fuel. 

Mr.  Sheean:     Well,  outside  of  the  fuel,  about  how  much 
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of  that  61  cents  per  train  mile  goes  to  tlie  compensation  of  the 
engineer,  fireman,  the  train  crew — the  gross  receipts  that  you 
take  in  on  your  passenger  run? 

Mr.  Green;  A  very  large  percentage,  I  think  something 
over  one-half  of  it  goes  to  the  crew. 

Mr.  Sheean :     I  think  that  is  all. 

RE-CROSS  EXAMINATION. 

Mr.  Stone:  Just  a  minute,  Mr.  Green:  I  am  particularly 
interested  in  that  61  cents  per  train  mile  and  your  statement 
that  half  of  it  goes  to  the  crew.  Is  that  net  or  gross,  that  61 
cents  ? 

Mr.  Green:  That  is  the  passenger  earnings  per  revenue 
passenger  train  mile. 

Mr.  Stone:  And  you  make  the  statement  that  over  30 
cents  of  that  goes  to  the  crew,  per  train  mile! 

Mr.  Green:  I  have  not  the  figures  with  me.  I  said  I 
thought  it  would  be  over  50  per  cent  of  the  amount  would  go  to 
the  crew — the  direct  train  expenses. 

Mr.  Stone:  Well,  you  pay  your  engineer  3.7  cents  per 
mile? 

Mr.  Green:     Yes,  sir. 

Mr.  Stone:     What  do  you  pay  your  fireman? 

Mr.  Green :     About  66  per  cent  of  that. 

Mr.  Stone:     What  do  you  pay  your  conductor? 

Mr.  Green:     He  gets  about  $162  a  month. 

Mr.  Stone:     He  is  getting  standard  pay,  is  he  not? 

Mr.  Green:  Not  quite  standard;  standard  would  be  $165 
for  that  mileage.    Would  lack  that  much  of  being  standard. 

Mr.  Stone:     One  hundred  and  sixty-two  dollars? 

Mr.  Green:     Yes,  sir. 

Mr.  Stone:     He  is  within  $3  of  standard? 

Mr.  Green :     Yes,  sir. 

Mr.  Stone:     What  do  you  pay  the  brakemen? 

Mr.  Green:  Well,  they  receive  $44  a  month  apiece,  two 
brakemen,  and  w^e  have  a  baggageman  w^ho  receives  $71.50,  I 
think  it  is.    I  won't  be  sure  about  that. 

Mr.  Stone:     Seventy-one  dollars  and  fifty  cents? 

Mr.  Green:    Yes,  sir. 
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Mr.  Stone:     That  is  about  $160  for  the  baggageman  and 
twobrakemen,  and  $160  for  the  conductor,  $320.    What  mileage, 
do  they  make  for  that  f  .  .  • 

Mr.  Green :     They  make  right  at  6,000  a  month. 

Mr.  Stone:  That  figures  a  little  over  5  cents  a  mile  for 
those.  3.7  cents  for  the  engineers,  and  about  2i/2  cents  for  the 
fireman ;  I  guess  about  10  cents  would  let  the  whole  thing  out 
for  train  miles ;  12  cents  would  be  a  big  margin.  That  lacks  a 
whole  lot  of  being  50  per  cent  of  61  cents,  per  train  mile. 

Mr.  Green : .  Perhaps  you  misunderstood  me  or  I  mismider- 
stood  you;  I  didn't  say  that  that  amount  alone  included  that.  I 
said  the  direct  train  expenses,  the  expenses  of  direct  passenger 
train  operation,  which  would  include  the  wages  of  the  coach 
cleaners,  the  wages  of  the  men  who  coal  these  engines,  and  who 
watch  them  at  night,  and  hostle  them,  the  engine  house  expense, 
the  fuel  burned  on  those  locomotives  and  items  of  that  char-- 
acter. 

Mr.  Stone:  Coming  back  to  that  question  of  those  crews 
that  handle  that  commercial  gravel,  is  it  not  a  fact  that  a  good 
deal  of  your  gravel  out  of  these  pits  is  handled  by  so-called  work 
trains  1 

Mr.  Green:     None. 

Mr.  Stone :     It  is  all  freight  crews  ? 

Mr.  Green:     All  revenue  crews.     We  have  a  provision  in' 
our  schedule  that  when  work  trains  handle  commercial  gravel, 
they  will  get  the  commercial  rate,  so  we  usually  confine  the  work 
trains  to  the  handling  of  company  ballast  only. 

Mr.  Stone :  Is  61  cents  per  train  mile  a  very  good  rate  as 
compared  with  other  roads  throughout  that  territory? 

Mr.  Green :  My  information  is  that  it  is  very  light,  as  com- 
pared with  the  other  roads  in  that  territory. 

Mr.  Stone:  Why  does  your  exhibit  that  they  put  up  here, 
show  such  an  enormous  increase  for  hostlers  on  your  roadl 
Didn't  you  have  any  before? 

Mr.  Green:  We  had  no  hostler,  no.  We  have  no  hostlers 
now. 

Mr.  Stone:     You  show  present  wages,  $210  for  hostlers. 

Mr.  Green:  That  is  for  the  comparative  purpose,  and  it 
represents  the  proportion  of  the  time  of  the  men  who  have  joint 
duties  to  perform,  in  the  performance  of  hostling  service.    We 
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have  men  at  terminals  who  move  the  engines  when  it  is  neces- 
sary to  move  them  from  the  cinder  ])it  to  the  coaling  platform, 
or  to  the  water  standpipe,  and  that  represents  the  proportion  of 
the  time  of  those  joint  men  chargeable  to  hostling  engines. 

Mr.  Stone:  And  that  man  at  the  ])resent  time  is  simply 
paid  a  watchman's  wage,  is  he  notf 

Mr.  Green:  The  conditions  vary  at  dilTerent  terminals. 
We  have  in  some  instances  a  machinist  who  hostles  the  engine. 
At  other  places  the  roundhouse  foreman  does  it,  and  at  another 
place  we  have  the  man  who  is  working  on  the  cinder  pit,  who 
does  it. 

Mr.  Stone:  Yet  in  your  exhibit  here  you  show  an  increase 
from  $200  to  $1,700  for  hostlers  alone. 

Mr.  Green:  Yes,  sir,  that  is  the  way  we  understand  the 
application  of  the  provision  as  it  is  in  the  demands  as  at  present 
presented. 

Mr.  Stone:  You  understand,  of  course,  where  there  are  less 
than  six  engines  handled  in  each  twelve  hours,  that  there  are  no 
hostlers  required! 

Mr.  Green:     Yes,  sir. 

Mr.  Stone:  At  many  of  your  terminals  you  don't  have  six 
engines  in  twelve  hours,  do  you  ? 

Mr.  Green:  In  a  majority,  or  in  a  great  many  we  do  not 
have  that  many. 

Mr.  Stone:  Then  you  would  not  require  any  hostlers  at  all 
at  those  points,  Avould  you? 

Mr.  Green:  No,  sir.  The  principal  cause  of  the  increase,  I 
might  say,  is  due  to  the  fa,ct  that  an  engine  in  and  an  engine  out 
is  counted  as  two  engines;  and  that  means  at  places  where  as 
many  as  three  engines  in  twenty-four  hours  pass  through  the 
roundhouse,  that  we  would  have  to  employ  a  hostler.  We  have 
several  instances  of  that  kind,  and  that  is  the  princi])al  cause  of 
the  increase  shown  in  our  statement. 

Mr.  Stone :  But  this  present  $200  that  you  show,  or  $218, 
is  simply  an  estimated  account  of  part  of  the  wages  paid  another 
man  for  your  duties! 

Mr.  Green :  It  is  the  distribution  of  those  men's  time,  and, 
of  course,  as  distributions  are  not  always  exactly  accurate,  it 
may  contain  some  inaccuracies.  It  is  approximately,  as  nearly 
as  we  can  get  at  it. 
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Mr.  Stone :  Well,  for  example,  if  a  machinist  were  required 
to  move  one  engine  from  the  cinder  pit  down  to  the  coal  dock, 
perhaps  100  yards  away,  requiring  a  total  time  of  five  minutes, 
how  would  you  estimate  his  wages  and  charges  for  that  par- 
ticular time"? 

Mr.  Green :  We  would  estimate  it  five-twelfths  of  the  hour, 
at  the  machinists'  rate. 

Mr.  Stone :  And  do  the  machinists  get  time  and  a  half 
for  overtime  in  your  part  of  the  country? 

Mr.  Green:     Yes. 

Mr.  Stone :  So  he  gets  the  benefit  of  the  high  machinists ' 
rate  in  that  particular  place  in  your  estimate. 

Mr.  Green :  If  he  is  working  at  overtime  rates  at  the  time 
this  service  was  performed,  he  would. 

Mr.  Stone :     That  is  all. 

Mr.  Shea:  Mr.  Green,  assuming  that  the  request  of  the 
engineers  and  firemen  and  hostlers  is  granted  by  this  Board, 
how  many  hostlers  would  you  be  required  to  employ  on  your 
road? 

Mr.  Green:  I  would  have  to  count  them  up.  We  would 
have  to  have  a  hostler  day  and  night  at  Hope,  Arkansas. 

Mr.  Shean:  What  have  you  there  now?  You  don't  mind, 
if  as  he  goes  along,  he  tells  what  there  is  at  that  place  now? 

Mr.  Shea:    Yes. 

Mr.  Green :  The  day  and  night  foremen  handle  the  engines 
at  that  place  now. 

Mr.  Shea:    At  that  point,  at  Hope? 

Mr.  Green:    At  Hope. 

Mr.  Shea:     One  day  and  one  night? 

Mr.  Green:  We  would  have  to  have  one  day  and  one 
night  hostler  under  the  proposed  arrangement.  At  Minden, 
Louisiana — 

Mr.  Shea :  Wait  a  minute.  How  many  engines  are  handled 
at  Hope? 

Mr.  Green:  Daytimes  there  are  two  passenger  and  one 
freight,  and  at  night — that  would  be  six  under  your  method  of 
accounting. 

Mr.  Shea:    You  understand  the  rule,  do  you  not? 

Mr.  Green:     The  interpretation  that  I  have  received  on  the 
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rule  is  tliat  an  oiiiriiu'  into  the  ronndliousc  ;iii<l  llic  sanic  ciii^ine 
ont  of  the  roundlionse  is  two  engines. 

Mr.  Shea:     Yes. 

Mr.  Green:  We  would  have,  on  that  basis,  six  on^nnes  to 
handle,  which  would  be  the  engines  for  llncc  t!-ains,  days,  at 
Hope,  and  for  whatever  trains  at  ni<i;ht. 

Mr,  JShea:     Now,  the  next  point. 

Mr.  Green:     Would  be  at  Minden,  Louisiana. 

Mr.  Shea:     How  many  hostlers,  days? 

Mr.  Green:  We  would  have  to  have — well,  I  li^urcd  one 
hostler,  days,  there.  There  are  more  than  six  en«cin('s  handled 
there,  but  as  I  understand  it,  if  a  man  eould  handle  twenty  we 
would  only  have  to  have  one  hostler. 

Mr.  Shea:     That  is  all. 

Mr.  Green:  We  would  have  to  have  a  day  and  a  ni^dit 
hostler  at  Minden. 

Mr.  Shea:     Now,  the  next  point. 

Mr.  Green:  We  would  have  to  have  a  man  who  would 
work  partly  days  and  partly  nights  at  Shreveport,  Tjouisiana. 
His  hours  would  have  to  be  arranged  so  that  he  would  work 
about  half  and  half. 

Mr.  Shea:     Half  a  man  days? 

Mr.  Green:     Yes. 

Mr.  Shea:     And  half  a  man  nights! 

Mr.  Green:     Yes. 

Mr.  Sheean:  Tell  us  about  that,  how  are  you  going  to  ar- 
range that? 

Mr.  Green:  Well,  I  suppose  it  would  be  arranged  for  him 
to  go  to  work  at  about  11  o'clock  at  night,  and  work  until  9 
o'clock  the  next  morning;  if  that  is  permissible,  one  hostler 
would  do. 

Mr.  Sheean:     I  just  want  to  get  the  idea. 

Mr.  Shea:     How  many  engines  are  handled  at  Shreveport T 

Mr,  Green:  Three  regular  and  an  extra  every  now  and 
then. 

Mr.  Shea:     In  each  twelve  hours? 

Mr.  Green:  Yes,  sir.  No,  not  in  each  twelve  hours,  that 
would  be  in  the  twenty-four  hour  period. 

Mr.  Shea:     Well,  the  rule  says,  "At  points  where  an  aver- 
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day  or  night  hostlers  shall  be  maintained. ' ' 

Mr.  Green:  That  would  require  ns  to  maintain  a  hostler  at 
Shreveport  ? 

Mr.  Shea:     One  hostler,  days. 

Mr.  Green:  Xo.  It  would  be  between  say  11  o'clock  at 
night,  and  9  o'clock  in  the  morning,  if  that  would  be  considered  a 
twelve-hour  j>eriod. 

Mr.  Shea :  Then  that  would  be  only  one  hostler  at  Shreve- 
port* 

Mr.  Green :     That  would  be  one  hostler  at  Shreveport. 

Mr.  Shea :     Xow.  the  next  point. 

Mr.  Green :  At  Winnfield.  Louisiana,  we  would  have  to  have 
a  night  and  a  day  hostler. 

Mr.  Shea :  How  many  locomotives  are  handled  at  that  ter- 
minal* 

Mr.  Green:  There  are  five — ^that  is.  ten  regular  locomotives 
and  a  few  extras. 

Mr.  Shea :     Wbat  other  point  ? 

Mr.  Green:     Alexandria.  Louisiana,  one  hostler. 

Mr.  Shea:     Days! 

Mr.  Green:     Days.  yes.  sir. 

Mr.  Shea:     Any  nights? 

Mr.  Green :     None  nights. 

Mr.  Shea :     What  is  the  next  point  ? 

Mr.  Green:     At  Jena.  Louisiana,  one  hostler,  days. 

Mr.  Shea :     Would  that  engine  be  handled  six  times  T 

Mr.  Green :  There  would  be  six  engines  handled  there.  Let 
us  see,  there  would  be  six  engines  regularly  handled  there  within 
a  twelve-hour  period,  and  occasionally  an  extra  engine. 

Mr.  Shea :     Nbw.  then,  the  next  one. 

Mr.  Green :     That  is  all  that  I  recall. 

Mr.  Shea:  Xow.  that  would  cost  your  road  for  the  month 
of  October.  1913.  .SL7U.30. 

Mr.  Green:     That  is  the  way  we  interpreted  the  rule. 

Mr.  Shea:     That  is  aU.  Mr.  Green. 

Mr.  Xag*l:  Mr.  Green,  didn't  I  tmderstand  you  to  say  that 
you  did  not  move  your  terminals  very  often? 

Mr.  Green :    Yes.  sir. 

Mr.  Xagel:     Didn't  I  understand  the  engineers  to  write 
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that  that  is  one  of  the  chief  occupation?  of  the  road,  to  mov* 

terminals? 

Mr.  Green:     They  wrote  that,  and  if  it  were  not  for  tke 

fact- 
Mr.  Xasrel :     Is  there  any  way  of  reconoliii^  tlioee  state- 

inentF? 

Mr.  Green:  If  it  were  not  for  the  fact  that  it  is  unfair. 
because  they  are  not  here,  I  would  like  to  have  them  produee 
their  evidence.  They  make  a  broad,  general  statement,  and  my 
evidence  has  h-een  specific,  and  I  would  be  very  glad  to  have 
an  opportunity  to  compare  notes  with  them,  to  the  end  that 
the  truth  about  this  matter  should  come  out.  We  have  nothii^ 
to  conceal,  and  we  would  be  very  dad  to  get  down  to  specific 
facts,  instead  of  relying  upon  general  an^ationsu 

Mr.  Xagel :  WeLL  inasmuch  as  the  letter  was  read,  I  was 
surprised  that  no  further  notice  was  taken  of  that.  I  wanted 
to  know  what  your  ansrrer  was. 

Mr.  Green:  I  thought  it  might  be  disconrteons  to  them 
to  deny  it  if  they  were  not  here. 

Mr.  Stone:  You  will  also  find  it  in  our  Exhibit  55,  am 
page  11.  "VTe  make  the  same  statement  there  in  regard  to  the 
Louisiana  A:  Arkansas  Railway. 

Mr.  Sheean:     TVeU.  that  is  taken  from  the  same  letter. 

Mr.  Stone:  In  view  of  the  fact  that  Mr.  Green's  testi- 
mony is  directly  contrary,  I  shall  be  very  glad  to  take  it  up  with 
the  engineers  and  have  them  give  me  specific  cases  and  dates 
when  these  terminals  were  moved- 

Mr.  Sheean:  I  understood  the  »:tatement  there  to  be  that 
this  one  on  November  25tli,  1914,  which  as  stated  in  the  letter 
had  caused  every  man  in  through  freight  service,  but  one,  to 
change  his  terminaL  is  stated  by  you  to  be  the  reverse,  and 
that  one  man  caused  a  change  in  home  terminaL 

Mr.  Green:  I  think  I  can  throw  some  light  on  that,  Mr. 
Sheean.  It  has  just  come  to  me  how  that  evidently  arose.  I 
think  our  engineers  have  had  a  case  of  mistaken  identity.  A 
man  whose  run  wiis  abolished  by  the  north  end  local  run,  whiek 
I  mentioned  a  while  ago,  was  one  of  the  ^ '  c-  men  we  had 
in  our  freight  service.    "When  his  run  was  -bed,  owing  to 

the  operation  of  the  seniority  rule,  he  con.-i  L-iimp  any  mas 
vounsrer  than  he  was,  and  of  course,  it  was  just  like  a  lot  of 
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dummies.  Each  man  would  commence  bumping,  and  every 
man  would  allemand  left  and  grand  right  and  left.  That  wa*s 
not  due  to  the  fact  the  terminals  were  changed,  but  due  to  the 
fact  that  seniority  prevailed.  ' 

Mr.  Nagel:  I  thought  probably  when  you  got  together  in 
the  same  room  there  would  not  be  a  serious  difference  about  the 
change  of  terminals. 

Mr.  Sheean:  Did  that  result  in  more  than  one  man  leav- 
ing the  place  where  he  had  previously  lived? 

Mr.  Green:  I  cannot  say  definitely,  but  I  know  this,  that 
our  men  did  change  around  a  good  deal  on  account  of  bumping 
each  other.  But,  as  I  figure  it,  there  was  only  one  run  changed. 
That  is,  the  terminal  of  only  one  man's  home  terminal  wa« 
changed  by  this  arrangement.     The  way  I  interpret  it, 

Mr.  Sheean:  Then  if  there  was  any  change  there  it  was 
because  of  the  exercise  of  seniority  by  the  men  themselves? 

Mr.  Green :  T  think  that  is  at  the  foundation  of  nine-tenths 
of  the  complaint. 

Mr.  Sheean:     One  train  was  taken  off  ? 

Mr.  Green :     Yes. 

Mr.  Sheean:  And  another  train  was  put  on  and  one  cre- 
ated. 

Mr.  Green:     At  a  different  terminal. 

Mr.  Sheean :  And  then,  on  a  new  run  being  created,  I  sup- 
pose you  bulletined  that  run! 

Mr.  Green:     Yes,  sir. 

Mr.  Sheean:  The  oldest  man,  having  the  greatest  senior- 
it}^,  being  entitled  to  bid  it  in? 

Mr.  Green:     Yes. 

Mr.  Sheean:  And  if,  in  accordance  with  the  privileges 
given  them  in  their  schedule,  by  selecting  the  preferred  run, 
the  change  of  one  train  and  the  putting  on  of  another  causexi 
this  men  to  shift  or  change  from  their  place  of  living,  it  was  not 
because  of  the  manner  in  which  they  exercised  their  seniority? 

Mr.  Green :  Yes.  That  is  the  only  way  I  can  recognize  the 
discrepancy  that  appears  to  exist. 

Mr.  Stone :  Mr.  Green,  if  I  might,  I  should  like  to  ask 
another  questiofi.  In  case  this  man  whose  run  was  taken  off  had 
not  exercised  his  seniority,  what  would  have  become  of  him? 
Where  would  he  go?    Get  off  the  earth? 
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Mr.  Green :  If  he  had  not  exercised  his  seniority,  lir  wi.iild 
have  been  without  his  jol)  until  a  vaoaney  canie  uj)  iipon  which 
he  coukl  bid. 

*  Mr.  Stone:  Then  it  was  not  a  case  of  niakin«,^  all  these 
changes  because  they  wanted  to,  it  was  necessity  compelled  it, 
was  it  not  I 

Mr.  Green :     T  think  so. 

Mr.  Stone:  And  this  Fox  trot  that  you  talk  al.uul  was 
brought  about  by  the  fact  that  necessity  coini)elled  it? 

Mr.  Nagei :  Yes,  but  it  did  not  involve  change  of  tcrniinals, 
as  we  were  given  to  understand? 

Mr.  vStone:  He  says  they  were  all  nuivcd  to  dilVcrent 
places. 

Mr.  Nagel:  We  understand  now  what  he  says.  I5ut  the 
change  of  terminal  has  been  used  in  a  diffenmt  sense?  up  to  this 
time. 

Mr.  Stone:  My  impression  is  entirely  dilTeient  irom  that. 
I  will  take  the  matter  up,  Mr.  Chairman,  with  the  men  again. 

Mr.  Byram:  As  I  understand  it,  one  man  somewhere  in 
the  service  was  displaced  by  reason  of  this? 

Mr.  Green :     Because  his  run  was  abolished. 

Mr.  Byram :  But  instead  of  being  the  man  whose  run  was 
changed,  it  was  the  youngest  man  on  the  job.  In  the  operation 
of  the  seniority  it  resulted  in  the  youngest  man  on  the  job 
being  displaced. 

Mr,  -Green :  Eeally  the  number  of  men  employed  was  the 
same.  One  run  was  abolished;  another  run  was  created;  but 
the  condition  which  resulted  from  those  changes  resulted  in  a 
general  shifting  of  the  men  upon  the  assignments. 

Mr.  Byram:  Then  if  this  man  who  was  displaced  by  the 
fact  of  his  run  being  abolished  and  another  created,  had  elected 
to  take  the  one  newly  created,  there  would  only  have  been  one 
change  ? 

Mr.  Green :     Only  have  been  one  change. 

Mr.  Byram :  But  he  chose  to  take  another  run  somewhere 
else,  and  that  displaced  others,  and  finally  they  were  all  changed, 
although  the  same  number  of  men  were  in  the  service? 

Mr.  Green:     That  is  the  way  I  have  it  figured. 

Mr.  Byram :     That  is  the  operation  of  the  seniority. 
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Mr.  Stone :  But  if  he  had  not  elected  to  take  any  run  at 
all,  then  nobody  would  have  been  changed  I 

Mr.  Green:     Nobody  would  have  been  changed. 

Mr.  Sheean:  There  was  a  new  run  created  that  he  could 
have  taken  in  lieu  of  the  one  he  had  had,  without  displacing 
anyone  ? 

Mr.  Ureen:     Yes. 

Mr.  Sheean :     If  he  had  seen  lit  to  take  it  ? 

Mr.  Green:     Yes. 

Mr.  Burgess:  Mr.  Green,  I  think  we  should  be  perfectly 
clear  on  this;  because  that  engineer  exercised  his  seniority  rights 
and  changed  others  on  the  run,  if  that  is  the  true  facts  in  the 
matter,  that  could  not  be  properly  classed  under  the  heading  of 
change  of  terminals,  could  it  1 

Mr.  Green:     Not  the  way  I  view  it. 

Mr.  Burgess:  That  is  an  entirely  different  question  from 
that  of  change  of  terminals,  as  I  understand  it? 

Mr.  Green:     Yes. 

Mr.  Shea:  Before  leaving,  Mr.  Green,  I  want  to  go  back 
to  the  question  of  this  hostler  again.  You  understand  under 
the  proposition,  where  hostlers  are  required  to  make  main  line 
movements  they  should  be  paid  $4.75  a  day? 

Mr.  Green:     Yes,  sir. 

Mr.  Shea:  In  your  computation,  did  you  include  or  figure 
that  all  hostlers  would  make  a  main  line  movement,  and  be  en- 
titled to  $4.75  a  day? 

Mr.  Green:  My  recollection  is  that  a  very  large  percentage 
did  have  to  make  main  line  movements,  but  at  one  or  two  places 
where  the  necessary  movements  could  be  made  without  coming 
on  the  main  line,  we  did  not  apply  the  $4.75  rate. 

Mr.  Shea:  I  have  been  trying  to  figure  this  out  here  and 
see  how  it  corresponded  with  the  item  in  Exhibit  3,  sheet  23, 
the  Louisiana  &  Arkansas  Railroad.  You  show  that  if  the  wages 
as  proposed  were  applied  to  your  road,  it  would  amount  to 
$1,714.30,  is  that  right? 

Mr.  Green:  Whatever  the  figures  show,  it  would  be  that 
amount.    I  don't  recall. 

Mr.  Shea:     Is  that  right,  Mr.  Sheean? 

Mr.  Sheean:     Page  23? 

Mr.  Shea:     Yes. 
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'       Mr.  Sheeaii:     That  is  item  45. 

Mr.  Green:     $1,714.30  is  the  ti«?uro. 

Mr.  Shea:  You  gave  me  six  terminals  wliicli  r«Hiiiir(Ml  the 
employment  of  nine  hostlers,  including  day  and  night.  Now, 
assuming  every  hostler  would  make  a  main  line  movement  and 
be  entitled  to  $4.75  a  day;  which  would  be  $42.75  for  one  day, 
or  for  thirty  days,  would  be  $1,282.50,  as  against  $1,714.30. 

Mr.  Green:  The  explanation  of  that,  Mr.  Shea,  is  that 
these  figures  are  an  ex  post  facto  compilation  and  are  based 
upon  what  actually  occured,  that  is,  the  way  the  work  was  ac- 
tually done,  in  October,  1913.  The  estimate  that  I  gave  you  was 
the  hostlers  that  would  probably  be  necessary  for  our  business 
as  it  is  now. 

Of  course,  if  prior  to  October,  1913,  we  would  liave  antici- 
pated this  hostler  requirement,  and  had  placed  the  men  with 
reference  to  any  economies  that  might  be  possible,  tlieii  we 
could  have  saved  somewhat  on  the  hostler  expense. 

Mr.  Shea :  No,  that  is  not  what  I  am  trying  to  get  at,  Mr. 
Green:  This  is  what  it  would  have  cost  you  or  your  roa<1  for 
the  month  of  November,  1913? 

Mr.  Green :     October,  1913. 

Mr.  Shea:  Now,  did  you  have  more  hostlers  (Migaged  at 
that  time  than  you  w^ould  have  if  this  request  was  granted  ? 

Mr.  Green:  Yes.  For  instance,  at  Shreveport,  Louisiana, 
to  illustrate  the  point,  hostling  was  done  by  both  the  day  and 
the  night  men.  If  this  hostler  provision  went  into  effect,  we 
would  probably  try  to  so  arrange  the  hostler's  hours  that  the 
expense  would  be  as  much  less  than  $1,714.30  as  we  c(iuld  pos- 
sibly make  it. 

Mr.  Shea:  I  understand  this  figure  would  l)e  wliat  it 
would  cost  your  road  in  case  the  request  of  the  employes  was 
granted  and  applied  to  your  road  for  the  montli  of  October, 
1913. 

Mr.  Green :     The  figure  of  $1,714.30 

Mr.  Shea:  Now,  that  does  not  require  any  (lualification. 
That  would  be  the  actual  amount  that  it  would  cost  your  roadt 

Mr.  Green:  Without  qualification,  the  amount  wojild  be 
$1,714.30,  that  is  correct. 

Mr.  Shea:     It  would  varv  then,  according  t«>  your  state- 
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ment,  or  the  number  of  hostlers  which  you  gave,  if  applied  now, 
would  it  not? 

Mr.  Green :     I  don 't  understand  your  question. 

Mr.  Shea:     Read  the  question. 

(Question  read  as  above  recorded.) 

Mr.  Green:  Our  business  conditions  now  are  somewhat 
different  than  they  were  in  October,  1913. 

Mr.  Shea :  Did  you  have  any  more  hostlers  in  1913  than 
you  have  at  the  present  time,  or  than  you  would  after  this  award 
is  applied,  assuming  that  it  was  granted? 

Mr.  Green:  Yes,  in  October,  1913,  we  had  more  hostlers 
than  we  would  have  now  under  the  present  conditions. 

Mr.  Shea:     How  many  morel 

Mr.  Green:  I  couldn't  say.  There  would  be  some  differ- 
ence; 1  don't  know  just  exactly  how  much.  I  cannot  state 
exactly. 

Mr.  Shea :  It  would  be  a  sufficient  number  to  make  up  this 
discrepancy  of  $432.80? 

Mr.  Green:  Yes,  sir,  that  is  the  only  way  that  I  can  ex- 
plain it. 

Mr.  Shea:  Then  j^ou  are  not  sure  as  to  the  number  of 
men  you  had  on  in  October,  1913 — 

Mr.  Green:     Oh,  yes. 

Mr.  Shea :  As  compared  with  the  number  that  are  in  your 
employ  at  the  present  time? 

Mr.  Green :  Yes,  I  am  quite  sure  as  to  the  number  of  men 
we  had  employed  in  October,  1913. 

Mr.  Shea:     How  many  were  there? 

Mr.  Green:  The  men  corresponding  to  this  $1,714.30.  I 
don't  remember  the  number. 

Mr.  Shea :  I  just  wanted  to  couple  that  up  and  see  where 
the  discrepancy  was. 

Mr.  Green:  Perhaps  a  word  of  explanation  will  settle  the 
matter,  Mr.  Shea.  These  figures  were  based  upon  the  conditions 
as  of  October,  1913.  Your  figures  are  based  upon  the  conditions 
as  of  now? 

Mr.  Shea:    Yes. 

Mr.  Green:  The  difference  between  these  figures  and  your 
figures  is  the  difference  between  those  conditions — 

Mr.  Shea :     They  are  not  my  figures,  they  are  your  figures. 
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Mr.  Greeu :  Well,  the  difference  between  my  ligures  as  to 
this  estimate  now  and  the  figures  estimated  in  October,  1913, 
is  represented  by  the  conditions  in  October,  1913,  and  the  con- 
ditions now. 

Mr.  Shea:  I  presume,  Mr.  Green,  that  we  could  carry  on 
this  argument  for  a  long  while,  but  I  do  not  care  to  get  into 
any  argument.  For  my  own  particular  information,  however, 
I  wish  you  would  turn  over  to  the  Board  or  to  myself  your  state- 
ment that  you  turned  over  to  the  Managers'  Committee  bearing 
on  this  particuhir  subject,  showing  the  number  of  hostlers,  and 
where  working. 

Mr.  Green:     In  October,  1913? 

Mr.  Sheean:  And,  T  tjike  it,  Mr.  Shea,  all  the  detail- 
Mr.  Shea :     With  regard  to  hostlers. 

Mr.  Sheean:  (Continuing)— by  which  he  arrives  at  tliis 
estimate  of  seventeen  luuidred  and  wliatever  tiie  odd  dollars 
were, 

Mr.  Shea:     Yes. 

Mr.  Sheean:  That  you  have  been  discussing;  that  is,  all  tlie 
detail  by  which  that  figure  was  arrived  at. 

Mr.  Green:     Yes. 

Mr.  Shea:  Yes.  I  presume  you  have  it  on  lile  here,  have 
you  not? 

Mr.  Sheean :     No,  not  the  detail. 

Mr.  Green:  I  will  be  very  glad  to  furnish  it.  That  is  for 
October,  1913? 

Mr.  Shea :     Yes. 

Mr.  Sheean :     That  is  all,  Mr.  Green. 

(Witness  excused.) 

J.  H.  KEEFE  was  recalled  for  further  examination,  and 
having  been  previously  sworn,  testified  as  follows: 

RE-DIRECT  EXAMINATION. 

Mr.  Sheean:  Mr.  Keefe,  did  you  cause  to  be  prepared  and 
assembled  information  summarizing  the  showing  of  revenues  and 
expenditures  of  the  steam  roads  which  are  parties  to  this  arbi- 
tration, for  the  fiscal  year  1914,  as  compared  with  tli(^  tiscal 
years  1910  and  1913? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     We  offei-  that  as   Kaili-oa<ls'   Kxiiibit   Xo.  4. 
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(The  document,  so  offered  and  identified,  was  received  in  evi- 
dence and  tliereupon  marked  "Railroads'  Exhibit  No.  4,  Jan- 
uary 26,  1915.") 

Mr.  Sheean :  Mr.  Keef e,  will  you  explain  briefly  the  show- 
ing of  sheet  number  1  of  Exhibit  4  ? 

Mr.  Keefe:  This  exhibit  shows  the  aggregate  amount  of 
the  operating  revenues,  divided  as  between  freight  and  passen- 
ger, other  transportation,  or  non-transportation,  total  operating 
expenses,  divided  as  between  maintenance  of  way  and  structure, 
maintenance  of  equipment,  traffic,  transportation,  and  general; 
net  operating  revenue;  outside  operation — net  revenue;  taxes; 
and  the  operating  income  for  all  of  the  railways  in  the  Arbitra- 
tion with  the  exception  of  the  Canandian  Lines,  from  which  lines 
we  were  unable  to  obtain  similar  data. 

Mr.  Sheean :  Mr.  Keefe,  will  you  explain  these  different 
terms,  total  operating  revenues,  total  operating  expenses,  net 
operating  revenue,  and  so  forth,  as  to  where  those  terms  are  ob- 
tained, and  what  the  meaning  of  the  terms  is  ? 

Mr.  Keefe:  All  of  these  classifications  are  in  accordance 
with  the  classification  promulgated  by  the  Interstate  Commerce 
Commission. 

The  total  operating  revenues  is  the  total  gross  revenue  of 
the  rail  carriers. 

The  total  operating  expenses  is  the  total  of  the  five  subdi- 
visions of  the  operating  expenses. 

The  net  operating  revenue  is  the  difference  between  the 
operating  expenses  and  the  operating  revenues. 

Outside  operation,  net  revenue,  is  the  balance  from  the 
operation  of  such  arrangements  as  eating  houses,  parlor  and 
chair  car  service,  hotels,  restaurants,  grain  elevators,  or  facil- 
ities of  that  character. 

Taxes,  of  course,  is  self-explanatory;  and  the  operating 
income  is  the  amount  left  after  taking  care  of  taxes  from  the 
net  operating  revenue. 

Mr.  Sheean :  These  are  the  items  which  are  prescribed  by 
the  Interstate  Conmierce  Commission,  under  their  uniform  sys- 
tem of  reporting  to  the  Commission,  and  the  accounting  system. 

Mr.  Keefe :  Yes,  the  outside  operation ;  net  revenue  is  the 
net  amount. 

Mr.  Sheean :     This  is  assembling  the  information  as  to  the 
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railways  in  this  arl)itration,  from  tlioir  reports  to  the  Interstate 
Commerce  Commission  ? 

Mr.  Keefe:     Yes. 

Mr.  Shooan:  Just  state  bricHy  wliat  the  situation  is,  as 
between  the  fiscal  year  of  1914,  comjiared  with  the  year  IHIO, 
being-  the  year  in  which  tlie  last  adjustment  was  had  with  engi- 
neers and  firemen. 

Mr.  Keefe:  In  1914,  as  shown  in  Column  No.  1,  the  total 
operatino-  revenues  were  $1,282,095,51.1,  while  in  1910  as  per 
Column  No.  3,  the  first  line,  they  were  $l,17(i,2()4,542,  oi-  nn  in- 
crease in  the  a.i>:^regate  of  $1()(),430,973. 

Mr.  Sheean:  Now,  Mr.  Keefe,  von  have  shown  here  the 
average  mileage  represented  in  these  three  years.  That  is  also 
taken  from  the  reports  to  the  Interstate  Conuuerce  Commission 
of  the  mileage  operated  by  these  roads  severally,  is  it  not  t 

Mr.  Keefe:  Yes,  shown  on  the  last  line,  showing  in  li)04 
the  average  mileage  represented  was  129,828,  while  in  1910  it 
was  121,235,  or  an  increase  in  operated  mileage  1914  over  1910, 
of  approximately  8,500  miles. 

Mr.  Sheean:  In  your  colunms  1,  2  and  3,  yon  simply  show  a 
comparison  of  the  aggregate  amounts  of  the  various  items  into 
which  the  accounts  are  separated,  by  the  Interstate  Commerce 
Commission  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Columns  4,  5  and  6  make  a  comparison  of 
these  several  items,  per  mile  of  line  operated  in  those  several 
years? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Columns  7  and  8  show  the  aggregate  ihcrease 
or  decrease  in  these  amounts,  and  columns  9  and  10  show  the 
increase  or  decrease,  per  mile  of  line;  while  columns  11  and  12 
show  the  increase  or  decrease  in  percentage,  as  between  these 
two  periods. 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  in  comparing  1914  with  1!)10,  what  was 
the  decrease  in  the  operating  revcmue,  on  the  lines  represented, 
1914  as  compared  with  1910? 

Mr.  Keefe:  The  decrease  in  oi)erating  income,  1!)14  over 
1910  was  $15,652,533,  shown  on  bottom  of  column  No.  7. 
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Mr.  Slieean:  And  comparing  1914  with  1913,  what  was  the 
decrease  in  operating  income  of  the  carriers  represented? 

Mr.  Keefe:  The  decrease  in  the  operating  income,  1914 
over  1913,  as  shown  on  the  bottom  of  column  8,  was  $39,128,875. 

Mr.  Sheean:  Comparing  these  decreases  with  the  miles  of 
line  operated  in  these  periods,  what  is  the  showing? 

Mr.  Keefe:     In  percentages  or  in  amount  per  mile? 

Mr.  Sheean:  Amount  per  mile  first,  and  then  what  that  is 
in  actual  per  cent. 

Mr.  Keefe:  The  decrease  per  mile,  1914  over  1910,  was 
$312,  shown  at  bottom  of  column  No.  9,  while  1914  over  1913, 
shows  a  decrease  of  $335  per  mile.  The  percentage  of  decrease 
per  mile,  1914  over  1910,  as  shoAvn  at  bottom  of  column  No.'  11, 
was  10.8  per  ,cent,  while  the  decrease  1914  over  1913,  shows  11% 
per  cent  decrease. 

Mr.  Sheean:  Generally  speaking,  Mr.  Keefe,  the  year  1910 
was  what  the  Chairman  characterized  as  a  ' '  fat  year ' '  this  morn- 
ing. 

Mr.  Keefe:     It  was  a  year  of  large  earnings. 

Mr.  Sheean:     And  so  the  year  1913  was  a  large  year. 

Mr.  Keefe :     It  was  a  good  year,  yes. 

Mr.  Sheean:  While  the  year  1914,  as  shown  here,  has  fallen 
off  very  greatly  from  1913. 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  Now,  without  taking  time  as  to  the  items  of 
taxes,  they  have  shown  generally  a  large  increase? 

Mr.  Keefe:  Taxes  has  shown  a  rather — I  would  term  it 
an  enormous  increase,  because  the  taxes  per  mile — there  is  an 
increase  of  31  per  cent.  In  other  words,  the  amount  of  taxes, 
1914  over  1910,  showed  an  increase  of  $18,687,060,  while  taxes, 
1914  over  1913,  shows  an  increase  of  $8,219,000.  The  increase 
per  mile,  1914  over  1910,  was  $119,  while  1914  over  1913  was 
$58  per  mile. 

Mr.  Sheean :     That  is  per  mile  of  line  ? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  And  the  aggregate  increase  in  what  is  shown 
in  the  other  columns,  and  the  aggregate  increase  of  miles  shows 
that  there  has  been  a  very  large  increase,  per  mile  of  line,  in 
taxes 1 

Mr.  Keefe:     Yes. 
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Mr.  Sheean:  Now,  on  sheet  2  of  this  exhibit,  Mr.  Keefe, 
there  is  shown  for  the  individual  railroads,  parties  to  the  arbi- 
tration, the  total  operating  revenues,  railroad  by  railroad,  and 
the  increase  as  between  these  different  periods. 

Mr.  Keefe:     The  increase  or  decrease? 

Mr.  Sheean:     Increase  or  decrease,  yes. 

Mr.  Keefe :     By  railway  lines  ? 

Mr.  Sheean:  That  shows  the  detail,  railroad  by  railroad, 
of  the  items  which  enter  into  what  line  of  your  summary  on 
sheet  1? 

Mr.  Keefe:     First  line  of  the  summary  on  sheet  1. 

Mr.  Sheean:  That  is,  by  taking  line  1  of  sheet  No.  1,  in 
which  the  aggregate  is  given  for  all  the  roads,  you  can,  by  turn- 
ing to  page  2,  find  that  item  on  each  or  any  of  the  railroads 
parties  to  the  movement? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  And  what  the  increase  or  decrease  in  their 
total  operating  revenues  was?  That  is,  their  gross  income  from 
operations  ? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  Sheet  No.  3  shows  the  detail  railroad  by  rail- 
road, of  the  total  operating  expenses? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  And  that  is  the  detail  which  is  shown  in  a 
summary  way  on  the  6th  line  of  sheet  No.  1? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Sheet  No.  3  of  this  Exhibit  4,  shows  as  to 
each  railroad? 

Mr.  Keefe :     Sheet  4. 

Mr.  Sheean :  Yes ;  I  have  already  asked  you  about  3.  Sheet 
No.  4  of  Exhibit  No.  4,  shows,  railroad  by  railroad,  the  net 
operating  revenue  during  these  fiscal  years? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Being  the  detail  for  each  of  the  railroads, 
which  is  shown  for  all  the  railroads  on  the  fourth  line  from  the 
bottom  of  the  table  on  the  summary? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Sheet  No.  5  of  Exhibit  No.  4,  shows  by 
individual  railroads  the  taxes  during  these  three  years,  which 
are  compared? 
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Mr.  Keefe:  Yes;  shows  practically  all  lines  have  had  an 
increase  in  their  tax  payments. 

Mr.  Sheean:  And  as  to  the  manner  in  which  taxes  have 
increased  upon  the  roads  severally,  the  detail  as  to  any  road 
is  shown  on  this  Sheet  No.  5f 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Sheet  No.  6  shows,  railroad  for  railroad,  the 
operating  income  of  the  individual  railroads,  being  the  same 
item  shown  on  the  sunnnary  on  Sheet  No.  1,  for  all  railroads, 
on  the  last  line  of  the  table. 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     Now,  Sheet  No.  7  of  Exhibit  No.  -l,  Mr.  Keefe, 

Mr.  Keefe:  Sheet  No.  4  is  the  returns  for  the  first  five 
months  of  the  present  fiscal  year,  comparing  the  returns  for  the 
corresponding  period  last  year,  which  shows  still  a  continuing 
decrease  in  operating  revenues  and  operating  income  over  the 
showing  for  the  fiscal  year  ending  1914. 

Mr.  Sheean:  That  is,  everything  shown  on  the  summary 
on  Sheet  1  of  this  Exhibit,  the  comparison  of  the  fiscal  years, 
1^13  and  1914,  with  the  fiscal  year  1910,  you  take  on  Sheet  7, 
and  in  so  far  as  the  present  fiscal  year  is  reported  to  the  Com- 
mission, show  what  is  going  on,  on  this  same  basis,  since  the 
close  of  the  last  fiscal  year? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Comparing  that  down  to  the — Oh,  you  make 
a  comparison  for  the  month  of  November,  1914. 

Mr.  Keefe :  Table  No.  1  shows  the  returns  for  November. 
Table  No.  2  is  for  the  five  months  of  the  fiscal  year. 

Mr.  Sheean:  Yes,  and  those  being  the  last  month  as  to 
which  data  were  available  for  all  the  roads. 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  Bringing  it  down  to  and  including  the  month 
ending  November  30,  1914? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  if  you  will  go  back  a  moment,  Mr. 
Keefe,  to  Sheet  No.  2,  the  total  as  to  all  the  roads — the  total 
effect  on  all  the  roads  is  shown  fully  on  Sheet  No.  1,  wiiile  this 
sheet  shows  it,  road  for  road. 

Mr.  Keefe:     Sheet  2? 

Mr.  Sheean :     Sheet  2. 
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Mr.  Keefe:     Yes. 

Mr.  Sheeaii:  Now,  was  tlieiu  auytbiiig  particularly,  .Mr. 
Keefe,  about  the  showing  of  the  facts  shown  on  these  slieots, 
numbers  2  to  7,  inclusive,  to  which  you  wished  to  direct  atten- 
tion at  this  time,  other  than  the  facts  that  are  stated  in  tiic  sum- 
mary ? 

Mr.  Keefe:  I  want  to  direct  attention  on  Sheet  No.  1,  to 
the  expense  for  maintenance  of  way  and  structures,  indicating 
that  any  increase  in>  the  expenses,  1914  over  1910,  are  not  attrib- 
utable to  the  higher  or  greater  standard  of  maintenance,  inas- 
much as  the  amount  expended,  per  mile  of  track,  siiown  on 
Column  No.  4,  for  maintenance  of  way  and  structures  in  1914, 
was  $1,367,  while  in  1913,  it  was  $1,387;  in  1910,  it  was  $1,409. 

Mr.  Sheeau:  Now,  what  is  the  showing  as  to  the  expense, 
in  the  way  of  maintenance  of  equipment  per  mile  of  line  oper- 
ated? 

Mr.  Keefe:  In  the  maintenance  of  equipment,  1914  was 
$1,529. 

Mr.  Sheean:     In  1913  f 

Mr.  Keefe:     In  1913  it  was  $1,525;  in  1910,  it  was  $1,333. 

Mr.  Sheean:  I  think  perhaps  Mr.  Keefe,  it  might  be  well 
to  explain  just  what  is  included  under  these  five  items  of  main- 
tenance of  way  and  structures,  maintenance  of  equipment,  traflfic, 
transportation  and  general.  Those  are  the  items  which  the  In- 
terstate Commerce  Commission  prescribes  as  the  items  which 
constitute  operating  expenses. 

Mr.  Keefe:  Yes.  They  are  the  designated  accounts  in 
which  are  charged  the  expenses  of  maintaining  and  operating 
the  rail  properties. 

Mr.  Sheean:  And  if  you  will  come  to  the  item  of  trans- 
portation, just  tell  us,  please,  what,  under  the  instructions  of  the 
Interstate  Commerce  Commission,  are  to  be  included  in  the  item 
of  transportation? 

Mr.  Keefe:  Why,  the  principal  accounts  are  that  portion 
of  the  superintendence  devoted  to  transportation ;  the  despatch- 
ing of  trains;  station  employes;  station  supplies  and  expenses; 
yardmasters  and  their  clerks;  yard  conductors  and  brakemen; 
yard  switch  and  signal  tenders;  yard  supplies  and  expenses; 
yard  onginemen;  enginehouse  expenses;  yard  fuel  for  yard  loco- 
motives; water  for  yard  locomotives;  lubricants  and  other  sup- 
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plies  for  yard  locomotives ;  operating  joint  yards  and  terminals ; 
motormen;  road  enginemen;  enginehouse  expenses;  road,  fuel 
and  water  for  road  locomotives;  lubricants  and  other  supplies 
for  road  locomotives;  road  trainmen;  trainmen's  supplies  and 
expenses ;  interlocking  plants ;  interlocking  block  and  other  sig- 
nals; clearing  wrecks;  telegraphing  and  telephone  operations; 
stationery  and  printing;  insurance;  loss  and  damage  to  freight, 
baggage  and  property;  damage  to  stock  on  right  of  way:  injur- 
ies to  persons ;  operating  joint  tracks.  Those  are  the  principal 
items. 

Mr.  Sheean :  And  those  items  are  included  in  the  general 
item  of  cost  of  conducting  transportation? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  what  is  the  showing  through  these 
years,  1914,  1913,  and  1910,  as  to  the  increase  or  decrease  in  the 
cost  of  conducting  transportation? 

Mr.  Keefe:  In  1914,  it  was  $3,417  a  mile;  1913,  it  was 
$3,538  a  mile;  in  1910  it  was  $3,246  a  mile. 

Mr.  Sheean:  So  that  in  both  1913  and  in  1914,  the  cost 
of  conducting  transportation  was  considerably  more,  per  mile 
of  line,  than  it  was  in  1910? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  And  there  is  here  no  effort  to  analyze  or  seg- 
regate the  different  items  of  conducting  transportation,  as  to 
what  the  increase  or  decrease — or  is  there  any  way  in  which 
that  could  be  separated,  as  between  these  different  items  which 
are  reported  to  the  Interstate  Commerce  Commission,  as  part 
of  the  cost  of  conducting  transportation? 

Mr.  Keefe:  It  would  be  possible  to  obtain  from  the 
records  at  "Washington,  filed  with  the  Interstate  Commerce 
Commission. 

Mr.  Sheean:  The  various  subheads  of  cost  of  conducting 
transportation? 

Mr.  Keefe:    Yes. 

The  Chairman :  We  will  adjourn  until  10  o*clock  tomorrow 
morning. 

(Whereupon,  at  5  o'clock  p.  m.,  January  26,  1915,  an  ad- 
journment was  taken  until  January  27, 1915,  at  10  o'clock  a.  m.) 
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IN  THE  MATTER  OF  THE 

ARBITRATION 

between  the 
WESTERN  RAILWAYS 
and 
BROTHERHOOD  OF  LOCOMOTIVE 
ENGINEERS 
and 
BROTHERHOOD    OF    LOCOMOTIVE    FIRE- 
MEN AND  ENGINEMEN 
under  the  Act  approved  July  15,  1913,  by  agree- 
ment dated  August  3,  1914. 


Chicago,  Illinois,  ,laiiii;n-y  '11.  linT). 

Met  pursuant  to  adjournment  at  10:00  A.  M. 
Present:     Arbitrators  and  ])arties  as  before, 

Mr.  Carter:  Mr.  Chairman  and  genthMUon  of  the  Board: 
In  reading  the  proceedings  of  yesterday,  I  find  thjit  counsel  for 
the  railroads  has  introduced  certain  evidence  through  a  witness, 
Mr.  Keefe,  relative  to  the  Y.  &  M.  V.  Railway,  the  Yazoo  & 
Mississippi  Valley  Railway.  I  rise  to  ask  counsel  for  the  rail- 
roads if  it  is  his  purpose,  or  the  purpose  of  the  Yazoo  &  Missis- 
sippi Valley  Railway,  to  have  this  evidence  in  tlie  records  of 
this  arbitration  as  a  basis  for  seeking  an  evasion  of  any  award 
that  may  be  reached  through  this  arbitration? 

Mr.  Sheean:  The  pur]iose  was  to  make  clear  tlie  fact  that 
neither  organization  presenting  these  demands  claimed  to  repre- 
sent and  did  not  in  fact  represent  the  firemen  on  the  Yazoo  & 
Mississippi  Valley  Railway. 

Mr.  Carter:  What  bearing  wonld  that  have  on  this  arbi- 
tration unless  its  interjection  would  be  the  basis  of  an  attempt 
to  evade  the  application  of  the  award  on  the  Yazoo  &  Mississippi 
Valley  Railway,  so  far  as  firemen  are  concerned  ? 

Mr.  Sheean:  It  w^as  to  make  clear  the  fact  that  in  the 
issues  joined  here  the  parties  presenting  this  demand  for  adjudi- 
cation did  not  represent,  and  that  the  firemen  on  the  Yazoo  & 
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Mississippi  Valley  Railroad  have  presented  no  applications  for 
any  change  in  their  conditions. 

Mr.  Carter :  Then  I  am  to  understand,  Mr,  Chairman  and 
gentlemen,  that  that  will  be  the  basis  of  an  effort  on  the  part  of 
the  Illinois  Central  Railroad  to  prevent  the  application  of  this 
award  to  its  property  known  as  the  Yazoo  &  Mississippi  Valley 
Railroad?  If  that  is  the  attitude  of  the  Illinois  Central  Railroad 
and  its  officials,  I  desire  to  call  attention  to  the  fact  that  it  is  a 
direct  repudiation  of  the  Arbitration  Agreement  which  appears 
in  the  proceedings  of  November  30,  1914.  You  will  find  the 
Arbitration  Agreement — 

Mr.  Nagel:     Mr.  Carter,  is  that  question  presented? 

Mr.  Carter:  Yes,  sir,  by  their  introduction  of  that  evi- 
dence yesterday. 

Mr.  Nagel :  I  am  not  so  clear  about  that.  The  introduc- 
tion of  the  evidence  would  go  to  show  that  neither  party  to  this 
agreement  is  acting  with  respect  to  the  firemen  on  that  particu- 
lar road.  The  firemen  are  as  free  to  repudiate  as  the  road  is,  if 
they  desire.  Is  not  that  so?  Are  not  the  firemen  as  free  to 
repudiate  the  award  as  the  road  is? 

Mr.  Sheean:     On  the  Y.  &  M.  V.? 

Mr.  Nagel:     Yes. 

Mr.  Sheean :  The  firemen  on  the  Y.  &  M.  V.  Railroad  have 
presented — 

Mr.  Nagel :  Neither  party  is  bound  by  the  award  in  respect 
to  that  road. 

Mr.  Sheean:  The  Y.  &  M.  V.  firemen  have  presented  no 
demands. 

Mr.  Nagel :  Does  that  justify  the  assertion  that  any  party 
to  this  agreement  is  endeavoring  to  evade  the  award? 

Mr.  Carter:  Yes,  sir.  Early — in  fact  I  believe  about  the 
first  or  second  day  of  the  proceedings,  counsel  for  the  railroads 
approached  Mr.  Stone  and  myself  with  regard  to  our  attitude  on 
the  Y.  &  M.  V.  Railroad.  Without  hesitation,  I  stated  that  the 
firemen  on  the  Y.  &  M.  V.  Railroad  were  as  much  a  party  to  this 
arbitration  proceedings  as  the  firemen  on  any  other  railroad. 
The  fact  that  they  were  Negroes  in  a  vast  majority  of  cases,  did 
not  permit  the  Illinois  Central  Railroad  to  say  to  those  Negroes 
a  Federal  Law  does  not  apply  to  Negroes.    In  the  arbitration 
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agreement,  the  Managers  Committee  specilically  agreed  to  in- 
clude for  both  engineers  and  liremen,  of  the  Y.  &  M.  V.  liaihvay 

The  Chairman:     How  is  that?    I  didn't  catch  that. 

Mr.  Carter:  In  the  Arbitration  Agreement  the  Managers 
Committee  specifically  included  the  Yazoo  &  Mississippi  Valley 
Railroad  in  the  arbitration  for  engineers,  hostlers  and  firemen. 
The  only  exception — 

The  Chairman :  Well,  now,  at  that  time  were  the  firemen 
on  that  particular  road  represented  by  any  one? 

Mr.  Carter :  The  majority  of  the  firemen  on  this  particular 
road  are  Negroes,  and  they  are  not  members  of  this  Brother- 
hood. The  same  thing  applies  to  certain  Negro  firemen  on  the 
main  line  of  the  Illinois  Central,  but  in  no  instance  do  we  recog- 
nize the  right  of  any  railroad  to  exemi)t  themselves  from  a  wage 
agreement  or  an  arbitration  award  by  the  employment  of 
Negroes.  We  hold  that  if  a  company  sees  fit  to  employ  Negroes, 
then  those  negroes  should  be  entitled  to  the  same  wages  as  a 
white  man  under  any  arbitration  award. 

Mr.  Carter:  In  order  that  this  may  be  made  clear,  when 
it  became  evident  to  us  that  that  was  to  be  a  question,  then  T 
sent  a  representative  to  the  Yazoo  &  Mississipi)i  Valley  Rail- 
road and  I  now  have  a  petition  addressed  to  this  Board  saying 
that  they  Avant  this  Brotherhood  to  represent  them — a  majority 
of  the  Negroes.  Immediately  it  was  known  what  we  were  doing, 
the  officials  of  the  Yazoo  &  Mississippi  Valley,  perhaps  with  the 
consent  and  knowledge  of  the  officials  of  the  Illinois  Central 
Railroad,  began  to  coerce  those  Negroes  and  tell  them  they 
would  lose  their  jolis  if  they  signed  the  jx'tition.  We  have  their 
names  here,  a  majority  of  the  firemen  on  the  Yazoo  &  Mississippi 
Valley,  and  we  submit  if  there  is  any  question  whether  this 
Board  has  a  right  to  grant  an  award  for  Negro  firemen,  either 
on  the  Illinois  Central  or  Yazoo  &  Mississip])i  Valley,  we  want 
to  know  it  now.  With  regard  to  the  representative  of  the 
Brotherhood  of  Locomotive  Firemen  and  Knginemen,  and  the 
same  applies  to  the  Brotherhood  of  Locomotive  Engineers,  they 
are  not  in  favor  of  the  closed  shop.  AVe  believe  these  organiza- 
tions will  prosper  most  by  permitting  every  man  to  exercise  his 
right  as  to  whether  he  wants  to  belong  to  the  organization  or  not, 
and  it  is  not  an  unusual  matter  to  find  almost  a  majority  of  the 
firemen  on  some  roads  not  members  of  tliis  Brotherhood.    When- 
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ever  promotions  are  extremely  rapid,  particularly  on  the  small 
roads,  we  find  a  lot  of  new  men  come  in  who  are  not  eligible  to 
membership  in  our  organization,  and  who  are  not  members ;  yet, 
not  in  a  single  instance  has  any  railroad  company  attempted  to 
say  that  because  these  men  were  not  represented  in  the  making 
of  this  schedule  it  does  not  apply  to  them.  Now,  I  understand 
that  because  these  Negroes,  in  the  beginning,  were  not  repre- 
sented, it  is  contended  by  the  Illinois  Central  Eailroad,  which 
owns  and  operates  the  Yazoo  &  Mississippi  Valley,  that  the 
award  must  not  apply. 

The  Chairman:  My  reason  for  asking  the  question  as  to 
whether  they  were  represented  or  not,  at  the  time  this  agree- 
ment was  entered  into  was,  tliat  we,  as  ai'bitrators,  could  only 
consider  such  matters  as  may  have  been  submitted  to  us  by  the 
parties  to  this  agreement,  at  the  time  it  was  agreed  to  arbitrate 
the  questions  now  before  us.  Of  course,  we  do  not  know  whether 
a  man  is  a  white  man  or  a  colored  man,  insofar  as  the  arbitration 
is  concerned.  We  cannot  inquire  into  the  question  as  to  whether 
he  is  white  or  colored.  They  are  all  American  citizens  before 
us,  and  should  and  will  receive  the  same  kind  of  treatment. 

Mr.  Carter :  I  have  been  informed,  Mr.  Chairman  and  gen- 
tlemen, that  in  the  last  arbitration  award  to  firemen  on  the 
St.  Louis  &  San  Francisco  Eailroad,  the  officials  of  that  com- 
pany refused  to  apply  the  award  to  certain  Negro  firemen.  Is 
that  true?  Mr.  Blennerhassett,  our  Chairman  there,  verifies 
my  statement  that  in  the  Arbitration  Award  of  1910,  the  officials 
of  the  St.  Louis  &  San  Francisco  Railroad  refused  to  apply  the 
wages  by  that  award  to  any  fireman  who  was  a  Negro.  Now,  if 
we  come  to  that  point  that  the  railroads  will  use  the  Negroes  as 
firemen,  specifically  for  the  purpose  of  avoiding  the  payment  of 
proper  wages  and  the  maintenance  of  j^roper  working  condi- 
tions, it  is  a  serious  prolilem,  and  I  think  we  should  know  right 
now  if  this  Board  has  not  the  legal  right  to  fix  a  wage  for  the 
firemen  on  the  Yazoo  &  Mississippi  Valley,  which  is  really  the 
property  of  the  Illinois  Central  Railroad. 

The  Chairman :  Have  you  a  chairman  of  the  committee  or 
somebody  in  the  organization,  who  is  authorized  to  speak  for 
these  particular  people  on  this  road?  That  is,  are  there  not  some 
white  firemen  on  this  road? 
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Mr.  Carter:  1  tlihiU  ahont  K)  or  15  [ici-  cent  ot'tli*'  iikmi  arc 
white. 

The  Chairman  :     Are  tliey  iiieiiibers  of  the  ( )rf^ani/ati()ii  ? 

Mr.  Carter:  Some  of  them  are,  l)ut  few  of  tlieni.  Tliere 
has  been  a  coercive  influence  down  tliere  tliat  makes  a  wliite 
man  afraid  to  join  this  Brotherhood.  I  want  to  call  your  atten- 
tion to  the  fact  that  it  is  not  the  Yazoo  &  Mississippi  Valley 
Eailroad,  but  the  Illinois  Central,  for  every  officer  of  tin*  \'azo*o 
&  Mississippi  Valley  is  an  officer  of  the  Illinois  Central,  except 
the  subordinate  superintendents.  You  take  the  Railwav  (J aide, 
and  you  will  find  every  officer  of  the  Yazoo  &  Mississip|)i  Valley 
is  an  officer  of  the  Illinois  Central,  except,  as  I  say,  certain 
superintendents. 

Now,  with  regard  to  the  Arbitration  Agreement,  we  find 
there  are  only  two  exceptions  made  by  the  Managers  Connnittee, 
as  to  the  application  of  this  Award.  The  Chicago  &  Western 
Indiana  Railroad  says  ''firemen  only,"  and  I  feel  now,  by  the 
language  of  that,  that  when  we  accepted  it  we  have  been  caught 
in  a  trap.  The  purpose  of  the  Chicago  &  Western  ludiaiui  was 
to  exempt  their  engineers,  because  of  the  fact  that  their  engineers 
had  just  had  an  arbitration.  We  thought  we  had  the  hostlers  in 
here,  but  now,  when  I  begin  to  read  this,  I  see  it  says  "firemen 
only."  And  so  this  poor  fellow  Holloway,  from  that  road,  who 
testified  he  was  getting  16  cents  an  hour — 

Mr.  Shea :     He  was  not  from  that  road. 

Mr.  Carter:  He  was  not?  In  any  event,  I  feel  that  the 
strict  letter  of  the  Agreement  mil  deprive  the  hostlers  on  that 
road  from  the  application  of  the  Award.  The  only  other  excep- 
tion is  the  St.  Louis  &  San  Francisco,  which  says  "except 
hostlers."  When  we  come  to  the  Illinois  Central,  it  says,  "Illi- 
nois Central  R.  R.,  Yazoo  &  Mississippi  Valley  Ry.";  no  excep- 
tion made.  If  they  had  said,  except  the  negroes,  we  confess  that 
the  negroes  would  not  have  been  parties  to  this  arbitration. 
But  I  have,  to  file  with  this  Board  any  time  it  desires,  a  petition 
signed  by  a  majority  of  the  firemen  on  the  Yazoo  &  Mississippi 
Valley,  that  they  do  be  included  in  this  award,  if  it  is  a  question 
as  to  whether  we  have  authority  to  represent  them  or  not. 

Mr.  Sheean:  Simply  to  make  clear  the  fact,  and  to  read 
into  the  record  the  fact,  that  at  the  time  the  demands  were 
presented,    the    persons    presenting    the    demands    specifically 
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pointed  out  that  these  were  made  on  behalf  of  the  engineers^ 
it  was  to  make  clear  the  fact  that  at  no  time,  either  then  or 
since,  did  these  gentlemen  claim  to  represent  at  any  time,  either 
the  negro  or  the  white  man  on  the  Yazoo  &  Mississippi  Valley 
Railroad,  engaged  as  firemen  upon  that  road.  I  inquired,  as 
Mr.  Carter  has  said,  early  in  the  proceedings,  whether  or  not 
they  had,  in  fact,  taken  any  vote  of  the  firemen  on  the  Yazoo 
&  Mississippi  Valley,  as  to  whether  or  not  these  demands 
would  be  insisted  on  under  penalty  of  strike ;  whether  or 
not  they  were  included  in  the  strike  ballot;  and  I  was  ad- 
vised, I  think  by  them,  that  the  firemen  on  the  Yazoo  & 
Mississippi  Valley  were  not  permitted  to  vote  on  the  question, 
or  at  least  did  not  vote,  and  that  they  at  no  time  represented,  or 
had  any  representation,  by  lodge  membership  or  otherwise,  any 
of  the  firemen  on  the  Yazoo  &  Mississippi  Valley  Railroad.  And 
simply  that  we  might  make  clear  the  fact,  and  to  .prevent  the 
possibility  of  any  claim  being  made  that  people  who  were  not 
parties  to  the  arbitration,  by  representation  or  otherwise,  to 
make  impossible  the  effort  not  to  represent  these  men,  but  to 
root  them  out  of  their  jobs,  so  that  there  would  not  be  the 
opportunity,  under  the  guise  of  representation  here,  to  do  what 
is  fully  understood  not  to  mean  taking  care  of  the  firemen  upon 
that  road,  but  to  deprive  the  firemen  on  that  road  of  their  present 
jobs;  and  it  was  simply  to  make  clear  that  at  no  time  in  the 
presentation  of  the  demands,  before  or  since,  did  either  of  these 
organizations,  in  fact,  represent  these  men,  that  this  fact  was 
made  a  matter  of  record  yesterday. 

Mr.  Carter:  Mr.  Chairman  and  gentlemen,  we  shall  pre- 
sent evidence  to  the  Board,  at  any  time  they  desire  it,  that  there 
was  an  agreement  and  is  an  agreement  between  the  Brotherhood 
of  Locomotive  Engineers,  and  the  Brotherhood  of  Locomotive 
Firemen  and  Enginemen,  that  on  roads  where  the  firemen  can 
not  maintain  a  committee,  that  the  Brotherhood  of  Locomotive 
Engineers  will  and  do  represent  the  firemen.  When  the  time 
came  to  vote  the  men  for  a  strike,  last  July,  it  was  our  under- 
standing that  the  B.  of  L.  E.  would  vote  the  firemen  on  the 
Yazoo  &  Mississippi  Valley.  Afterwards,  we  heard  that  they 
were  not  voting  them,  and  the  correspondence  will  show  that  by 
wire  of  Grand  Chief  Stone,  he  wired  his  Chairman  and  the 
Chairman  wired  back  that  he  did  not  understand  that  was  the 
situation.    Is  that  so? 
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Mr.  Stone:     Yes. 

Mr.  Carter:  I  am  telling  you  that  that  very  Chairman  has 
assisted  in  the  polling  of  these  same  men,  early  in  December, 
to  ascertain  whether  or  not  they  delegated  to  this  Brotherhood 
and  this  Board  authority  to  represent  their  interests  in  this 
arbitration. 

Understand,  our  only  purpose  in  taking  that  step  was  to 
meet  the  question  of  authority.  So  far  as  the  law  is  concerned, 
I  imagine  the  Board  can  attend  to  that.  So  far  as  the  legality 
of  the  Arbitration  Agreement  is  concerned,  I  presume  the  Board 
will  have  no  difficulty  in  passing  upon  that. 

Now,  with  regard  to  what  has  been  said  as  to  our  effort  to 
eliminate  the  Negro.  The  only  influence  that  we  have  in  the 
elimination  of  the  Negro  is  this :  whenever  we  get  or  compel  a 
railroad  to  pay  the  same  wages  to  a  Negro  as  a  white  man,  no 
railroad  will  employ  Negroes ;  and  it  is  only  to  that  extent  that 
counsel  for  the  railroads  refers,  when  he  says  that  we  knew  that 
when  this  award  applies  to  Negro  firemen  on  the  Yazoo  &  Missis- 
sippi Valley  and  the  Illinois  Central  they  will  only  hire  white 
men  thereafter.  The  Negroes  are  only  hired  because  they  get 
them  cheaper. 

Mr.  Nagel :  Then,  how  did  you  induce  the  Negroes  to  sign 
this  petition  f  They  are  working  themselves  out  of  a  job,  are 
they  not? 

Mr.  Carter :  I  will  say  to  you,  if  the  Yazoo  &  Mississippi 
Valley  Eailroad  or,  rather,  the  Illinois  Central  Railroad,  de- 
prives their  Negro  firemen  of  their  jobs,  simply  because  this 
Board  says  that  a  Negro  is  entitled  to  the  award,  then  the  crime 
lies  with  the  Illinois  Central  Railroad  and  not  with  us. 

Mr.  Nagel:  We  will  not  be  able  to  control  it  beyond  that, 
but  I  am  interested  to  know  what  actuated  the  Negro  to  sign 
this  petition,  when  he  knows  that  will  deprive  him  of  the  job. 

Mr.  Carter:    I  do  not  think  he  knows  it.    The  Illinois  Cen- 
tral has  excepted  the  Negro  firemen.    Has  the  St.  Louis  &  San 
Francisco  Negro  firemen  yet? 
Mr.  Blennerhassett :    Yes. 

Mr.  Carter :    I  will  say,  without  consulting  our  chairman  of 
the  St.  Louis  &  San  Francisco  Railroad,  we  have  never  brought 
any  pressure  to  say  they  should  not  work  there,  have  wet 
Mr.  Blennerhassett:    No. 


3614. 

Mr.  Carter :  if  the  Negroes  are  displaced  by  this  Arbitra- 
tion Award  applying  to  the  Yazoo  &  Mississippi  Valley,  it  is  not 
the  fault  of  the  firemen  or  the  engineers,  or  their  organizations. 
It  will  be  the  fault  of  the  railroad,  who  recognized  that  when 
they  had  to  pay  a  going  rate,  that  the  Negro  does  not  come  up 
to  the  standard,  and  they  know  it. 

Now,  there  may  be  exceptions  to  that  rnle.  They  may  have 
Negro  firemen  who  are  efficient  men,  and  I  doubt  very  much 
whether  they  will  be  displaced  by  the  officials  of  the  Illinois  Cen- 
tral or  the  Yazoo  &  Mississippi  V^alley.  It  is  only  because  they 
get  a  class  of  labor  that  would  not  be  permitted  to  ride  on  a 
locomotive  in  the  northern  states,  that  those  Negroes  are  used 
there.  You  heard  the  testimony  from  the  Santa  Fe,  that 
Negroes  there  could  not  even  read  the  book  of  rules,  much  less 
learn  them.  They  do  not  care  for  ''safety  first"  where  there  is 
a  dollar  saved  for  the  company.  The  Illinois  Central  out  of 
Chicago  is  an  advocate  of  "safety  first,"  but  on  the  south  end 
of  the  road  in  their  Yazoo  &  Mississippi  Valley  district  they 
put  Negroes  on  that  cannot  even  read  a  time  card  or  a  book  of 
rules,  and  they  do  not  care  whether  there  is  one  man  or  no  man 
there  who  can. 

Mr.  Sheean:  Do  you  claim  you  are  representing  the  men 
you  are  now  describing'? 

Mr.  Carter:  I  am  representing  the  Negro  firemen  on  the 
Yazoo  &  Mississippi  Valley  Railroad,  and  at  the  pleasure  of  the 
Board  I  will  file  a  petition  signed  by  the  majority  of  them.  But 
I  protest  that  the  railroad  officials  there  are  already  attempting 
to  coerce  these  Negroes  to  withdraw  their  signatures.  We  have 
that  information. 

Mr.  Sheean:  But  you  did  not  represent  any  of  them  at 
the  time  this  agreement  was  signed! 

Mr.  Carter:  We  certainly  did.  We  certainly  represented 
them  just  as  much  as  we  represent  the  Negro  firemen  on  the 
Illinois  Central,  or  on  branches  of  the  Illinois  Central,  or  on  the 
St.  Louis  and  San  Francisco.  We  represent  all  firemen,  with- 
out question.  In  some  instances  there  may  be  firemen  who  are 
not  members  of  the  organization.  We  never  have  approached 
them  and  asked  them  to  become  members,  yet  they  are  repre- 
sented in  this  movement.     It  is  not  a  question  of  membership 
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or  jurisdiction,  hut  of  wliat  tlics*'  raili-uads  shall  pay  their  en- 
gineers and  firemen. 

The  Chairman:  The  Board  will  liear  such  evidence  as  you 
may  see  fit  to  introduce  on  eitlier  side,  and  will  arrive  at  a  con- 
clusion as  to  what  it  will  do,  in  due  time. 

]\Ir.  Stone :  Back  of  all  that,  it  is  the  fact  that  we  stand  on 
the  agreement  signed  l>y  re))resentatives  of  these  railroads  for 
the  Arbitration.  I  simjily  refer  you  to  the  written  contract 
between  the  two  parties  to  this  dispute,  which  brought  it  to  this 
Arbitration  Board,  and  there  is  no  exception  made  for  the  (ire- 
men  on  the  Yazoo  &  Mississippi  Valley  Railroad. 

Mr.  Nagel:  There  is  just  one  (juestion.  Did  you  represent 
the  negro  firemen  in  such  manner  that  they  are  bound  by  this 
award  ? 

Mr.  Carter:     As  much  so  as  any  other  firemen. 

Mr.  Nagel :  Were  they  ]iarties  I  Did  they  ask  you  to  repre- 
sent them  t 

Mr.  Carter :     Not  at  that  time,  but  they  have  since. 

Mr.  Nagel :  I  want  to  know  whether,  at  that  time,  when 
the  agreement  was  made,  because  we  refer  to  this  agreement, 
and  the  agreement  is  mutual.  If  the  roads  are  bounil,  the  men 
must  be  bound.  I  want  to  know  whether  they  were  directly  or 
indirectly,  through  their  own  representation,  or  through  you, 
parties  to  the  agreement,  so  as  to  be  bound  by  the  Award  1 

Mr.  Carter:  I  will  say  in  reply  to  that  that  the  Brother- 
hood of  Locomotive  Engineers,  if  we  are  to  consider  the  matter 
of  jurisdiction,  has,  by  mutual  consent  of  these  two  organiza- 
tions, jurisdiction  over  engineers  and  firemen,  on  the  Y.  &  M.  V. 
I  believe  it  is  a  fact  that  the  engineers  make  the  wages  and 
have  made  the  wages  for  the  firemen  on  the  Y.  &  M.  V.  Do 
you  know  whether  it  is  a  fact  or  not,  Mr.  Stone  ?  I  will  ask  you 
to  state  if  the  engineers'  wages  on  the  Y.  &  M.  V.,  or  a  certain 
per  cent  of  the  wages  of  the  engineers  on  the  Y.  &  M.  V.  have 
always  gone  to  the  firemen  1 

Mr.  Stone:  The  firemen  on  the  Y.  &  M.  V.,  during  all  the 
years  I  have  been  Chief  Executive,  the  firemen's  wages  have 
been  fixed  by  a  certain  percentage  of  the  engineer's  wage.  They 
never  have  had  any  contract  of  their  o\\ti,  but  have  always  been 
paid  a  fixed  percentage  of  the  engineers'  wage,  and  whenever 
the  engineers  have  an  increase,  the  firemen  benefited  therel)y. 


3616 

Mr.  Carter:     When  shall  I  present  this? 

The  Chairman :  You  may  wait  until  your  regular  turn  in 
rebuttal,  or  you  may  introduce  it  now,  either  way. 

Mr.  Stone:  Now,  Mr.  Chairman,  again  referring  to  the 
request  made  on  the  Board  just  before  the  adjournment  yester- 
day at  noon,  and  the  ruling  by  the  Board  at  the  beginning  of 
the  afternoon  session,  I  desire  to  inform  you  that  we  have  had 
a  conference  with  the  representatives  of  the  railroads,  and  it 
is  not  our  desire  to  try  to  over-burden  or  embarrass  the  roads 
in  any  way,  and  we  have  mutually  reached  the  conclusion  to  ask 
for  these  papers  from  five  roads,  instead  of  asking  for  them  from 
98  roads,  and  these  are  the  roads :  The  Chicago,  Burlington  & 
Quincy;  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Eailway; 
the  Colorado  &  Southern ;  the  Great  Northern ;  and  the  Southern 
Pacific  Lines,  both  East  and  West. 

Mr.  Park :     Does  that  include  the  Sunset  Lines,  Mr.  Stone  ? 

Mr.  Stone:     Yes. 

Mr.  Park:    All  the  Southern  Pacific? 

Mr.  Stone:  The  Southern  Pacific  System.  We  desire  to 
have  the  train  sheets,  the  time  tickets,  and  if  there  is  a  delay 
report  made  out  in  addition  to  the  time  ticket,  we  want  that. 
And  many  of  the  roads  enter  their  time  tickets  in  a  time  book. 
It  would  probably  expedite  the  work  if  we  could  have  their  time 
books,  with  the  payrolls.  It  is  our  desire  to  make  a  thorough 
check  of  these  and  see  if  we  cannot  find  where  the  trouble  is 
with  this  estimate. 

Mr.  Sheean :  I  indicated  to  Mr.  Stone  I  would  like  to  know 
just  the  detail  of  where  it  was  to  be  furnished,  and  suggested 
that  possibly  we  could  start  right  in  on  part  at  least.  One  road, 
the  Burlington,  is  here  in  Chicago,  and  we  could  start  on  that 
at  once.  Of  course,  as  to  these  Sunset  Lines,  it  is  hard  to  say. 
how  long  it  is  going  to  take  to  get  these  things  from  them.  I 
don't  want  to  make  any  prediction.  We  will  make  a  request 
that  it  be  furnished  promptly.  As  Mr.  Stone  understands,  train 
sheets  are  something  a  custodian  will  probably  want  to  accom- 
pany, and  he  suggests  they  be  photostated,  because  that  is,  of 
course,  the  log  of  all  the  trips  upon  the  road,  and  if  he  has 
reached  any  conclusion  as  to  just  the  time,  place  and  manner 
of  starting  in  on  this,  we  are  ready  to  start  at  once,  but  it  is 
left  as  yet  just  a  little  indefinite  as  to  where  this  material  shall 
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be  brought  when  it  arrives  here,  and  whether  or  not  the  court 
will  take  charge  of  the  train  sheets  pending  the  time  of  their 
being  photostated. 

Mr.  Sheean:  "We  want  to  co-operate  in  every  way  to  get 
this  just  as  promptly  and  expeditiously  as  possible,  and  as  to 
the  one  Chicago  road  that  is  named,  I  assume  that  part,  at  least, 
of  the  time  slips  will  be  started  in  with  promptly  and  the  others 
gotten  under  way,  right  away,  so  that  if  you  will  let  us  know, 
Mr.  Stone,  a  little  more  in  detail — 

Mr.  Stone:  We  will  try  and  work  out  the  details  during 
the  day,  Mr.  Chairman.  I  realize  that  train  sheets  are  almost 
the  life  and  death  of  a  railroad.  They  are  called  upon  at  any 
time.  I  will  say  to  you  frankly,  I  do  not  want  to  be  responsible 
for  any  great  length  of  time  myself,  for  train  sheets.  So  I 
think,  with  the  co-operation  of  the  railroads,  we  can  work  out 
some  plan  whereby  they  can  be  safeguarded  by  a  representative 
of  the  companies,  and  I  am  informed  by  them  that  they  have  no 
objection  to  a  photostat  copy  being  taken  and  the  original  will 
be  returned  in  a  few  hours. 

The  Chairman:  An  order  will  be  entered,  embodying  the 
agreement. 

J.  H.  KEEFE  was  recalled  for  further  examination,  and 
having  been  previously  sworn,  testified  as  follows : 

Mr.  Sheean :  Mr.  Keefe,  on  Exhibit  No.  4,  I  think  we  had 
passed  sheet  2.  Turning  to  sheet  3,  will  you  please  give  us  the 
changes  on  all  the  roads,  treated  collectively,  between  the  years 
that  are  shown  on  that  sheet? 

Mr.  Keefe:  Sheet  No.  3  shows  the  operating  expense  by 
individual  railroads ;  shows  the  comparison,  1914  with  1913  and 
1910.  The  increase  of  1914  over  1910,  as  shown  on  the  bottom 
column,  number  5,  was  $103,007,048.72.  There  was  a  decrease 
in  the  year  1914  over  1910,  as  shown  on  the  bottom  column  of 
number  6,  to  the  extent  of  $6,422,243.81. 

Mr.  Sheean:  Anything  specifically  to  which  you  wish  to 
direct  attention  on  that  sheet  of  the  exhibit? 

Mr.  Keefe:    No,  sir. 

Mr.  Sheean :  Sheet  4,  showing  the  operating  revenues,  by 
the  lines  severally  assembled,  contains  the  information,  railroad 
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for  railroad,  that  is  shown  in  the  aggregate  on  the  snmmaiy  on 
the  first  sheet  of  this  exhibit? 
Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :     Nothing  on  that,  as  to  any  particular  railroad 
to  which  you  think  attention  should  be  directed? 
Mr.  Keefe:     No,  sir. 

Mr.  Sheean :     And  on  sheet  number  5,  of  this  exhibit,  show- 
ing the  taxes  on  the  individual  railways,  the  detailed  informa- 
tion as  to  the  lines  severally  appears! 
Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  on  this  sheet  number  5,  of  Exhibit  4, 
while  the  increase  in  taxes  on  the  roads  collectively  is  shown, 
it  does  appear  that  on  a  few  roads  there  were  decreases? 

Mr.  Keefe:  Very  few  roads  show  decrease.  There  are 
several  of  them  that  do.    Thev  are  very  far  in  the  minoritv. 

Mr.  Sheean :     And  on  such  few  roads  as  showed  a  decrease 
in  taxes,  the  heavy  faced  type  is  used  to  indicate  the  decrease? 
Mr.  Keefe :     Yes,  the  amount  of  the  decrease. 
Mr.  Sheean :     On  this  sheet,  you  show  the  mileage  for  the 
one  year,  Mr.  Keefe? 
Mr.  Keefe :     Yes. 

Mr.  Sheean :  What  was  the  purpose  of  having  the  mileage 
for  that  one  year  shown  on  this  sheet? 

Mr.  Keefe :  Why,  simply  to  show  the  average  miles  oper- 
ated, for  1914,  on  these  particular  railroads.  The  mileage  for 
1910  and  1913,  of  course,  decreased — showed  a  decrease  and 
the  amount  of  decrease  is  shown  on  the  first  sheet. 

Mr.  Sheean:     And  that  item  of  taxes  as  shown  on  sheet 
number  1,  shows  both  an  increase  in  individual  amount,  per 
mile,  as  well  as  a  very  great  increase  in  percentage,  per  mile  of 
line  operated  on  the  roads  collectively? 
Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  Sheet  number  6,  gives  the  detail,  or,  rather, 
gives  as  to  each  line  separately,  the  showing  as  to  operating 
income  in  the  years  compared,  which  is  assembled  on  the  last 
line,  for  all  roads — the  last  line  of  sheet  number  1  of  this 
exhibit? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     Is  there  anything  to  which  you  wish  to  direct 
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attention  as  to  any  particular  line  or  anytliin^  sliowri  on  this 
page  of  the  exhibit? 

Mr.  Keefe:  No.  Tt  will  be  noted  at  a  glance  tliat  prac- 
tically all  the  lines  show  a  decrease  in  their  operating  income, 
for  the  year  1914  over  1913,  and  a  majority  of  tlx'm  show  a 
decrease,  1914  over  1910,  operating  income. 

Mr.  Slieean:  And  oj^erating  income  as  here  shown,  or  here 
used  is  what  is  designated  by  the  Interstate  Connnerce  Commis- 
sion as  "operating  income,"  being  the  gross  operating  revenues, 
less  total  operating  expense,  less  deductions  for  taxes  ? 

Mr.  Keefe:  Yes,  and  the  net  charge  for  outside  operations 
— net  revenue. 

Mr.  Slieean:  So  that  under  the  head  of  '•oi)eratiiig  in- 
come" as  used  by  the  Interstate  Connnerce  Conmiission,  this 
is  the  amount  that  is  left  available  for  the  i)ayment  of  interest 
on  bonded  indebtedness,  or  for  meeting  any  kind  of  corporate 
obligations  *? 

Mr.  Keefe :  Yes,  for  any  corporate  income  charges ;  to  take 
care  of  all  income  charges,  such  as  hire  of  e(]uipment,  rental, 
lease  of  track  and  facilities,  as  well  as  interest  on  funded  debt, 
and  so  forth. 

Mr.  Slieean:  And  treating  the  lines  in  this  movement  as 
one  system,  there  was  a  decrease  in  1914,  from  1910,  in  operating 
income  over  $15,000,000  f 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  And  a  decrease  between  1914  and  1913  of 
nearly  $40,000,000? 

Mr.  Keefe:     Well,  a  little  over  $39,000,000. 

Mr.  Sheean:  In  the  amount  available  for  any  corporate 
purpose? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Sheet  No.  7  shows  the  last  month  in  which 
the  statistics  are  available  for  all  the  railroads.' 

Mr.  Keefe:  Yes,  it  shows  so  much  ])er  cent  of  the  fiscal 
year  as  the  returns  had  been  made  for,  and  indicating  that  there 
is  still  a  continuation  in  the  decrease  oi-  the  decline  of  the  rev- 
enues of  the  railroads,  and  that  decline  in  the  revenues  of  the 
railroads  is  greater  than  the  decline  in  the  operating  expenses, 
or  the  ability  to  take  care  of  the  decline  in  the  earnings. 

Mr.  Sheean:     That  is,  comparing  the  month  of  Novemher. 


3620 

1914,  with  the  month  of  November,  1913,  there  was  a  loss  in 
operating  income  on  the  roads  represented,  of  over  $4,000,000 
in  that  one  month  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  And  comparing  the  five  months,  which  ended 
November  30,  1914,  with  the  corresponding  five  months  of  the 
preceding  year,  there  was  a  loss  of  almost  $6,000,000  in  operat- 
ing income? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  That  brings  the  information  as  to  revenues, 
expenses  and  income  down  to  the  latest  date  as  to  which  statis- 
tics are  available  for  all  the  companies? 

Mr.  Keefe :  Yes.  On  that  last  sheet,  I  want  to  call  atten- 
tion to  the  fact  that  taxes  are  still  continuing  to  grow.  Even  in 
the  last  five  months  it  shows  an  increase  of  $820,000,  in  the  five 
months,  in  the  amount  of  taxes  that  the  railroads  are  paying, 
notwithstanding  the  great  decline  in  their  gross  revenues  and 
operating  income. 

Mr.  Sheean :  The  Canadian  Pacific  makes  no  separate  re- 
port for  its  line,  west  of  Fort  William? 

Mr.  Keefe :  No,  nor  do  they  make  any  reports  to  the  Inter- 
state Commerce  Commission,  and  these  are  the  tabulations  of  the 
returns  to  the  Interstate  Commerce  Commission,  and  the  Cana- 
dian roads  are  not  included  in  that,  because  we  were  not  able 
to  get  the  data. 

Mr.  Sheean :  But  you  do  not  keep  separate,  in  any  of  them, 
their  expenses  and  income,  separating  the  lines  west  of  Fort 
William  from  the  lines  east  of  Fort  William? 

Mr.  Keefe :  That  is  what  I  have  been  advised  by  the  offi- 
cials of  that  company. 

Mr.  Sheean :  And  it  is  only  the  part  of  the  lines  west  of 
Fort  William  that  are  represented  in  this  arbitration? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  is  there  anything  further  with  refer- 
ence to  Exhibit  4,  to  which  you  wish  to  direct  attention,  Mr. 
Keefe? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:     You  mav  cross-examine,  Mr.  Stone. 
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CKOSS-EXAMINATION. 

Mr.  Stone :  ^Vliy,  in  this  exhibit,  Mr.  Keefe,  are  the  Santa 
Fe  Coast  Lines  not  shown  as  a  separate  road  ? 

Mr.  Keefe:  As  I  understand  it,  it  is  in  accordance  with 
the  Interstate  Commerce  Commission  requirement,  or  permis- 
sion (I  don't  know  which)  that  they  would  consolidate  all  of 
their  earnings  and  expenses  in  making  reports  to  the  Interstate 
Commerce  Commission. 

Mr.  Stone:  Well,  I  see  you  segregate  all  these  other  little 
lines ;  the  Santa  Fe,  Prescott  &  Plioenix—  Oh,  that  is  included 
also.  You  take  the  Grand  Canyon  and  Eio  Grande  &  El  Paso; 
take  those  in  northern  Texas;  you  segregate  all  of  them. 

Mr.  Keefe:  This  was  made  up  just  from  the  reports  as 
they  were  made  to  the  Commission,  Mr.  Stone.  I  have  not  at- 
tempted to  ascertain  any  of  those  details.  The  data  was  taken 
from  -the  reports  as  they  were  on  file  with  the  Commission. 

Mr.  Stone :  Will  you  turn  back  to  sheet  1  of  your  Exhibit 
4,  My  understanding  of  this  sheet  is  that  it  is  a  condensed  in- 
come account  for  the  railroads  engaged  in  these  proceedings  for 
the  years  1910,  1913  and  1914,  and  you  have  made  a  comparison 
of  operating  results  of  the  year  1914  with  the  years  1910  and 
1913.    Is  that  correct? 

Mr.  Keefe:  I  don't  know  whether  it  is  a  condensed  income 
statement,  Mr.  Stone.  It  is  a  statement  that  shows  what  its 
gross  revenue  and  the  total  revenue  expense,  net  operating 
revenue,  taxes  and  operating  income  is.  I  am  not  familiar  with 
accounting  practices  enough  to  determine  whethei-  it  is  a  con- 
densed income  statement  or  not. 

Mr.  Stone:  Do  you  know  anything  about  llic  operating 
revenues  of  the  Western  Eailroads  for  1910,  as  compared  with 
the  years  preceding  or  the  years  that  have  followed  ? 

Mr.  Keefe:  Only  as  shown  by  this  statement,  Mr.  Stone, 
have  I  asked  for  or  obtained  any  detailed  information  regard- 
ing it. 

Mr.  Stone:  Then  you  don't  know  Avhether  the  years  pre- 
ceding 1910  or  the  years  that  have  followed,  are  bettei-  or 
worse,  except  for  the  years  that  you  have  shown  here? 

Mr.  Keefe:  That  is  true,  for  all  of  these  lailroads.  Of 
course,  I  can  for  our  own  railroad. 

Mr.  Stone:     Don't  vou  know  it  as  a  fact  of  general  knowl- 
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edge,  that  the  year  1910  showed  large  gains  in  operating  reve- 
nue and  net  revenue,  as  compared  with  the  years  that  pre- 
ceded it? 

Mr.  Keefe :  The  year  1910  was  a  good  year,  and  as  to 
whether  or  not  it  was  very  much  larger  than  the  year  which 
preceded  it,  I  don't  know,  Mr.  Stone.  I  didn't  make  any  com- 
parison or  compilation  of  the  series  of  years  prior  to  1910. 
1910  was  the  year  in  which  the  last  Award  was  made,  and  I  was 
only  concerned  with  what  was  the  result  of  the  roads  at  the 
time  that  that  Award  was  made,  that  is,  their  ability  at  that 
time  to  make  the  increases  that  were  granted  in  1910. 

Mr.  Stone:     And  that  was  your  reason  for  selecting  1910? 

Mr.  Keefe:     Yes. 

Mr.  Stone:  Just  how  did  you  happen  to  fall  on  the  year 
1913  then.    Were  there  any  awards  made  in  that  year? 

Mr.  Keefe :  No,  1913  was  the  vear  we  selected  at  the  time 
we  started  to  prepare  our  own  data  in  December.  It  was  the 
last  year  that  was  available  at  that  time,  and  we  made  our 
compilation  of  1913  as  compared  with  1910.  During  the  pro- 
longation of  these  proceedings  and  negotiations,  the  year  1914 
was  closed,  and  the  data  was  available  for  that  year,  and  I 
simply  inserted  the  year  1914,  as  I  also  inserted  the  data  for 
the  five  months  of  the  present  year. 

Mr.  Stone:  Don't  you  know  as  a  fact  of  general  knowl- 
edge, as  an  operating  official,  that  traffic  was  heavier  in  1910 
than  it  was  in  1909,  or  1911  or  1912,  and  that  net  operating 
revenue  was  greater  in  1910  than  in  the  other  years  mentioned? 

Mr.  Keefe :  Speaking  from  memor}^  only,  particularly  for 
our  part  of  the  country,  I  would  say  that  1911  was  as  good  or 
better  a  year  than  1910  from  a  financial  return,  but  I  would 
like  to  look  that  up,  Mr.  Stone,  before  I  answered  that  question 
directly,  if  you  give  me  the  opportunity. 

Mr.  Stone:  Well,  is  it  not  a  fact  that  in  1910  there  was 
a  greater  volume  of  both  freight  and  passenger  traffic  handled 
than  in  any  year  of  the  decade  preceding  it? 

Mr.  Keefe :  T  have  made  no  comparison  of  those  railroads, 
Mr.  Stone. 

Mr.  Stone:  In  the  comparison  of  operating  results  by 
years,  1910  occupies  the  same  relative  status  as  October,  1913, 
has  in  the  comparison  to  operating  results  by  months,  doesn't 
it?    It  is  the  high  peak. 
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Mr.  KeetV:     This  statement  shows  tlmt  in  1!)];;  tlieiv  w 
greater  revenues  than  there  were  in  1910.     It  sl.ows  that  ti.e 
gross  income  of  the  railroads  was  to  tlie  extent  of  $1U0  UUDOOO 
or  to  the  extent  of  $243,000,000  greater  than  1910.  '       ' 

Mr.  Stone :  So  it  shows  by  your  slieet  here,  it  was  mi.  ..x-h 
better  and  more  i)rosperons  year  tlian  1910 ;' 

Mr.  Keefe:  I  won't  say  prosperous  year,  because  the  net 
results  are  not  better  than  they  were  in  1910. 

Mr.  Stone:  But  it  is  a  fact  that  it  was  an  exceptionally 
prosperous  operating  year,  is  it  not? 

Mr.  Keefe:  It  was  a  year  of  great  earnings  as  wdj  as 
great  expenses. 

Mr.  Stone:  Tn  the  exceptionally  prosperous  year  of  1910, 
net  operating  revenues  reached  the  high  level  of '$39n,000,O00* 
but  in  the  still  more  prosj^erous  year  of  1913,  net  operating  rev- 
enues for  all  Western  Eailroads  were  $430,000,000. 

Mr.  Keefe :  Won't  vou  please  also  read  what  they  were  for 
1914? 

Mr.  Stone :  1  will  get  to  that  a  little  later  on.  What  were 
the  characteristics  of  the  year  1914,  from  nit  o]ioi-ating  stand- 
point, Mr.  Keefe? 

Mr.  Keefe:  As  revealed  by  these  tables,  they  show  a  very 
great  decline  in  the  return  to  the  railroads  from  the  operating 
of  their  property. 

Mr.  Stone:  Tt  shows  a  net  loss  in  l)oth  operating,  both  net 
and  gross  operating  revenue,  and  also  a  corres]ionding  nuirked 
increase  in  operating  expenses  as  compared  with  the  others? 

Mr.  Keefe:  Tt  shows  that  there  was  a  decline  of  $3(5,000,- 
000  in  gross  revenue,  with  only  a  decline  of  $6,000,000  in  operat- 
ing expenses,  and  with  an  increase  of  $8,000,000  in  taxes,  making 
a  net  decrease  in  operating  income  of  $39,000,000. 

Mr.  Stone:  Then  it  is  a  fact  that  in  1914  the  business  con- 
ditions were  below  normal,  and  the  general  industrial  conditions 
were  below  normal,  was  it  not? 

Mr.  Keefe:  T  haven't  made  any  check  to  compare  whether 
they  were  above  or  below  normal. 

Mr.  Stone:  Well,  traffic  offered  to  railroads  became  com- 
paratively small,  didn't  it? 

Mr.  Keefe:  There  was  a  considerable  decline  in  th(» 
amount  of  business  handled  in  the  vear  1914.    There  was  a  great 
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decrease  in  the  amount  of  business  handled  so  far  this  present 
fiscal  year. 

Mr.  Stone:  In  other  words,  the  year  1914  was  one  of  in- 
dustrial and  business  depression,  which  finally  reached  its  lowest 
stage  with  the  outbreak  of  the  present  European  war,  and  we 
came  pretty  near  having  a  complete  crash  and  industrial  break- 
down, did  we  not,  at  that  time?  Almost  reached  the  stage  of  a 
panic,  isn't  that  a  fact! 

Mr.  Keefe:  I  am  not  acquainted  with  the  financial  condi- 
tions. 

Mr.  Stone:  A  man  does  not  have  to  be  acquainted  with 
finances.  Is  it  not  a  matter  of  fact  that  the  daily  press  heralded 
it  through  the  world?  Isn't  it  a  fact  that  the  most  casual  reader 
of  the  daily  press  knew  that  industrial  and  business  conditions 
were  bad,  and  we  were  almost  on  the  eve  of  a  breakdown? 

Mr.  Keefe :  They  were  bad.  As  to  whether  we  were  on  the 
eve  of  a  breakdown,  I  am  not  competent  to  pass  upon  that. 

Mr.  Stone :  So,  in  order  to  get  a  comparative  result  of  the 
operating  of  the  railroads,  you  select  a  year  of  industrial  and 
business  stagnation,  like  1914,  and  compare  the  operating  move- 
ments of  Western  railroads  during  this  year  of  depression  with 
the  operating  results  of  the  two  previous  years  of  greatest  indus- 
trial prosperity  in  the  transportation  industry,  the  years  of  1910 
and  1913. 

Mr.  Keefe:  My  point  in  furnishing  this  exhibit  was  to 
show  the  exact  actual  financial  condition  of  these  railroads  for 
the  years  1913  and  1914,  and  also  what  they  were  in  1910,  when 
the  previous  demands  were  granted,  making  a  comparison  as  to 
the  financial  conditions  of  the  railroads,  at  the  present  time  when 
these  demands  are  under  consideration,  with  what  they  were 
when  they  received  their  last  award,  last  advance. 

Mr.  Stone:  Then,  is  the  object  of  the  exhibit  to  show  the 
poverty  of  the  railroads  at  the  present  time? 

Mr.  Keefe:     It  is  to  show  the  actual  condition. 

Mr.  Stone:  Well,  in  this  comparison  you  departed  from 
your  method  in  your  other  exhibit  in  estimating  the  financial 
significance  of  our  request,  did  you  not,  or  you  selected  an 
exceptionally  prosperous  month,  October,  1913,  to  show  the 
maximum  effect  of  our  wage  request,  and  now  you  select  a  year 
of  depression  to  compare  with  a  year  of  exceptional  prosperity, 
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in  order  to  show  declining  revenue  and  an  increase  in  oi)erating 
deficit,  do  you  not? 

Mr.  Keefe :  I  have  not  considered  1913  as  a  had  year.  I 
made  a  comparison  of  it  against  1910.  We  made  a  coniparison 
of  what  the  actual  results  are. 

Mr.  Stone:  You  compared  botli  the  good  years  of  1913 
and  1910,  however,  with  the  bad  year  of  1914,  didVou  not? 

Mr.  Keefe:  Simply  showed  what  the  conditions  were  for 
the  three  periods  of  time  showed  here. 

Mr.  Stone :  Do  you  think  tliat  is  a  consistent  way  to  arrive 
at  these  conclusions,  to  take  the  best  month  to  get  your  per- 
centage, and  then  take  the  poorest  yeai-  of  many  years  to  com- 
pare the  financial  ability  to  pay  I 

Mr.  Keefe:     The  statements  speak  for  themselves. 

Mr.  Stone :  Then  this  exhibit  is  really  another  step  in  your 
argument  relative  to  the  financial  effect  of  our  wage  request. 
Having  selected  a  month  of  unusual  traffic  conditions,  October, 
1913,  in  order  to  get  a  maximum  figure  for  the  effect  of  our 
wage  request,  you  then  select  the  year  1914,  one  of  the  worst 
years  in  the  transportation  industry  in  this  generation,  and 
compare  it  with  two  of  the  most  prosperous  years  in  the  past, 
in  order  to  show  that  operating  revenues  are  not  available  to 
meet  the  maximum  amount  of  increased  pay,  which  you  base  on 
your  exceptional  month  of  October.  That  is  the  effect  of  it,  is 
it  not? 

Mr.  Keefe:     No,  sir. 

Mr.  Stone :  This  statement  that  you  read  here  on  this  sheet 
1,  Mr.  Keefe,  although  it  does  show  some  declining  revenues 
in  your  method  of  compilation,  it  does  not  show,  however,  does 
it,  the  complete  and  real  financial  status  of  the  Western  rail- 
roads? 

Mr.  Keefe:  The  statement  shows  the  amount  of  money, 
whether  increase  or  decrease,  in  the  operating  income  for  the 
railroads  for  the  three  periods  of  time,  showing  a  considerable 
•decrease  in  the  operating  income  of  the  railroads. 

Mr.  Stone:  Well,  what  T  mean  to  bring  out,  what  1  am 
trying  to  bring  out,  is  that  this  exhibit  does  not  show  anything 
about  accumulated  surpluses,  and  the  increase  of  accumulated 
increases,  does  it? 
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Mr.  Keefe :  It  does  not  show  anything  more  than  what  is 
on  the  face  of  it. 

Mr.  Stone:  It  doesn't  show  anything  about  the  cash  the 
railroads  have  on  hand,  the  amount  that  has  been  paid  to  stock- 
holders in  dividends,  the  increase  in  dividends  since  1910,  the 
amount  of  operating  revenues  that  have  been  used  to  make 
extensions  and  betterments,  and  to  increase  the  value  of  the 
property  of  the  stockholders  since  1910.  This  is  all  left  out. 
You  simply  show  a  decrease  in  the  net  revenue  ? 

Mr.  Keefe:     The  table  speaks  for  itself,  Mr.  Stone. 

Mr.  Stone :  The  table  doesn't  speak  at  all,  and  I  am  unable 
to  get  you  to  say  anything  more  than  what  the  intent  of  the 
table  is. 

Mr.  Keefe:  The  statement  show^  all  of  the  information 
that  it  contains. 

Mr.  Stone:     Be  it  much  or  little?    You  didn't  say  which. 

Mr.  Keefe:     It  shows  the  actual  facts. 

Mr.  Stone:  Does  it  show  all  of  the  actual  facts  as  to  the 
financial  condition  of  the  railroads  at  the  present  time? 

Mr.  Keefe:  I  don't  understand  what  you  mean  by  "all  of 
the  actual  facts."  It  shows  the  information  as  the  table  is 
compiled.  It  does  not  show  what  disposition  was  made  of  the 
operating  income.  It  simply  shows  what  was  the  amount  of 
the  income  for  these  respective  years.  As  to  the  disposition 
that  was  made  of  this  income,  it  is  not  shown  on  that  statement. 

Mr.  Stone:  It  doesn't  show  whether  there  was  enough 
income  to  pay  all  the  legitimate  expenses  of  the  road  and  then 
have  some  left  for  surplus,  or  not,  does  it? 

Mr.  Keefe :  No,  sir ;  that  information  will  follow  on  supple- 
mental statements. 

Mr.  Stone:     That  is  coming  later? 

Mr.  Keefe:     Yes. 

Mr.  Stone :  Neither  is  there  anything  in  this  table  to  show 
the  decline  in  the  field  of  employment  for  engineers  and  firemen 
and  the  comparatively  greater  losses  they  sustained  in  earn- 
ings, or  the  actual  means  of  subsistence,  is  there?  You  made 
no  comparison  'as  to  whether  the  wages  of  engineers  and  firemen 
decline  in  perhaps  a  higher  ratio  than  the  decline  in  the  net 
revenues  of  the  railroads? 
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I   have   not   read    it   very   niucli   lately,    Mr. 


Mr.  Keefe:  There  is  no  such  infoi-niation  in  this  state- 
ment, Mr.  Stone. 

Mr.  Stone:  In  your  compilation  ol'  tiiese  different  statis- 
tics have  you  observed  or  read  of  any  conditions  of  this  kind 
where  the  wages  of  the  engineers  were  declining  more  rapidly 
than  the  revenues  of  the  railroads! 

Mr.  Keefe:     Bead  the  question. 

(The  question  was  read  as  above  recorded.) 

Mr.  Keefe:     No,  sir. 

Mr.  Stone:  Do  you  read  the  financial  press  at  all,  Mr 
Keefe  f 

Mr.  Keefe 
Stone. 

Mr.  Stone :  You  surely  find  time  to  read  the  Wall  Street 
Bible,  don't  you — Journal,  I  should  have  said? 

Mr.  Keefe:     No,  sir,  I  do  not. 

Mr.  Stone:  Is  it  not  a  fact  that  the  Wall  Street  Journal 
and  the  New  York  Journal  of  Connnerce  show  immense  losses 
in  the  earnings  sustained  by  railroad  employes? 

Mr.  Keefe:  I  have  not  seen  or  read  the  New  York  Jour- 
nal for  a  year. 

Mr.  Stone:  Do  you  show  anywhere,  in  any  exhibit,  any 
statement  relative  to  the  financial  administration  of  tlic  lail- 
roads  here  represented,  in  any  of  your  exhibits ;' 

Mr.  Keefe:  In  this  exhibit,  only  to  the  extent  to  wliicli  I 
have  shown  it. 

Mr.  Stone 
where  f 

Mr.  Keefe 

Mr.  Stone 


Do   you   cover   that    in   a   later   exhibit    any- 


We  have  some  additional  exhibits  to  file. 
In  this  outside  operations,  net  revenues,  do 
you  count  in  that  all  revenue  coming  from  outside  sources  other 
than  rail  operations? 

Mr.  Keefe:  No,  it  is  only  that  part  of  the  classification 
of  the  Interstate  Commerce  Commission  that  is  known  under 
that  head.  I  can  give  you  the  details;  there  are  21  items,  if 
you  like — 

Mr.  Stone :     It  is  not  necessary. 

Mr.  Keefe:  The  classification  of  accounts  of  the  Inter- 
state Commerce  Commission  will  give  you  the  details  as  to 
what  is  included  in  that  item. 
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Mr.  Stone :  Then  all  these  different  holdings  of  these  com- 
panies and  their  income  from  outside  sources,  that  has  perhaps 
been  brought  about  by  the  investment  of  the  productive  effi- 
ciency of  the  men,  are  not  shown  at  all  ? 

Mr.  Keefe:  This  is  the  result  of  the  rail  operations  of 
the  property. 

Mr.  Stone:     Nothing  else? 

Mr.  Keefe:     Nothing  else. 

Mr.  Stone :  Then  it  shows  nothing  more  than  the  results 
of  rail  operations  by  comparing  a  year  of  financial  depression 
with  two  prosperous  years,  that  is  all! 

Mr.  Keefe:  It  shows  the  financial  operations,  comparing 
the  year  1914  with  1913  and  1910. 

Mr.  Stone:  Then  that  is  really  all  the  significance  that 
this  exhibit  has,  is  it? 

Mr.  Keefe:     To  show  the  facts,  that  is  all. 

Mr.  Stone:  Just  a  comparison  between  a  lean  year  and 
two  fat  ones? 

Mr.  Keefe:     Just  to  show  the  actual  facts  as  they  exist. 

Mr.  Stone:  Still,  with  this  wonderful  decrease  that  you 
show,  it  might  be  possible  to  show  that  there  was  still  plenty 
of  net  revenue  left,  after  all  charges  were  paid,  to  take  care  of 
all  the  legitimate  claims  of  the  railroads,  might  it  not? 

Mr.  Keefe:     Read  the  question,  please? 

(The  question  was  read  as  above  recorded.) 

Mr.  Keefe:  If  it  can  be  sho^\ai  that  there  is  such  an 
amount  left.    I  cannot  subscribe  to  that. 

Mr.  Stone :  Outside  of  six  roads  in  the  "Western  territory, 
do  you  know  of  any  that  have  passed  their  dividends  or  made 
reductions  in  their  dividends  in  the  year  1914? 

Mr.  Keefe:  I  have  made  no  inquiry  and  am  not  compe- 
tent to  speak  on  that  point. 

Mr.  Stone:  Then  you  do  not  know  why  the  Frisco  and 
the  Rock  Island  did  not  pay  any  dividends  in  1914? 

Mr.  Keefe :    I  am  not  aware. 

Mr.  Stone:  In  compiling  these  figures,  did  you  discover 
why  the  Colorado  &  Southern  passed  its  dividends  in  the  year 
1914?  .  . 

Mr.  Keefe :  I  made  no  inquiries  or  made  no  investigation 
as  to  any  particular  companies. 
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Mr.  Stone:  You  must  have  made  some  investigations  in 
getting  these  exhibits  together,  or,  is  this  not  your  exhibit? 

Mr.  Keef e :     This  is  an  exhibit  which  1  have  filed,  yes,  sir. 

Mr.  Stone :  But  it  is  not  prepared  by  you,  I  see,  it  is  pre- 
pared by  the  Bureau  of  Eailway  Economics  at  Washington. 

Mr.  Keefe:  Under  instructions  of  our  Committee,  as  to 
what  they  were  to  show. 

Mr.  Stone:  But  I  understand  you  are  the  man  who  is 
swearing  to  these  under  oath,  that  these  tables  are  correct,  and 
that  these  compilations  are  correct? 

Mr.  Keefe:  I  am  swearing  as  to  what  these  statements 
show,  Mr.  Stone,  and  I  have  not  any  hesitancy  or  any  doubt  or 
any  fear  whatever  that  they  are  not  the  actual  returns  of  the 
railroads  to  the  Interstate  Commerce  Commission,  and  taken 
from  the  data  that  is  on  file  with  the  Interstate  Commerce  Com- 
mission. I  did  not  personally  compile  and  put  down  every  one 
of  these  figures. 

Mr.  Stone:  Neither  have  you  verified  them  or  checked 
them  in  any  way? 

Mr.  Keefe :  Only  to  the  extent  of  making  certain  that  they 
were  compiled  as  they  were  instructed  to  be  compiled. 

Mr.  Stone:  But  so  far  as  the  correctness  of  any  figure 
here,  you  are  not  prepared  to  say  that  they  are  correct.  You 
believe  they  are  correct? 

Mr.  Keefe :  To  the  best  of  my  knowledge  and  belief,  they 
are  absolutely  correct  and  reliable. 

Mr.  Stone:  But  you  have  no  personal  knowledge  to  that 
effect? 

Mr.  Keefe :  Only  to  the  extent  of  supervising  them  and  un- 
derstanding how  the  data  was  secured.  I  have  already  stated  I 
did  not  personally  collect  the  data,  Mr.  Stone. 

Mr.  Stone:  Well,  the  footnote  at  the  bottom  says  that  it 
was  prepared  by  the  Bureau  of  Railway  Economics  at  Wash- 
ington? 

Mr.  Keefe:    Yes. 

Mr.  Stone :  And  sent  on  to  you  here  to  be  introduced  as  an 
exhibit? 

Mr.  Keefe:  We  requested  the  Bureau  of  Railway  Eco- 
nomics to  make  a  collection  of  certain  data  that  was  from  the 
reports  filed  with  the  Interstate  Commerce  Commission,  the 


same  as  we  would  ask  any  other  statistician  or  firm  at  Washing- 
ton to  make  a  similar  comjDarison  from  public  records. 

Mr.  Stone:  In  compiling  these  different  exhibits  for  this 
arbitration,  you,  no  doubt,  have  made  a  careful  study  of  the 
operating  performance  of  the  Western  railroads,  have  youl 

Mr.  Keef e :  I  cannot  say  that  I  have,  no,  sir.  I  have  noted 
the  returns,  but  I  have  made  no  investigation  or  study  of  any 
particular  company  or  companies. 

Mr.  Stone :  And  in  all  of  your  comj)ilations  of  these  finan- 
cial statistics  and  data,  you  have  made  no  study  of  the  financial 
management  of  any  of  these  roads  here  represented? 

Mr.  Keefe:  No,  sir;  that  is  not  the  purpose  for  which  I 
was  selected  on  the  Conference  Committee  of  Managers. 

Mr.  Stone:  Well,  I  w^ould  naturally  suppose,  as  the  man 
who  was  making  the  statements  of  the  financial  conditions  of  the 
roads,  that  you  would  be  at  least  fairly  familiar  with  the  financial 
history  of  the  roads  for  whom  you  are  putting  up  the  exhibit.  Is 
not  that  a  fair  inference  to  draw? 

Mr.  Keefe:  It  is  not  such  an  inference  as  I  would  draw 
from  it,  no,  sir.  I  am  not  qualified,  nor  will  I  go  into  any  finan- 
cial history  of  any  of  these  railroads. 

Mr.  Stone:  Then  if  that  is  true,  Mr.  Keefe,  I  cannot  see 
just  what  bearing  your  exhibits  that  you  are  submitting  as  to 
the  financial  condition  of  these  roads  would  have,  if  you  are  not 
qualified  to  answer  any  question  as  to  the  financial  ability  of 
these  roads  to  pay. 

Mr.  Keefe:  If  there  is  any  question  3^ou  wish  to  ask  re- 
garding any  particular  road,  I  shall  undertake  to  secure  any 
such  information  as  you  may  desire  about  it ;  but  I  am  not  testi- 
fying as  to  the  financial  relations  or  condition  of  any  individual 
railroad  party  to  this  movement. 

Mr.  Stone:     Or  of  all  of  them  combined? 

Mr.  Keefe :  I  give  the  results  of  all  of  them  combined,  as 
shown  by  their  financial  reports,  which  are  public  documents 
on  file  at  Washington. 

Mr.  Stone:  Then  you  do  not  know,  in  the  compilation  of 
this,  or  from  a  compilation  of  their  annual  reports  filed  with 
the  Interstate  Commerce  Commission,  that  at  the  present  time 
these  railroads  engaged  in  this  arbitration  have  on  hand  in 
actual  cash  over  $208,000,000  in  reserve? 


Mr.  Keefe:  F  liavc  made  no  iiivestij^ation  of  that  char- 
acter. 

Mr.  Stone:  Neither  do  yon  know  that  they  have  an  accu- 
mulated surplus  of  over  $578,000,000  at  the  present  time. 

Mr.  Keefe :     I  have  made  no  investigation  as  to  that. 

Mr.  Stone :  Do  you  think  the  decline  in  revenues,  as  sliown 
in  1914  over  1910  and  1913,  indicate  a  decline  in  the  productive 
efficiency  of  the  Western  railroads,  so  far  as  their  engineers 
and  firemen  are  concerned f 

Mr.  Keefe:  I  have  made  no  investigation  whatever  into 
the  productive  efficiency  of  the  engineers  or  firemen.  I  i^imply 
show  here  what  is  the  actual  and  financial  condition  of  these 
railroads,  for  this  period  of  time. 

Mr.  Stone:  Well,  take  for  example,  your  own  road,  the 
Gulf,  Colorado  &  Santa  Fe.  I  find  that  in  comparing  your 
operating  expenses  for  1914  with  1913,  that  the  engineers  and 
firemen's  payroll  was  $28,551  less  in  the  last  year  than  it  was  in 
1913,  or  in  other  words,  the  engineers  and  firemen  received  only 
95.8  of  the  wages  in  1914  that  they  did  in  1913.  Do  you  think 
that  was  due  to  loss  of  productive  efficiency,  or  loss  of  mileage, 
or  what? 

Mr,  Keefe :  I  have  made  no  investigation  as  to  what  those 
figures  show,  Mr.  Stone.  I  have  not  been  on  the  G.  C.  &  S.  F. 
Railroad  for  a  year,  outside  of  three  weeks,  in  June. 

Mr.  Stone:  To  what  do  you  attribute  the  decline  in  oper- 
ating revenue,  1914  as  compared  with  1913  f 

Mr.  Keefe:  The  business  was  not  there  to  move.  Prob- 
ably also  some  decreases  in  rates.  I  have  made  no  investiga- 
tion.   Those  are  simply  my  surmises. 

Mr.  Stone:  Well,  then,  you  do  not  charge  it  to  any  in- 
creased outlay  for  locomotive  engineers  and  firemen,  do  you? 

Mr.  Keefe:     Decrease  in  operating  revenues? 

Mr.  Stone:     Yes. 

Mr.  Keefe:     No,  sir. 

Mr.  Stone:  Are  we  to  infer  from  this  exhibit,  Mr.  Keefe, 
or  are  we  to  arrive  at  the  conclusion,  or  is  it  your  conclusion, 
I  should  say,  rather,  from  this  exhibit,  that  it  is  shown  the 
Western  railroads  are  financially  unable  to  pay  the  wage  in- 
creases that  we  request? 

Mr.  Keefe :     My  conclusion  of  this  statement  is  that,  taking 
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into  consideration,  at  the  time  the  last  advances  were  made  in 
the  year  1910,  that  the  amount  of  money  that  the  railroads 
have  taken  in  and  the  amount  that  they  have  available  does  not 
warrant  or  justify  the  men  asking  for  any  increases  in  com- 
pensation at  this  time. 

Mr.  Stone:  Regardless  of  whether  they  are  justified  or 
not,  are  the  roads  financially  able  to  pay  the  request?  That  is 
the  question,  regardless  of  whether,  in  your  personal  opinion  or 
not,  the  men  are  not  justified ;  the  question  is,  are  they  financial- 
ly able  to  pay  the  request? 

Mr.  Keefe:  All  roads  are  not.  I  would  judge  from  the 
condition,  that  some  of  the  roads  are  not  at  the  present  time. 

Mr.  Stone:  I  thought  you  just  stated  a  short  time  ago 
that  you  had  made  no  financial  study. 

Mr.  Keefe:  I  am  speaking  just  from  general  knowledge 
of  the  conditions  of  some  of  the  railroads,  without  any  investi- 
gation whatever. 

Mr.  Stone :    I  think  that  is  all,  Mr.  Chairman. 

EE-DIRECT  EXAMINATION. 

Mr.  Sheean :  Mr.  Keefe,  as  a  part  of  this  Exhibit,  namely, 
Sheet  No.  4,  there  is  shown,  road  by  road,  the  net  operating 
income,  which  is  all  of  the  money  that  is  left  to  railroads,  as  I 
understand  the  classification  of  the  Interstate  Commerce  Com- 
mission, after  paying  the  operating  expenses,  income  from  oper- 
ation, and  deducting  taxes. 

Mr.  Keefe :     Sheet  No.  6,  instead  of  4. 

Mr.  Sheean :  Sheet  No.  6,  yes,  operating  income.  Certain 
railroads  upon  this  sheet  No.  6  show  that  there  is  an  actual 
deficit,  so  that  it  is  perfectly  clear  from  your  exhibit  6,  that 
they  operate  at  an  actual  deficit,  that  there  is  not  any  money 
available  either  for  paying  debts  or  any  one  else,  from  opera- 
tion.   Is  that  not  a  fact? 

Mr.  Keefe:  It  would  appear  from  the  data  shown  on  the 
sheet  that  those  roads  are  in  such  shape  as  to  be  unable  finan- 
cially to  pay  any  increase  of  any  character. 

Mr.  Sheean:  But  as  you  have  repeatedly  stated  to  Mr. 
Stone,  this  exhibit  was  compiled  simply  to  show  all  the  items 
of  income,  from  rail  operation,  the  items  of  disbursement  in 
operating  expenses,  the  net  operating  income  and  the  change 
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in  taxes,  first,  between  the  two  periods,  beginning  with  the 
period  when  the  last  adjustment  was  made,  and  bringing  it 
down  to  the  year  in  which  the  demands  were  presented. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  And  from  that  time,  bringing  it  down  to 
date? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  You  have  not  found,  or  do  not  know  any 
place  or  any  literature  in  which  you  could  make  an  investiga- 
tion upon  the  subject  of  productive  efiSciency,  do  you,  Mr. 
Keefe? 

Mr.  Keefe:    Well,  there  has  been  some — 

Mr.  Sheean:  Unless  you  resort,  of  course,  to  Mr.  Lauck's 
literature. 

Mr.  Keefe:  That  is  the  only  literature  I  have  ever  seen, 
relating  to  the  productive  efficiency  of  engineers  and  firemen  in 
Western  territory,  or  the  alleged  productive  efficiency. 

Mr.  Sheean:  And  when  Mr.  Stone  asked  you  whether  or 
not  the  decrease  in  operating  revenues  could  be  attributed  in 
any  way  to  the  increased  wages  of  firemen  or  engineers,  oper- 
ating revenue,  as  shown  on  this  table  and  as  described  by  the 
Interstate  Commerce  Commission,  is  all  the  money  you  take  in 
from  rail  operation,  no  matter  what  you  do  with  it? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  So  that  it  is  perfectly  manifest  that  the 
demand  of  an  increased  wage  to  engineers  or  firemen,  could  not 
have  any  bearing  on  the  question  of  operating  income. 

Mr.  Keefe:  As  to  an  increase  or  decrease  in  operating 
revenue. 

Mr.  Sheean :  An  increase  in  the  rate  of  wages  of  engineers 
or  firemen,  however,  might  have — or  an  increase  would  have 
in  fact,  an  effect  upon  your  net  operating  revenue? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:    That  is  all. 

Mr.  Nagel:  Mr.  Keefe,  according  to  the  showing  there, 
some  of  the  roads  are  not  in  position  to  pay  anything,  are  they! 

Mr.  Keefe :  That  is  what  I  would  infer,  Mr.  Nagel,  from 
looking  at  the  returns.  I  have  not  made  any  investigation.  It 
simply  shows  that  their  operating  expenses  at  the  present  time 
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exceed  their  operating-  revenues,  and  that  they  have  a  deficit 
under  the  present  conditions  of  operation. 

Mr.  Nagel :  You  would  not  conclude  from  that  circum- 
stance that  the  engineers  and  firemen  ought  to  be  paid  less  than 
they  are  now  being  paid,  or  jDerhaps  nothing  at  all? 

Mr.  Keefe :  Well,  it  would  look  like  there  ought  to  be  some 
kind  of  re-adjustment  there,  so  as  to  bring  the  operating  ex- 
penses within  their  income.  As  to  how  it  should  be  done,  of 
course,  1  am  not  prepared  to  say. 

Mr.  Nagel:  Would  you  say,  on  the  other  hand,  that  the 
roads  that  are  profitable,  ought  to  increase  their  compensation 
in  keeping  with  their  results? 

Mr.  Keefe:     No,  I  would  not  hardly  say  that,  Mr.  Nagel. 

Mr.  Nagel:  Is  it  not  true  that  in  the  last  analysis,  the 
proper  standing  of  compensation  for  the  men  will  have  to  be 
arrived  at,  without  regard  to  the  financial  showing  of  the 
concern  1 

Mr.  Keefe:  There  ought  to  be  always  due  regard  for  the 
reasonableness  of  the  wage  in  itself,  in  my  opinion. 

Mr.  Nagel:  The  reasonableness  of  the  wage  is  just  as 
essential  as  the  condition  of  the  road  bed,  is  it  not? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  when  it  was  elicited  here,  Mr.  Keefe, 
that  certain  roads  were  actually  operating  at  a  deficit,  and  are 
operating  at  a  deficit  now,  that  was  in  connection  with  Mr. 
Stone's  query  whether,  independently  of  the  question  of  pro- 
priety or  impropriety  of  the  w^ages,  there  was  any  road  that  was 
unable  to  pay. 

Mr.  Keefe :  That  was  my  understanding  of  the  query  which 
was  directed,  yes,  sir. 

RE-CROSS  EXAMINATION. 

Mr.  Stone :  Mr.  Keefe,  on  your  exhibit  4,  sheet  6,  is  it  not 
a  fact  that  these  roads  that  show  a  deficit,  so  claimed,  are  owned 
by  rich  parent  companies,  and  they  are  a  little  side  issue? 

Mr.  Keefe :  No,  I  do  not  believe  I  would  care  to  subscribe 
to  that,  Mr.  Stone:  The  first  one  I  looked  at  was  the  Missouri 
&  North  Arkansas.    The  very  first  one  shows  a  deficit  in  1913. 

Mr.  Stone:  Get  further  up  the  line.  Take,  for  example, 
the— 
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Ml-.   Kcofe:     For  the  year  1914? 

Mr.  Stone:     Yes. 

Mr.Keefe:  The  first  one  that  shows  here  a  defu-it  on  that 
is  the  Conclio,  San  Sal)a  &  Lhmo  Valley. 

Mr.  Stone:     Who  owns  that? 

Mr.  Keefe:  My  understanding:  is  that  Hie  stock  is  o\vned 
by  the  A.  T.  &  S.  F.  Railway. 

Mr.  Stone:  So  it  is  really  only  one  little  district  or  one 
division  of  a  great  big  system? 

Mr.  Keefe :     It  is  one  of  their  recently  acquired  lines. 

Mr.  Stone :  And  it  is  either  held  on  account  of  its  strategic 
position  or  something  of  that  kind?  The  company  did  not 
acquire  it,  just  simply  for  the  pleasure  of  sinking  money. 

Mr.  Keefe :  T  am  not  acquainted  at  all  with  the  motive  for 
acquiring  it. 

Mr.  Stone :  Take  your  Pierre,  Rapid  City  &  Northwestern ; 
who  owns  that? 

Mr.  Keefe:     I  do  not  understand — 

Mr.  Stone:  About  eight  or  ten  miles  of  track,  and  is 
owned  by  the  North  Western  Company. 

Mr.  Keefe:  I  will  take  your  statement  foi-  it.  1  am  not 
acquainted  with  it  at  all. 

Mr.  Stone :  That  is  my  understanding.  1  speak  from 
memory. 

Mr.  Sheean:     It  is  shown  in  the  grouping. 

Mr.  Keefe:  It  is  my  understanding  that  it  is  only  about 
two  miles  long. 

Mr.  Stone:  It  is  a  bridge  across  the  Missouri  River.  Two 
miles  long  then. 

Mr.  Keefe:  I  really  do  not  know,  just  from  general  hear- 
say.   The  next  one  is  Missouri  &  North  Arkansas. 

Mr.  Stone:     Yes. 

Mr.  Keefe:  I  do  not  know  that  anybody,  other  than  the 
present  owners  of  it,  control  that  property.  In  othei-  words, 
I  don't— 

Mr.  Stone:  That  was  a  financial  dream — a  stock  jobbing 
outfit.  The  Missouri  &  North  Arkansas  never  should  have  been 
built. 

Mr.  Keefe:     I  do  not  know  anything  about  that,  ls\v.  Stone. 
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I  know  that  the  men  apparently  are  asking  for  more  wages  on 
that  road  also. 

Mr.  Stone :  Yes.  You  don 't  think  we  should  pay  the  bene- 
fit of  reorganizing  every  few  years. 

Take  your  next  one,  the  Orange  &  Northwestern, 

Mr.  Keef  e :  Just  a  minute.  This  simply  shows  the  results 
of  the  operating  of  the  property,  the  difference  between  their 
operating  revenues,  and  their  operating  expenses.  I  cannot  see 
wherein  anything  in  connection  with  reorganization  has  any- 
thing to  do  with  these  figures.  They  show  simply  the  difference 
between  their  net  operating  expenses  and  actual  operating  in- 
come. 

Mr.  Stone :  And  the  men  w^ho  work  on  the  road,  it  should 
not  concern  them  in  the  least  what  is  done  with  the  money  that 
the  road  earns,  is  that  correct! 

Mr.  Keefe:  It  should  concern  them  as  to  the  ability  of 
their  company  to  pay. 

Mr.  Stone :  Coming  back  to  this  exhibit  on  sheet  2,  taking 
the  A.  T.  &  S.  F.  Eailway,  it  appears  from  your  statistics,  given 
by  the  Company  on  sheet  2,  that  its  operating  revenues  were 
$93,540,268.19  in  1914. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone :     As  compared  with  only  $89,592,992.20,  in  1910. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone:  An  increase  for  1914,  over  1910,  of  $3,947,- 
275.89? 

Mr.  Keefe:     Yes. 

Mr.  Stone:  ^Hiile  on  sheet  No.  3,  column  5,  you  show"  an 
increase  in  total  operating  expenses,  for  1914  over  1910,  of — 

Mr.  Keefe :  Pardon  me.  You  called  the  wrong  sheet  num- 
ber. 

Mr.  Stone :     Sheet  No.  3. 

Mr.  Keefe:     Pardon  me.     Sheet  No.  3,  column  5,  yes,  sir. 

Mr.  Stone:  You  show  an  increase  in  net  operating  reve- 
nue, for  1914 — you  show  an  increase  in  total  operating  expenses 
for  1914  over  1910  of  $2,622,420.91 ! 

Mr.  Keefe:     Yes,  sir. 

Mr.  Stone:  Column  No.  5,  sheet  No.  4,  shows  an  increase 
in  net  operating  revenue  for  1914  over  1910  of  $1,324,854.98. 

Mr.  Keefe:     Yes,  sir. 
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Mr.  Stone:  And  column  No.  5  of  sheet  No.  6,  an  increase 
in  operating  income  during  the  same  period  of  $51,424.30. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Stone:  In  view  of  the  industrial  conditions  existing 
in  1914,  these  figures  indicate,  do  they  not,  so  far  as  any  sig- 
nificance can  be  attached  to  them,  that  the  Atchison  Company  is 
well  able  to  grant  reasonable  increases  to  the  engineers  and 
firemen,  in  accordance  with  their  request! 

Mr.  Keefe :  Do  I  understand  from  that,  that  your  request 
for  engineers  and  firemen  alone,  on  the  Santa  Fe  entire  system 
would  only  amount  to  $51,000? 

Mr.  Stone:     No,  I  did  not  say  that. 

Mr.  Keefe:  It  shows  there  was  only  $51,000  increase, 
whereas  I  think  on  any  basis  of  estimate  that  even  you  might 
prepare,  your  requests  for  your  engineers  and  firemen  will 
amount  to  more  than  that,  on  that  road  alone — a  great  many 
times  that  amount. 

Mr.  Stone:  All  right.  Take  the  Chicago,  Burlington  & 
Quincy.  It  appears  from  your  present  exhibit,  total  operating 
revenue  of  this  company  was  $4,881,416.91  greater  in  1914  than 
in  1910. 

Mr.  Sheean:     Sheet  No,  2,  column  5. 

Mr.  Keefe:     Yes. 

Mr.  Stone :  As  compared  ^\dth  a  decrease  in  the  total  oper- 
ating expenses  during  the  same  period  of  $862,566.87. 

Mr.  Keefe:     Yes. 

Mr.  Stone:  It  further  appears  from  this  exhibit,  that  the 
net  operating  revenue  of  the  Burlington,  was  $5,743,983.78 
greater  in  1914  than  in  1910.  It  further  shows  that  while  the 
operating  income  shows  an  increase  during  this  period  of 
$4,722,097, — in  what  respect  do  these  figures  indicate  that  this 
-company  is  unable  to  \)aj  increases  requested? 

Mr.  Keefe :     These  figures  speak  for  themselves,  Mr.  Stone. 

Mr.  Stone:     That  is  all. 

Mr.  Sheean:     That  is  all  on  that. 

RE-DIRECT  EXAMINATION. 

Mr.  Sheean :  Mr.  Keefe,  have  you  also  prepared  an  Exhibit 
No.  5? 

Mr.  Keefe:     Yes,  sir. 
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(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  ("Railroads'  Exhibit  No.  5, 
January  27,  1915.") 

Mr.  Sheean:  Mr.  Keefe,  Exhibit  No.  5  is  headed  "Sum- 
marized income  account  individual  railways,  for  the  fiscal  year 
ending'  June  30, 1910. ' '  Sheet  No.  2  of  that  exhibit ' '  Summarized 
Income  Account  Individual  Railways,  for  the  Fiscal  Year  End- 
ing June  30,  1913,"  and  Sheet  No.  3,  "Summarized  Income 
Account  Individual  Railways,  for  the  Fiscal  Year  Ending  June 
30,  1914."  I  wish  you  would  explain,  if  you  please,  just  what 
you  mean  by  "income  account,"  and  where  you  get  that  term? 

Mr.  Keefe:  From  the  Interstate  Commerce  Commission's 
classification  of  operating  expenses  and  revenues. 

Mr.  Sheean :  And  what  is  the  income  account,  as  described 
by  the  Interstate  Commerce  Commission's  method  of  book- 
keeping?   How  is  it  arrived  at? 

Mr.  Keefe:  Why,  it  is  their  classification  of  the  manner 
in  which  the  books  and  accounts  of  the  railway  companies  are 
to  be  kept  and  maintained. 

Mr.  Sheean :  Just  to  make  clear  what  is  meant  by  ' '  Income 
account,"  will  you  give  us  briefly  what  items  are  first  taken, 
what  deductions  are  made,  and  what  you  arrive  at  as  the  income 
account  I 

Mr.  Keefe:  The  details  are  prescribed  on  the  annual 
report  of  the  Interstate  Commerce  Commission,  as  shown  on 
page  29,  for  their  year  ending  June  30,  1914,  and  it  designates 
the  account  No.  1,  first,  as  Rail  Operations,  Revenues.  Second, 
Rail  Operations,  Expenses. 

Account  No.  3,  auxiliary  or  outside  operations,  revenues. 

Account  No.  4,  auxiliary  or  outside  operations,  expenses. 

Account  No.  5,  railway  tax  accruals. 

Then  what  is  known  as  railway  operating  income.  Other 
income. 

Account  No.  6,  income  from  lease  of  road. 

Account  No.  7,  hire  of  equipment,  credit  balance. 

Account  No.  8,  joint  facilities,  rent  income. 

Account  No.  9,  miscellaneous  rent  income. 

Account  No.  10,  net  profits  from  miscellaneous  physical 
property. 

Account  No.  11,  separately  operated  properties. 
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Account  No.  12,  dividend  income. 

Account  No.  13,  income  from  funded  securities. 

Account  No.  14,  income  from  unfunded  securities  and  ac- 
counts. 

Account  No.  15,  income  from  sinking  and  other  reserve 
funds. 

Account  No.  17,  contril)utions  from  other  companies. 

Account  No.  18,  miscellaneous  income. 

All  of  those  accounts,  from  6  to  18,  are  known  as  other 
income,  and  are  shown  under  column  nundxM-  9  of  thnt  Kxhilut 
number  5 

Mr.  Sheean :  Now,  Mr.  Keefe,  on  each  of  these  sheets,  1,  2 
and  3,  you  have  caused  to  be  shown  under  the  columns,  the  sepa- 
rate items  which  the  Interstate  Commerce  Commission  requires 
to  be  shown  in  making  up  the  income  statement  or  the  income 
account  of  the  roads  severally! 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  iVre  the  same  items  or  same  designations 
from  columns  1  to  19  followed  on  each  of  the  three  sheets'? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:     And  the  same  order  as  to  the  railroads? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  Your  preceding  exhibits  have  shown  for  the 
roads  severally  the  total  operating  revenues,  the  total  operating 
expenses  and  the  net  operating  revenue,  the  net  revenue  from 
outside  operations,  the  taxes  and  the  operating  income,  being 
columns  1  to  8. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  You  have,  on  this  exhibit,  continued  all  of 
the  other  items  which  the  Interstate  Commerce  Commission  re- 
quires to  be  shown  in  connection  with  and  as  a  part  of  the  income 
account  of  the  individual  railroads? 

Mr.  Keefe :    Yes,  sir. 

Mr.  Sheean:  Now,  coming  down  to  the  matter  of  deduc- 
tions from  income,  Mr.  Keefe,  what  were  the  interest  pa>^nents 
on  funded  debt  in  these  three  years? 

Mr.  Keefe:  An  shown  on  the  bottom  of  column  No.  10,  for 
tte  year  1910,  it  was  $166,873,921. 

Mr.  Sheean:     In  1913? 

Mr.  Keefe:     In  1013  it  was  $194,070,185. 
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Mr.  Sheean:  And  the  year  ending  June  30,  1914,  interest 
on  funded  debt? 

Mr.  Keefe:    $193,731,080. 

Mr.  Sheean:  In  the  year  1910,  what  were  the  total  divi- 
dends declared  on  all  of  the  roads  involved  in  this  movement 
combined,  both  the  preferred  and  common  stock,  shown  in  col- 
umns 14  and  15? 

Mr.  Keefe :  The  dividends  declared  out  of  income  for  the 
year  ending  June  30,  1910,  as  shown  on  the  bottom  of  column 
No.  16,  were  $168,150,945. 

Mr.  Sheean :     In  1913,  on  the  same  roads — 

The  Chairman:  Does  that  include  the  preferred  and  com- 
mon stock  dividends? 

Mr.  Keefe :    Yes,  sir. 

Mr.  Sheean :  They  are  shown  separately  in  columns  14  and 
15,  and  column  16  shows  the  combination  of  preferred  and  com- 
mon.   Now,  in  1913,  what  was  paid  in  dividends  I 

Mr.  Keefe :     Out  of  income — 

Mr.  Sheean:  Let  us  get  them  separately.  In  preferred 
stock,  how  much  preferred  dividends  were  paid  in  1913  as  com- 
pared with  1910? 

Mr.  Keefe :  In  1910,  the  dividends  declared  out  of  income 
on  preferred  stock  were  $26,811,130. 

Mr.  Sheean :  And  in  1913,  how  much  dividends  were  paid 
on  preferred  stock  of  the  roads  ? 

Mr.  Keefe:     $21,905,316. 

Mr.  Sheean :  And  in  1914  how  much  was  paid  in  dividends 
on  preferred  stock  ? 

Mr.  Keefe:    .$21,609,500. 

Mr.  Sheean:  Those  being  shown  in  column  14  on  each  of 
the  sheets  1,  2  and  3? 

Mr.  Keefe:    Yes,  sir. 

The  Chairman:  How  do  you  account  for  that?  Was  there 
a  less  dividend  paid  on  the  stock? 

Mr.  Keefe :  Certain  companies  had  less  payments  in  1914 
and  1913. 

The  Chairman:     They  reduced  their  dividends? 

Mr.  Keefe :  Yes.  I  have  not  looked  at  each  one  of  the  indi- 
vidual companies,  but  there  were  some  companies  that  declared 
a  dividend  in  1910  that  did  not  do  it  in  1913  and  1914. 
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The  Chairman :  There  was  not  any  of  the  stock  retired  in 
the  meantime? 

Mr.  Keefe:     I  do  not  know,  Mr.  Chairman. 

Mr.  Sheean:  The  detail  as  to  each  road  is  shown,  as  to 
what  the  change  was. 

The  Chairman :     Yes.    I  just  wanted  to  get  it  in  my  mind. 

Mr.  Sheean :  Most  of  it,  I  think  you  coukl  work  backward, 
from  the  difference  in  amount ;  as  to  whether  there  was  a  change 
in  the  rate  of  dividend,  from  6  tor  5,  or  5  to  4 ;  it  woukl  show  from 
the  figures. 

In  the  common  stock,  column  15,  showing  the  dividends  on 
common  stock  in  the  several  years;  what  was  paid  on  common 
stock  in  1910? 

Mr.  Keefe:     $140,940,228. 

Mr.  Sheean:     In  1913? 

Mr.  Keefe:     $132,436,434. 

Mr.  Sheean:     A  dropping  oft'  of  how  much  there? 

Mr.  Keefe :     A  dropping  off  of  $8,000,000. 

Mr.  Sheean:     In  1914? 

Mr.  Keefe:     In  1914,  $124,546,206. 

Mr.  Sheean:     Or  a  dropping  oft' of  how  much? 

Mr.  Keefe:  A  dropping  oft'  of  $8,000,000  as  compared 
with  the  previous  year,  or  a  total  of  $16,000,000,  as  compared 
with  1910. 

Mr.  Sheean:  Now,  in  column  17,  showing  the  ajjpropria- 
tions  from  income  for  additions  and  betterments,  what  is  the 
cliange  between  these  years? 

Mr.  Keefe:  The  appropriations  out  of  income  for  addi- 
tions and  betterments,  in  1910,  amounted  to  $10,633,797,  as 
.sho\\ai  on  the  bottom  of  column  17. 

Mr.  Sheean:     And  in  1913? 

Mr.  Keefe:     In  1913  is  was  $19,757,874. 

Mr.  Sheean:     And  in  1914? 

Mr.  Keefe:     $11,648,314. 

Mr.  Sheean :  What  was  carried  to  surplus  or  transferred 
to  profit  and  loss  in  1910,  1913  and  1914? 

Mr.  Keefe:  As  shown  on  the  bottom  of  column  19,  in 
1910,  it  amounted  to  $57,826,381,  while  in  the  year  1913,  it  was 
i$45,955,296,  or  a  decrease  of  $12,000,000,  while  in  1914,  it  was 
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$33,355,906,  a  decrease  of  $12,000,000  over  the  previous  year, 
1913,  or  a  decrease  of  $24,000,000  over  the  year  1910. 

Mr.  Sheean:  On  June  30,  1914,  being  sheet  No.  3  of  this 
exhibit,  does  this  page  show  all  of  the  dividends  declared  by 
these  railroad  companies'? 

Mr.  Keefe:  It  shows  such  of  the  dividends  as  were  de- 
clared out  of  income.  In  1913  and  1914  there  were  two  com- 
panies, the  Milwaukee  Railroad  and  the  Illinois  Central,  that, 
while  they  declared  a  dividend  out  of  income  in  1910,  did  not  do 
it  in  1913  or  1914,  but  they  declared  it  out  of  their  surplus,  and 
I  have  shown,  included  in  the  dividends,  the  amount  that  was 
declared  from  their  surplus,  with  a  notation  down  there  that 
that  dividend  for  those  two  roads  was  declared  out  of  surplus, 
so  as  to  make  a  comparison  between  the  respective  years,  as  to 
the  amounts  of  dividends  that  were  declared. 

Mr.  Sheean :  Well,  all  of  these  compilations  are  in  accord- 
ance with  the  form  followed  by  the  Interstate  Commerce  Com- 
mission? 

Mr.  Keefe:  Yes,  sir,  they  were  taken  from  the  public 
records  of  the  Interstate  Commerce  Commission. 

Mr.  Sheean:  And  they  also  make  the  classification  as  to 
whether  dividends  are  declared  out  of  income,  columns  14,  15 
and  16,  do  they? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Would  there  be  shown,  or  is  there  shown,, 
any  declarations  of  stock  dividends,  if  there  was  stock  in  other 
companies  I 

Mr.  Keefe :  I  am  not  an  accountant,  Mr.  Sheean,  but  from 
what  knowledge  I  do  have,  I  am  certain  that  they  would  not; 
that  is,  I  am  not  certain  that  they  would  not,  but  I  am  under 
the  impression  that  they  would  not. 

Mr.  Sheean:  Because  of  the  heading  showing  dividends 
declared  out  of  income,  the  effort  is  to  arrive  at  whether  the 
dividends  declared  have  been  earned  from  operation? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Was  there  anything  further  in  connection 
with  these  summarized  income  accounts  of  the  railroads  for 
these  three  fiscal  years  to  which  you  wish  to  direct  attention, 
Mr.  Keefe? 

Mr.  Keefe:     I  would  like  to  direct  attention  to  the  other 
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income  account,  shown  in  column  number  1>.  The  other  income 
received  by  the  railroads,  other  than  rail  operation,  in  1910, 
amounted  to  $137,136,639,  while  in  1913  it  was  $144,337,022, 
while  in  1914,  it  was  $154,434,976,  or  an  increase  over  the  pre- 
ceding- year  of  $10,000,000,  and  an  increase  over  1910,  of  $17,- 
000,000. 

Mr.  Slieean:  So  that  wherever  there  is  an  increase — 
frequently  the  matter  of  an  increased  corporate  income  possessed 
by  any  railroad  company  is  because  of  increase  in  other  incomes, 
rather  than  from  rail  operation? 

Mr.  Keefe:  Yes.  There  is  one  explanation  I  would  want 
to  show,  too.  The  figures  shown  on  this  statement  for  the  year 
1914,  were  those  that  were  taken  from  the  annual  reports  filed 
with  the  Commission.  The  data  for  the  year  1914,  for  the  ]n-e- 
ceding  Exhibit  No.  4,  were  taken  from  the  monthly  reports.  At 
the  time  we  compiled  that,  the  annual  reports  had  not  been  filed, 
and  there  is  a  notation  show^n  on  the  bottom  of  sheet  No.  6  of 
Exhibit  4,  reading  that  the  returns  for  1910  and  1913  are  taken 
from  annual  reports,  those  for  1914  from  monthly  reports,  and 
there  is  just  a  slight  difference  between  the  figures  for  1914 
on  this  exhibit  and  on  the  preceding  exhibit,  that  is,  Exhibit 
No.  5  as  compared  with  Exhibit  No.  4,  and  that  is  simply  due 
to  the  fact  that  the  returns  shown  on  Exhibit  No.  5  are  the  annual 
returns,  while  the  data  for  1914  is  just  an  accumulation  of 
monthly  reports.    Just  a  slight  difference  in  the  totals. 

Mr.  Sheean :  But  no  material  change  or  departure  to  which 
you  wish  to  direct  attention? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  And  nothing  that  in  a  general  way  would 
change  in  any  way  the  general  showing  of  the  two  exhibits? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean :  Is  there  anything  further  in  connection  with 
this  exhibit? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:     You  may  cross-examine,  Mr.  Stone. 

CROSS-EXAMINATION. 

Mr.  Stone:  My  understanding  is  that  these  dividends 
declared  in  columns  14  and  15  and  the  totals  in  column  16  are  out 
of  income  from  rail  operation  only.    Is  that  correct,  Mr.  Keefe? 
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Mr.  Keefe :  No,  out  of  their  total  income.  Not  out  of  rail 
operation,  but  di"\ddends  declared  out  of  their  entire  income  as 
shown  by  the  Interstate  Commerce  Commission's  annual  report. 

Mr.  Stone :  But  it  does  not  show,  for  example,  any  outside 
ventures  of  the  railroad,  does  it?    It  is  not  included  in  here? 

Mr.  Keefe :  In  the  other  income,  yes,  sir,  Column  8.  The 
other  income  includes  all  of  the  income  of  the  corporate  property, 
in  addition  to  the  rail  income.  That  is,  income  from  hire  of 
equipment,  credit  balance ;  income  from  lease  of  road ;  dividends ; 
income  from  dividends  received  from  other  companies,  and 
income  from  funded  securities ;  income  from  unfunded  securities 
and  accounts;  incomes  from  sinking  and  other  reserve  funds; 
contributions  from  other  companies ;  miscellaneous  income,  or 
the  income  from  whatever  source  the  corporate  property  re- 
ceives it. 

Mr.  Stone:  Then  you  would  understand  from  that,  if  the 
railroad  owned,  under  another  name,  some  other  property,  that 
the  income  would  be  shown  here,  like  a  town  site  company,  or 
land  company,  or  an  oil  company;  would  that  be  shown  here  if 
there  were  any  income  from  it. 

Mr.  Keefe:  It  shows  all  of  the  income  that  any  railroad 
coi*poration  receives,  from  any  source. 

Mr.  Stone:  Well,  but  they  might  be  incorporated  under 
another  name  and  still  own  another  outside  company,  might 
they  not?  They  might  be  incorporated  under  the  name  of  a 
railroad. 

Mr.  Keefe :  If  a  railroad  corporation  receives  any  income 
from  that  railroad,  it  would  be  shown  under  this  return.  It  is 
in  strict  accord  with  the  Interstate  Commerce  Commission  classi- 
fication of  accounts,  Mr.  Stone. 

Mr.  Stone:  I  understand  that,  but  what  I  was  trying  to 
get  at  is,  if  in  this  other  income  they  included  these  outside 
holdings  in  other  properties,  separate  and  distinct,  other  corpo- 
rations separate  and  distinct  from  the  railroad  corporation. 

Mr.  Keefe:  If  the  railroad  corporation  received  any 
income  during  the  year  from  any  of  those  outside  companies  that 
you  term,  it  would  be  shown  in  this  income  account,  in  this 
column? 

.  ,,.Mr.  Stone:    If  there  were  any  special  dividend  declared 
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during  the  year  from  other  sources,  would  this  be  shown  during 
the  year  out  of  income  declared  from  dividends? 

Mr.  Keef e :  If  the  dividends  were  declared  out  of  income, 
yes,  sir,  it  would  be  shown  on  this  statement. 

Mr.  Stone:  Well,  take  for  example,  a  recent  special  divi- 
dend declared  when  the  Central  Pacific  Company  sold  their 
holdings  of  stock,  some  thirty  or  forty  per  cent  of  a  special 
dividend  declared,  would  that  be  shown  here?  As  the  news- 
papers said  at  the  time,  w^hen  they  "cut  a  melon?" 

Mr.  Keefe:  If  those  dividends  were  declared  out  of  their 
income,  yes,  it  would  be  shown  here. 

Mr.  Stone:  Do  you  show  anywhere,  in  any  of  these 
exhibits,  Mr.  Keefe,  the  increased  capitalization  during  this 
period  from  1910  up  to  the  present  time. 

Mr.  Keefe :     Increased  capitalization,  no,  sir. 

Mr.  Stone :  In  what  column  would  I  find  the  interest  paid 
on  bonds  during  this  time? 

Mr.  Keefe:     "Interest  on  Funded  Debt,"  column  No.  10. 

Mr.  Stone:  It  would  come  in  the  funded  debt  column  10, 
all  the  interest  on  bonds  ? 

Mr.  Keefe :    Yes,  bonds  or  other  form  of  funded  debt. 

Mr.  Stone:  That  would  include  all  types  of  indebtedness 
then,  grouped  in  column  10  ? 

Mr.  Keefe :    Yes,  any  class  of  funded  debt. 

Mr.  Stone:  I  find  in  column  16,  sheet  No.  3,  that  despite 
the  unfavorable  industrial  conditions  of  the  year  1914,  there 
was  an  aggregate  paid  in  dividends  of  over  $146,000,000,  to  these 
railroads,  was  there  not? 

Mr.  Keefe:  Declared  by  these  railroads.  That  was  divi- 
dends declared  out  of  income  by  these  railroads,  and  that  was  a 
decrease  over  1910  of  $22,000,000. 

Mr.  Stone:  Well,  I  find  on  comparing  1910  with  1914,  that 
the  roads  that  did  not  pay  dividends  in  1914  were  the  Rock 
Island,  the  Frisco  and  the  M.  K.  &  T.  Do  you  think  that  these 
dividend  curtailments  have  been  due  to  the  financial  manage- 
ment of  these  railroads,  or  what  caused  that? 

Mr.  Keefe :    I  have  no  knowledge. 

Mr.  Stone:  Do  you  know  of  any  failure  to  pay  interest 
charges  in  1914  that  was  due  to  operating  conditions  and  not  bad 
financial  management? 
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Mr.  Keef e :  I  have  made  no  investigation  as  to  why  there 
was  any  failure  to  pay  dividends. 

Mr.  Stone:  Then,  this  exhibit,  like  the  one  preceding  it, 
does  not  make  any  real  study  of  the  actual  financial  conditions 
of  the  railroads  at  all,  does  HI  It  simply  gives  the  figures,  with- 
out making  a  study  as  to  the  causes  that  led  up  to  the  present 
condition. 

Mr.  Keefe:  It  is  simply  a  tabulation  of  the  returns  made 
by  the  railroads  to  the  Interstate  Commerce  Commission  as  to 
the  operation  of  their  property,  the  entire  operation  of  their 
property. 

Mr.  Stone :  And  it  does  not  show  anything  relative  to  the 
resources  of  the  railroads  in  the  way  of  surplus  cash  on  hand, 
or  the  accumulated  assets  of  railroads  in  any  way? 

Mr.  Keefe:  It  shows  nothing  more  than  what  is  on  the 
face  of  this  table. 

Mr.  Stone:  No  showing  as  to  the  losses  incurred  to  the 
locomotive  engineers  and  firemen  during  this  year  of  1914  of 
financial  depression?    That  does  not  figure  in  this  at  all? 

Mr.  Keefe :     The  table  has  no  compilation  of  that  character, 

Mr.  Stone:  And  in  this  table  you  have  done  the  same  as 
you  did  in  the  preceding  exhibits.  You  have  drawn  a  comparison 
between  two  of  the  best  years  with  the  year  of  financial  depres- 
sion of  1914? 

Mr.  Keefe :  Made  a  comparison  of  the  actual  facts  of  the 
year  in  which  the  men  received  their  last  award  and  the  year 
in  which  the  new  demands  were  presented,  and  the  conditions  at 
the  present  time. 

Mr.  Stone :  Do  you  submit  these  sheets  or  income  accounts 
in  further  support  of  your  contention  that  the  Western  railroads 
are  unable  to  pay  our  request? 

Mr.  Keefe :  I  submit  them  to  show  what  are  the  real  facts 
of  the  financial  conditions  of  the  railroads. 

Mr.  Stone:  Then  the  question  of  whether  they  are  able 
to  pay  our  request  or  not  has  no  bearing  on  this  sheet?  This 
sheet  has  no  bearing  on  our  request,  rather. 

Mr.  Keefe:    I  don't  agree  to  that. 

Mr.  Stone :     I  think  that  is  all. 
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RE^DIRECT  EXAMINATION. 

Mr.  Slieean :  Have  you  caused  to  be  compiled  Exhibit  No. 
6,  Mr.  Keefe? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  Mr.  Keefe,  this  Exhibit  No.  6  consists  of  a 
single  sheet? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  And  shows  the  expenditures  of  the  railroads 
who  are  parties  to  this  arbitration  for  Additions,  Extensions  and 
Improvements  of  Property  durina:  the  three  years  ending  June 
30,1913? 

Mr.  Keefe:     Yes. 

(The  document  so  offered  and  identified  was  received  in  evi- 
dence and  thereupon  marked  ''Railroads'  Exhibit  No.  6,  January 
27,1915.") 

Mr.  Sheean :  Now,  I  wish  you  would  explain,  if  you  please, 
the  manner  in  which  these  items  were  obtained  from  the  reports 
on  file  with  the  Interstate  Commerce  Commission. 

Mr.  Keefe :  This  table  is  a  compilation  of  the  data  shown 
in  the  annual  reports  for  the  respective  railroads  shown.  That 
is,  reports  to  the  Interstate  Commerce  Commission  for  the  re- 
spective roads  shown,  and  includes  all  expenditures  made  for 
additions,  extensions  and  improvements  of  property,  without 
regard  to  the  source  from  which  the  money  was  obtained  to  make 
such  additions  or  betterments  or  extensions. 

Mr.  Sheean:  Just  a  minute,  Mr.  Keefe:  In  July,  1907,  or 
thereabouts  (effective  at  that  time  I  think)  the  Interstate  Com- 
merce Commission  required  the  railroads,  severally,  to  make 
report  each  year  in  detail  for  all  amounts  expended  for  the 
extension  and  improvement  of  properties  utilized  for  trans- 
portation. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  the  amounts  thus  expended  have  been 
filed  with  and  under  the  supervision  of  the  Interstate  Commerce 
Commission  ever  since  1907? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  Now,  the  footnote  or  explanatory  note  here 
shows  the  manner  in  which  these  amounts  have  been  obtained 
for  the  three  years  covered  by  the  exhibit,  does  it  not? 
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Mr.  Keefe:    Yes,  sir. 

Mr.  Slieean :  And,  irrespective  entirely  of  the  question  of 
what  was  the  proper  amount  with  which  to  start  in  the  year 
1907,  all  the  amounts  expended  since  that  time,  have  been 
under  the  supervision  of  the  Interstate  Commerce  Commission, 
at  least  as  to  the  manner  in  which  the  accounting  shall  be  kept. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  And  during  the  three  year  period — or  per- 
haps before  we  go  to  that,  Mr.  Keefe,  it  will  be  necessary  to 
explain  the  number  of  accounts  or  the  number  of  items  which 
the  companies  are  required  to  furnish  in  this  connection  to  the 
Interstate  Commerce  Commission. 

Mr.  Keefe :  They  are  grouped  under  three  general  heads. 
Expenditures  for  Road,  Expenditures  for  Equipment,  and  Gen- 
eral Expenditures. 

Mr.  Sheean:  The  Expenditures  for  Eoad,  contains  36 
separate  and  distinct  items.  The  information  shown  in  column 
No.  1  is  the  total  for  those  36  separate  and  distinct  items. 

The  heading  ''Expenditures  for  Equipment,"  includes  six 
accounts,  and  the  information  shown  in  column  No.  2  is  for  the 
total  of  those  six  accounts. 

Mr.  Keefe:  The  Commission  prescribes  just  what  shall 
be  carried  under  the  heading  of  "Expenditures  for  Road"  and 
"Expenditures  for  Equipment." 

Mr.  Sheean:  And  also  under  the  head  of  "General  Ex- 
penditures. ' ' 

Mr.  Keefe:  Also  under  the  head  of  "General  Expendi- 
tures. ' ' 

Mr.  Sheean:  How  many  different  accounts  are  included 
under  the  head  of  General  Expenditures? 

Mr.  Keefe :  Six  general  accounts.  The  information  shown 
in  column  3  is  for  the  total  of  those  six  different  accounts. 

Mr.  Sheean:  Then  is  there  also  shown  separately  upon 
the  report  to  the  Interstate  Commerce  Commission,  and  as  a 
separate  item  the  "Cost  of  Road  Purchased?" 

Mr.  Keefe :    Yes,  sir,  known  as  their  account  No.  36. 

Mr.  Sheean:  The  manner  of  the  keeping  of  this  expendi- 
tures for  road  and  equipment  account  is  prescribed  at  what  page 
of  the  annual  report  of  the  Interstate  Commerce  Commission? 
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Mr.  Keefe:  For  the  year  June  30,  1914,  commencing  on 
page  No.  34,  and  extending  tlirougli  to  page  37,  inclusive. 

Mr.  Sheean:  This  Exhibit  No.  6,  Mr.  Keefe,  shows,  if  I 
read  it  correctly,  that  during  the  three  year  period  ending  June 
30,  1913,  the  railroads  who  are  parties  to  this  arbitration  ex- 
pended $1,058,386,502.81  in  additions,  extensions,  betterments 
and  improvements  of  property,  in  accordance  with  the  forms 
prescribed  by  the  Interstate  Commerce  Commission  ? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  in  that  time,  however,  there  were 
shoAvn  in  the  reports  to  the  Interstate  Commerce  Commission 
that  there  had  been  expended,  in  the  cost  of  road  purchased, 
$391,855,197. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  So  as  to  avoid  the  possibility  that  the  figures 
submitted  here  might  show  duplication,  one  railroad  purchasing 
another  railroad  company,  and  thereby  show  it  as  an  additional 
expenditure,  did  you  cause  that  item  to  be  deducted — the  item 
of  ''Cost  of  Road  Purchased," — from  the  total  expenditures? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  even  with  all  of  the  item  deducted  of  the 
amount  expended  for  cost  of  road  purchased,  this  item  shows 
that  in  that  three  year  period  there  was  expended  over  six  hun- 
dred and  sixty  million  dollars  by  the  railroads  who  are  parties 
to  this  arbitration. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  That  is  shown  in  detail  for  the  different 
lines,  is  it? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  So  that  not  merely  upon  the  lines  considered 
compositely,  but  railroad  by  railroad,  these  different  items  are 
shown  upon  this  sheet? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  some  railroads,  Mr.  Keefe,  show  a 
decrease  in  certain  years.  Will  you  explain,  if  you  please,  how 
that  may  come  about  under  the  accounting  system  of  the  Inter- 
state Commerce  Commission? 

Mr.  Keefe :  Why,  they  are  all  made  in  accordance  with  the 
accounts  of  the  Interstate  Commerce  Commission.  There  were 
some  adjustments  made,  or  credits  made  to  cost  of  road  and 
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expenditures  for  equipments,  on  account  of  facilities  abandoned 
or  destroyed  and  not  replaced;  and  there  are  credits  to  these 
three  general  heads,  for  that  reason.  And  there  are  also  credits 
for  some  peculiar  conditions  in  connection  with  each  railroad, 
which  are  made  in  accordance  with  the  requirements  of  the 
Interstate  Commerce  Commission. 

Mr.  Sheean:  I  notice,  for  instance,  the  Gulf  &  Interstate 
Railway  of  Texas  there,  up  near  the  top  of  the  page,  carried 
out  in  the  totals  in  the  last  column,  column  6,  in  a  large  amount 
of  money.  That  would  bring  down  the  total  expenditures  in 
that  amount,  treated  in  the  aggregate,  would  it  not  ? 
Mr.  Keefe:     Yes. 

Mr.  Sheean :  Just  tell  us  how  that  credit  could  arise  under 
the  book-keeping  methods  of  the  Interstate  Commerce  Commis- 
sion, or  how  it  does  arise. 

Mr.  Keefe:  I  can  give  the  details  of  that  credit,  because 
I  am  connected  with  it, 

Mr.  Sheean:  I  simply  wanted  to  make  clear  how  it  could 
be  possible  to  have  a  credit  in  this  account,  Mr.  Keefe. 

Mr,  Keefe:  In  this  company,  the  Gulf  &  Interstate  Rail- 
road Company  leased  to  the  Santa  Fe  Dock  &  Channel  Company 
a  considerable  part  of  their  wharfage  and  Dock  Company  at 
Port  Bolivar,  to  the  separate  company,  and,  of  course,  they  had 
to  credit  on  their  cost  of  property  account  the  value  of  such 
facilities  which  were  leased  to  this  other  corporation. 

Mr.  Sheean:  That  is,  having  made  their  report,  showing 
the  cost  of  property  account,  if  that  was  actually  leased  to 
another  company,  thereby  depriving  them  of  so  many  miles  or 
so  much  property  a  credit  would  have  to  be  shown  in  the  year 
in  which  it  separated  itself  from  that  property ! 
Mr,  Keefe:     Yes,  sir, 

Mr.  Sheean:  So,  in  the  columns  here,  5  and  6,  the  effort 
has  been  to  eliminate  anything  due  to  a  mere  change  of  owner- 
ship of  property? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:     As  between  two  different  roads'? 
Mr.  Keefe:    Yes,  sir.     The  purpose  is  to  give  the  extent 
to  which  the  railway  properties  have  been  bettered  or  extended 
or  increased. 

Mr.  Sheean :     For  instance,  taking  the  Chicago  Great  West- 
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ern,  column  4,  shows  a  total  diuiii«j:  this  three  year  i)eriod  of 
$7,730,633.77  as  tlie  item— or  the  total;  with  the  item  No.  36, 
namely,  cost  of  road  eliminated,  it  would  leave  the  only  cliange 
there  is  to  that  railroad,  in  the  way  we  have  carried  it  here, 
of  $644? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  That  was  done  on  the  safe  side,  showing  or 
giving  credit,  rather,  in  the  total,  to  any  transfer  that  might 
be  a  mere  transfer  from  one  railroad  company  to  another  rail- 
road company,  by  eliminating  the  entire  cost  of  road  purchased  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  with  those  deductions  from  this 
$1,000,000,000,  there  remains  over  $666,000,000  expended  for 
additions,  extensions  and  improvements  m  this  three  year 
period? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Anything  further  you  wish  to  say  as  to  this 
Exhibit  6? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  There  is  another  one  that  is  really  very 
closely  connected  with  that,  Mr.  Stone.  I  think,  perhaps,  it  will 
expedite  to  go  right  along  to  the  next  exhibit.  Exhibit  No.  7.  I 
think,  in  other  words,  that  you  will  probably  cover  the  two  better 
and  more  satisfactorily  at  the  one  time,  than  to  take  them  up 
separately. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  ''Railroads'  Exhibit  No.  7, 
January  27,  1915.") 

Mr.  Sheean :  This  Exhibit  No.  7,  Mr.  Keefe,  I  believe  was 
designed  to  show  what  part  of  this  $660,000,000  shown  on  the. 
preceding  Exhibit  6,  was  devoted  specifically  to  such  expendi- 
tures as  relate  to  or  aid  in  increasing  efficiency  and  safety,  and  to 
expedite  train  movement? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean :  It  shows  substantially  one-third  of  the  total 
expenditures,  or  over  $221,000,000  expended  for  the  purposes 
shown  on  lines  1  to  15? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean :  Now,  in  just  what  way  was  this  information 
obtained  ? 
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Mr.  Keefe:  This  information  was  obtained  directly  from 
the  railroads,  because  it  was  impossible  to  make  a  heading,  under 
the  headings  that  we  desired  from  the  report  to  the  Interstate 
Commerce  Commission,  but  we  made  a  request  upon  each  rail- 
road, to  make  certain  that  the  information  they  showed  here 
agreed  with  and  balanced  with  the  data  shown  to  the  Interstate 
Commerce  Commission,  for  the  gross  amount. 

Mr.  Sheean :  That  is,  you  asked  the  railroads  to  separate 
into  greater  detail  the  various  purposes  of  the  expenditures,  re- 
ported in  a  more  general  item  to  the  Interstate  Commerce  Com- 
mission? 

Mr.  Keefe :    Yes. 

Mr.  Sheean:  How  did  you  divide,  or  into  what  headings 
are  divided  the  improvements  that  are  considered  as  having  a 
tendency  to  increase  efficiency  and  safety,  and  to  expedite  train 
movement  ? 

Mr.  Keefe :  Why,  the  additional  main  lines  of  track,  addi- 
tional passing  tracks,  the  grade  reduction  and  elimination  of 
curves ;  yard  improvements ;  new  terminals ;  block  signals ;  inter- 
locking plants ;  bridges ;  ballast ;  heavier  rail ;  telegraph  and  tele- 
phone lines ;  water  and  fuel  stations ;  track  elevation,  and  other 
right  of  way  improvements. 

Mr.  Sheean :  And  treating  the  roads  as  one,  as  if  they  were 
one  operating  railroad,  how  much  was  spent  by  them  during  this 
three  year  period  for  grade  reduction  and  the  elimination  of 
curves  ? 

Mr.  Keefe :  $21,920,345.15,  as  shown  on  the  bottom  of  col- 
umn 3. 

Mr.  Sheean:  In  yard  improvements  during  that  time,  ap- 
proximately ? 

Mr.  Keefe:  Shown  at  the  bottom  of  column  4,  approxi- 
mately, $15,000,000. 

Mr.  Sheean:     For  block  signals? 

Mr.  Keefe :  As  sho^vn  on  the  bottom  of  column  6,  approxi- 
mately, $6,500,000. 

Mr.  Sheean:     Interlocking  plants? 

Mr.  Keefe :     Shown  in  column  7,  $1,270,000. 

Mr.  Sheean:     Bridges? 

Mr.  Keefe :     A  little  over  $19,000,000. 

Mr.  Sheean:     And  in  that  connection,  Mr.  Keefe,  in  the 
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replacing  or  renewal  of  a  bridge,  does  the  Interstate  Commerce 
Commission  prescribe  the  method  and  manner  of  what  shall  be 
charged  up  to  new  construction,  and  what  to  maintenance  or 
renewal  ? 

Mr.  Keef e :  To  additions  and  betterments. 

Mr.  Sheean :  And  so  there  is  not  put  in  here  the  total  cost 
of  a  new  bridge,  but  simply  that  part  of  it  which  is  an  addition 
to  or  betterment  over  the  prior  existing  railroad? 

Mr.  Keefe :    Yes,  sir. 

Mr.  Sheean :  And  that  is  true,  also,  is  it,  where  there  is  any 
replacing  of  rails  or  any  of  the  material  that  goes — 

Mr.  Keefe :     Yes,  sir ;  any  existing  facilities. 

Mr.  Sheean:  This  being  the  part  that  you  are  permitted 
to  charge  to  capital  account  as  being  an  addition  or  betterment 
to  the  plant  and  property  account? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean :  In  heavier  rail,  during  this  three  year  period, 
which  went  to  capital  account,  how  much  money  was  spent  by 
the  railroads? 

Mr.  Keefe :     Over  $17,971,000. 

Mr.  Sheean:  And  in  the  installation  of  water  and  fuel 
stations,  not  merely  replacing,  but  going  to  capital  account,  as 
additions  and  betterments  to  property? 

Mr.  Keefe :     A  total  of  $751,000*. 

Mr.  Sheean:  Or,  in  the  aggregate,  for  these  various  im- 
provements to  facilities,  how  much? 

Mr.  Keefe:  As  shown  on  the  bottom  of  column  15,  $221,- 
565,877. 

Mr.  Sheean:  Was  there  anything  further  in  connection 
with  Exhibits  6  and  7  that  you  wish  to  direct  special  atten- 
tion to? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:     You  may  cross-examine,  Mr.  Stone. 

CROSS  EXAMINATION. 

Mr.  Stone :  Just  what  is  your  purpose,  Mr.  Keefe,  in  sub- 
mitting Exhibits  6  and  7? 

Mr.  Keefe :  To  show  the  amount  of  money  that  these  rail- 
roads are  expending,  to  enable  them  to  handle  their  business 
efficiently,  properly  and  economically.    Exhibit  No.  7  is  to  show 
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how  much  of  the  aggregate  is  charged  to  the  increased  effi- 
ciency and  safety,  and  to  expedite  train  movement. 

Mr.  Stone :  Just  what  bearing  have  these  two  exhibits  on 
the  request  of  the  engineers  and  firemen  for  increased  wages? 

Mr.  Keef e :  It  is  information  for  the  Board,  to  know  what 
the  railroads  are  required  to  expend  and  have  expended  for 
improvements  to  their  property,  and  that  it  is  not  only  a  ques- 
tion of  wages  of  the  men  that  they  must  consider  at  this  time, 
but  also  the  fact  of  the  ability  of  the  railroads  to  procure  addi- 
tional funds  to  continue  to  make  such  improvements  as  are 
necessary  for  the  railroads  to  successfully  and  properly  operate 
their  properties. 

Mr.  Stone:  These  expenditures  for  property  that  you 
show  in  these  two  exhibits,  have  been  made  both  from  income 
and  from  the  proceeds  of  securities  sold,  have  they  not? 

Mr.  Keefe:  They  have  been  made,  disregarding  the 
source  from  which  the  cash  was  received,  to  make  the  improve- 
ments. 

Mr.  Stone:  It  might  be  from  further  securities  sold,  and 
some  of  it  may  be  from  income? 

Mr.  Keefe :     It  is  without  regard  to  the  source. 

Mr.  Stone:  But  the  fact  remains  that  the  additions  and 
betterments  made  from  income  represent  an  added  value  of  the 
property  to  the  stockholders,  in  addition  to  the  cash  dividends 
distributed,  do  they  not? 

Mr.  Keefe:  Any  money  invested  in  railway  property,  re- 
gardless of  its  source,  makes  a  better  property  and  a  more  satis- 
factory property,  a  more  valuable  concern. 

Mr.  Stone:  So  it  really  increases  the  value  of  the  prop- 
erty to  the  stockholders  who  own  the  property.  The  preceding 
exhibit,  if  I  remember  correctly,  showed,  even  for  the  year 
1914,  that  more  than  $10,000,000  was  appropriated  from  income 
for  additions  and  betterments.  So,  in  addition  to  the  cash  divi- 
dends, that  should  also  be  added  to  the  declared  dividends  of 
the  roads,  should  it  not,  in  all  fairness?  It  really  is  a  dividend, 
in  a  way,  is  it  not? 

Mr.  Keefe:  While  it  is  money  that  is  appropriated  for 
additions  and  betterments  to  the  property,  there  are  certain 
additions  and  betterments  that  are  made  that,  of  course,  do  not 


increase  the   ability   of  the   railroad   company    to   make    more 
money. 

Mr.  Stone:  Take,  for  example,  in  P^xhibit  6,  you  sliow  in 
column  No.  5,  where  the  Santa  Fe  spent  over  $4,000,000,  cost  of 
road  purchased ;  that  is  an  addition  to  the  property  of  the  Santa 
Fe  Company,  is  it  not? 

Mr.  Keef e :  I  would  so  understand  it  and  so  interpret  it. 
They  paid  that  much  money  out  for  new  properties. 

Mr.  Stone:     So  that  the  footing-  of  that  column,  of  $391,- 
000,000— is  that  correct? 
Mr.  Keefe:     Yes,  sir. 

Mr.  Stone:  That  has  really  been  jjut  back  into  the  prop- 
erty in  the  purchase  of  other  lines,  by  these  different  roads, 
has  it  not? 

Mr.  Keefe:  That  is  the  aggregate  amount  of  the  items 
that  have  been  charged  to  account  36,  cost  of  road  purchased; 
and  we  have  simply  deducted  that  from  the  gross  amount,  to 
show  the  amount  that  was  charged,  or  that  could  be  considered 
as  absolutely  applying  for  additions,  improvements  and  exten- 
sions of  property. 

Mr.  Stone :  Then  the  fact  remains,  that  the  property  held 
by  the  stockholders  has  been  increased  that  nnich  during  the 
year  by  the  purchase  of  other  lines ;  that  much  more  money  has 
been  put  back  into  the  properties  ? 

Mr.  Keefe:  This  is  for  a  three  year  period,  and  it  does 
not  at  all  infer  that  it  was  from  the  income  of  the  railroads. 
This  might  be  produced  from  issuance  of  additional  securities, 
as  provided  for  in  the  accounts  of  the  Commission. 

Mr.  Stone :  Take  this  question  of  the  Gulf  &  Interstate  of 
Texas,  that  you  show  a  heavy  deficit  for,  all  tlie  way  through, 
in  Exhibit  6;  what  brought  that  about?  T  believe  yon  explained 
it  in  part,  that  it  was  simply  a  bookkeeping  account. 

Mr.  Keefe:  That  is  not  a  deficit;  tliat  is  a  credit  to  the 
property  account  of  the  Gulf  &  Interstate;  that  is  the  extent  to 
which  the  property  account  of  that  railway  was  credited  during 
that  three  year  period. 

Mr.  Stone :  But  it  is  simply  a  matter  of  bookkeeping,  is  it 
not,  by  transferring  from  one  pocket  to  the  other  of  the  same 
company?  It  is  all  held  by  the  same  holding  company,  is  it 
not?    The  Santa  Fe  Company  owns  it?  , 
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Mr.  Keefe:  Yes,  but  the  company  that  acquired  control 
of  that  particular  property  is  not  included  in  these  tabulations 
here.  The  Santa  Fe  Dock  &  Channel  Company  acquired  this 
property  of  the  Gulf  &  Interstate  Railroad,  and  therefore  there 
was  a  credit,  as  provided  for  by  the  accounts  of  the  Interstate 
Commerce  Commission,  to  the  Gulf  &  Interstate  Railroad  for 
the  value  of  that  railroad  which  was  so  transferred. 

Mr.  Stone:  But  it  was  only  a  charge  account,  in  your 
manner  of  bookkeeping? 

Mr.  Keefe :  It  was  a  proper  entry  as  between  the  two  cor- 
porations. 

Mr.  Stone :  You  do  not  mean  to  infer  from  that,  that  that 
much  money  has  really  changed  hands  and  has  gone  to  the 
stockholders  of  the  Gulf  &  Interstate,  do  you? 

Mr.  Keefe:  The  Gulf  &  Interstate  received  a  considera- 
tion from  the  Santa  Fe  Dock  &  Channel  Company  for  the  prop- 
erty which  it  turned  over  to  them.  I  recall  it  now.  It  was  a 
note  given  by  one  company  to  the  other,  that  is  my  recollection. 

Mr.  Stone:  The  fact  remains  that  all  of  these  additions 
and  betterments  which  you  show  in  columns  1,  2,  3,  4  and  5  of 
Exhibit  7  are  all  to  increase  the  efficiency  of  the  road,  are  they 
not? 

Mr.  Keefe:  They  were  for  the  purpose  of  increasing  the 
efficiency  and  safety  and  to  expedite  train  movements. 

Mr.  Stone :  But  do  they  not  all  have  the  effect,  this  buying 
of  heavier  power  and  this  elimination  of  grades  and  curves, 
of  increasing  your  tonnage  of  trains  and  your  train  haul? 

Mr.  Keefe :  They  have  a  material  effect  in  the  economical 
and  better  operation  of  our  properties. 

Mr.  Stone:  Thereby  you  increase  the  output  of  the  indi- 
vidual unit,  do  you  not? 

Mr.  Keefe:  I  do  not  quite  understand  what  you  mean  by 
the  output  of  the  individual  unit. 

Mr.  Stone:  Well,  the  productive  efficiency  of  the  individ- 
ual engineer  and  fireman  or  train  crew  regarded  as  a  unit. 

Mr.  Keefe:  It  has  an  effect  upon  the  proper,  economical 
and  satisfactory  operation  of  the  properties. 

Mr.  Stone :     Yes,  the  same  thing,  only  another  way  round. 
Mr.  Keefe :     I  do  not  subscribe  to  your  statement. 
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Mr.  Burgess :  Has  it  resulted,  in  any  instance,  in  increas- 
ing the  train  load  I 

Mr.  Keefe:     I  made  no  investigation  to  determine  that. 

Mr.  Burgess:  Then  you  are  not  in  a  position  to  say 
whether  the  train  load  has  increased  in  the  past  ten  years  or  not? 

Mr.  Keefe :  Oh,  yes,  I  have  a  further  exhihit  which  shows 
what  has  been  the  increase  in  the  train  load  over  a  certain  period 
of  time ;  it  is  not  ten  years. 

Mr.  Park :  You  s])oke  about  its  effect  on  the  safety.  Does 
tlie  installation  of  automatic  signals  and  interlocking  plants  tend 
to  reduce  the  hazard  of  the  position  of  engineer  or  fireman? 

Mr.  Keefe:  They  tend  to  make  for  more  safe  operation 
of  the  property. 

Mr.  Park:  That  is  also  true  of  second  and  third  main 
tracks;  it  is  safer  to  operate  on  second  and  third  main  tracks, 
or  on  double  tracks,  than  on  single  tracks'? 

Mr.  Keefe:     Yes. 

Mr.  Stone :  That  would  also  be  true  of  the  installation  of 
heavier  bridges  and  ballast,  all  tending  to  make  the  engineers' 
and  firemen's  occupation  less  hazardous.  That  would  be  the 
effect  to  a  certain  extent,  would  it  not  ? 

Mr.  Keefe:  They  all  tend  to  make  for  better  and  safer 
operation  of  the  property. 

Mr.  Stone:  But  when  these  expenditures  were  made,  it 
was  not  the  safety  of  the  employes  you  had  in  mind,  was  it? 

Mr.  Keefe:  Everything  was  taken  into  consideration  in 
making  the  appropriations. 

Mr.  Stone :  Is  it  not  a  fact  that  your  heavier  bridges  and 
heavier  rails  and  heavier  ballast  were  necessary,  on  account  of 
the  increase  in  the  weight  of  your  power? 

Mr.  Keefe :  They  were  necessary  for  a  number  of  reasons, 
Mr.  Stone ;  and  heavier  power  also  necessitates  these  additional 
improvements  and  expenditures. 

Mr.  Stone:  How  many  of  these  interlocking  plants  were 
the  railroads  compelled  to  put  in  by  an  order  of  the  Railway 
Commission  of  that  particular  state? 

Mr.  Keefe :     I  do  not  know. 

Mr.  Stone :  Is  it  not  true  that  some  of  the  states  are  requir- 
ing the  roads  to  equip  with  block  signals  as  fast  as  possible? 

Mr.  Keefe:     I  have  only  direct  knowledge  of  one  state, 
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Louisiana,  that  has  passed  some  regulations  as  to  the  automatic 
blocks.  There  are  a  number  of  states  that  have  had  some  legis- 
lation and  issued  some  orders  in  connection  with  block  signals. 

Mr.  Stone :  The  same  is  true  in  nearly  all  the  states,  that 
they  have  legislation  in  regard  to  interlocking  plants,  do  they 
not,  at  railway  crossings? 

Mr.  Keefe :  A  number  of  them  have.  I  do  not  know  how 
many,  Mr.  Stone. 

(Whereupon,  at  12 :30  o'clock  P.  M.,  a  recess  was  taken  until 
2:30  o'clock  P.M.) 

After  Recess. 

Mr.  Stone:  I  am  all  through  with  the  cross-examination 
on  Exhibit  7. 

I  should  like  to  ask,  Mr.  Chairman,  a  (juestion  of  the  coun- 
sel. Mr,  Slieean,  is  it  your  purpose  to  continue  introducing 
these  exhibits,  one  or  two  sheets  at  a  time,  like  this? 

Mr,  Sheean :     When  they  pertain  to  different  subjects,  yes. 

Mr.  Stone:  I  think  you  can  realize  how  utterly  impossible 
it  is  to  check  these  things  at  this  time,  and  the  cross-examina- 
tion can  only  be  superficial  at  best. 

Mr,  Sheean:  There  is  not  the  slightest  objection  when* 
the  exhibits  of  Mr,  Keefe,  which  are  statistical  and  covering 
the  different  subjects,  are  completed,  tliere  is  not  the  slightest 
objection  to  Mr.  Stone  cross-examining  on  them  as  a  whole,  and 
as  to  their  inter-relationship  at  any  time.  But,  in  order  to 
introduce  on  different  subjects,  to  introduce  the  exhibits  sep- 
arately as  they  pertain  to  different  subjects,  I  would  prefer  to 
introduce  them  in  that  way,  but  witli  the  understanding  that 
he  may  not  in  any  manner  be  limited  in  the  cross-examination 
to  the  exhibit  at  the  time  it  is  introduced,  but  may  cross-examine 
on  them  as  a  whole. 

Mr.  Stone:  You  can  readily  understand  with  a  sheet  like 
this  handed  to  you  at  11:30  and  expected  to  cross-examine  on 
it  in  15  minutes,  I  haven't  any  way  to  check  it  with  my  notes 
at  all. 

Mr.  Sheean:  Not  the  slightest  objection.  Mr.  Keefe  will 
be  here  at  all  the  hearings  and  may  be  recalled  at  any  time  for 
any  cross-examination  desired. 
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The  Chairman:  1  was  Just  going  to  say,  after  checking 
the  matters  up,  yon  will  be  afforded  every  opportunity  to  make 
snch  further  cross-examination  as  you  may  deem  proper. 

Mr.  Slieean:     All  right. 

J.  H.  KEEFP]  was  recalled  for  further  examination  and, 
having  been  previously  sworn,  testified  as  follows: 

Mr.  Sheean:     Exhibit  No.  8. 

Mr.  Keefe:  There  are  two  sheets  in  No.  8.  9  is  a  sep- 
arate subject. 

(The  document  so  offered  and  identified  was  received  in 
evidence  and  thereupon  maiked  "Railroads'  p]xhibit  No.  8,  Jan- 
uary 27,  1915.") 

Mr.  Sheean :  Exhibit  No.  8,  consisting  of  two  sheets,  shows 
on  the  first  sheet  the  orders  of  various  railway  commissions 
and  municipalities  in  the  territory  in  which  the  roads  involved 
operate,  which  orders  have  been  issued  since  July  1,  1910. 

Sheet  No.  2  shows  the  bills  introduced  and  laws  enacted  in 
the  State  legislatures  relating  to  i-ailway  operation  during  the 
sessions  of  1911,  1912,  1913,  and  1911,  those  that  became  laws 
being  shown  in  red  figures,  and  those  shown  in  black  being  the 
bills  introduced  pertaining  to  these  various  subjects. 

Now,  will  you  briefly  explain  the  subject  or  manner  of  classi- 
fication under  heading  1,  "Employes,"  subdivided  into  (a) 
Hours  of  Service,  (b)  Service  Letters  and  Payment  of  Wages, 
(c)  Expense,  (d)  Shelter  for. 

Will  you  give  briefly  just  what  is  covered  under  the  head- 
ing "Hours  of  Service,  etc.,"  a  little  more  fully  than  this. 

Mr.  Keefe:  First,  Mr.  Sheean,  that  these  are  the  orders 
and  laws  issued  which  affect  railroad  operations  only,  and  are 
not  all  the  orders  or  the  laws  that  were  introduced  or  passed. 
Simply  those  which  affect  railroad  operation. 

The  Chairman:  Were  those  in  black  figures  given  black 
eyes  by  the  legislature? 

Mr.  Sheean:    Yes. 

Mr.  Keefe:  That  is  the  total,  including  those  that  were 
enacted. 

The  Chairman:  As  I  understand,  those  that  are  in  red 
ink  were  enacted  into  laws  and  those  in  black  were  not. 

Mr.  Sheean:     Yes,  but  the  black  includes  the  total  number 
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of  bills  introduced.  For  instance,  taking  the  first  one  on  that 
sheet:  ''Employes  (a).  Size  of  crews.  Number  of  persons  to 
constitute  a  crew."  In  Arizona,  one  bill  was  introduced,  and 
that  bill  apparently  became  a  law.  In  Arkansas  there  were  six 
bills  on  that  subject  introduced,  out  of  which  there  grew  one  law. 

The  Chairman:     I  see. 

Mr.  Sheean:  In  the  Colorado  case  it  would  be  the  black 
eye,  because  seven  bills  were  introduced,  but  none  became  a  law. 

Now,  turning  to  Sheet  No.  1  a  moment,  Mr.  Keefe,  there 
has  been  no  effort  made  to  show  in  dollars  and  cents  what  the 
cost  has  been  to  the  railroad  companies  of  compliance  with  the 
laws,  on  these  several  subjects,  in  the  different  states. 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean :  The  compilation  is  solely  for  the  purpose  of 
showing  the  principal  subjects  and  the  different  matters  per- 
taining to  railroad  operation,  as  to  which  the  municipalities  or 
the  railway  commissions  have  taken  control? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  And  not  left  to  the  discretion  of  the  railway 
management  1 

Mr.  Keefe:     Yes,  sir. 

The  Chairman :  Now,  in  what  particular  view  of  the  case 
would  you  say  that  these  are  material,  as  affecting  the  wages 
that  should  be  awarded  to  the  employes  1 

Mr.  Sheean:  In  this  connection,  your  Honor,  that  upon 
the  returns  that  are  shown  here  from  railway  operation,  that 
before  either  capital  or  labor,  on  the  theory  of  productive  effi- 
ciency, is  entitled  to  any  share,  that  there  are  burdens  imposed, 
and  which  must  be  responded  to,  to  the  public,  in  like  manner 
as  taxes.  That  following  taxes  and  out  of  income,  the  public, 
through  its  duly  constituted  bodies,  has  imposed  a  burden  and 
appropriated  as  first  and  prior  either  to  distribution  of  profit 
upon  labor  and  capital,  a  substantial  part  of  the  net  revenue 
received  from  operation. 

The  Chairman :  Is  it  your  purpose  to  show  that  in  pursu- 
ance of  the  enactment  of  these  laws  that  various  sums  have 
had  to  be  expended  by  the  railroads,  in  order  to  comply  with 
the  requirements  of  the  law? 

Mr.  Sheean :  "We  have  made  no  attempt  to  carry  that  out 
into   dollars  and  cents,  your  Honor,  for  the   reason  that  it 
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seemed  to  us  that  that  would  enter  the  field  of  speculation — the 
manner  of  compliance  with  a  particular  law,  as  to  what  that 
would  cost,  extending  through  certain  periods,  would  perhaps 
go  into  the  field  of  speculation  and  conjecture.  Our  purpose 
and  object  is  simply  and  solely  to  show  as  to  this  first  page  of 
the  exhibit — sheet  1  of  the  exhibit,  in  response  to  the  claim  of 
productive  efiiciency,  that  the  economies  that  have  resulted  in 
producing  revenue,  are  accompanied  by  additional  public  Imr- 
dens,  that  appropriate  a  substantial  part  of  the  earnings  shown, 
and  that  that  lien  of  the  public  is  prior  to  division  as  between 
either  labor  or  capital. 

The  Chairman :  But  as  to  just  the  exact  amount  of  weight 
that  we  are  to  give  to  this  class  of  testimony,  it  would  bo  rather 
speculative,  would  it  not? 

Mr.  Sheean :     As  to  this  particular  sheet  1  ? 

The  Chairman:    Yes. 

Mr.  Sheean:  Oh,  I  should  say  so,  your  Honor.  It  would 
be  just  as  Mr.  Lauck  has  stated.  Sheet  No.  1  is  introduced  for 
the  purpose  of  showing  a  general  tendency  of  increasing  bur- 
dens placed  by  municipalities  upon  the  funds  of  the  railroad 
companies.  As  to  sheet  No.  2,  your  Honor,  we  propose  to  show 
and  do  show,  I  think,  that  accompanying  the  alleged  productive 
efiiciency,  coordinately  accompanying  the  demand  for  increased 
wages,  the  same  organizations  which  base  their  claim  upon 
the  theory  of  increased  productive  efficiency  are  seeking  to  pass 
and  have  introduced  and  are  standing  back  of  laws  which  make 
impossible  the  carrying  out  of  the  efficiency  and  economics  that 
would  result  from  the  purchase  of  heavier  power  and  the  elimi- 
nation of  grades. 

On  Sheet  No.  2  there  is  the  other  purpose  of  showing  that 
laws  passed  in  some  states,  introduced  and  urged  in  others, 
prevent  the  carrying  out  of  the  economies  concerning  which  Mr. 
Lauck  has  testified  as  to  the  general  trend. 

The  Chairman :  Are  we  to  understand  that  the  enactment 
of  these  laws  are  to  be  attributed  to  the  efforts  of  the  engineers 
and  firemen? 

Mr.  Sheean:  As  to  some  of  them,  your  Honor.  That,  I 
think  we  will  come  to  on  Sheet  No.  2. 

Mr.  Park:  You  do  not  include  any  Federal  Laws,  Mr. 
Sheean. 
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Mr.  Sheean:  We  have  made  no  separate  exhibit  of  the 
Federal  Laws,  because  the  amount  of  cost  I  thought  we  would 
show  simply  by  oral  testimony,  as  to  the  laws,  in  addition  to 
these  requirements  which  state  commissions  and  municipalities 
have  enacted  on  the  several  subjects,  on  which  there  is  Federal 
Legislation. 

Mr.  Park :  For  instance,  the  standardization  of  equipment 
means  about  sixty  million  dollars  to  the  railroads,  and  it  must 
be  completed  within  this  year.  You  say  you  show  that  separ- 
ately? 

Mr.  Sheean:  No,  there  is  no  separate  exhibit.  I  intended 
to  question  Mr.  Keefe  with  reference  to  the  enactment  of  certain 
general  laws  showing  a  tendency  to  impose  certain  burdens  in 
addition  to  those  shown  here;  but  we  had  not  attempted  to 
cover,  in  dollars  and  cents,  just  what  it  would  cost  to  comply 
with  a  particular  law,  in  order  to  attempt  to  get  in  dollars  and 
cents,  the  number  of  millions  of  dollars  that  would  be  expended 
by  the  railroads  in  connection  with  the  valuation  w^hich  is  re- 
quired by  Federal  Law,  but  as  to  the  purpose  or  object  of  which 
there  is  still  some  uncertainty. 

Mr.  Park :  On  the  proposition  that  you  can  only  run  half  a 
train,  it  would  be  almost  impossible,  under  certain  conditions,  to 
estimate  the  loss. 

Mr.  Sheean:  That  was  our  theory,  that  the  manner  of 
estimating  the  cost  of  a  law  which  prohibited  a  train  of  more 
than  a  certain  length,  depended  upon  the  possibility  of  whether 
there  were  trains  or  was  traffic  to  furnish  those  trains  at  par- 
ticular times  or  seasons. 

The  Chairman:  Is  there  a  law  of  that  character  now  in 
existence  I 

Mr.  Sheean:  Oh,  yes,  your  Honor.  Take  Sheet  No.  2, 
Mr.  Keefe,  of  this  Exhibit- 
Mr.  Burgess :  Mr.  Sheean,  before  you  proceed,  may  I  ask 
a  question,  if  it  is  intended  by  this  Exhibit  to  hold  the  engineers 
and  firemen  responsible  for  the  acts  of  the  municipalities  or 
state  legislatures? 

Mr.  Sheean:  No,  I  specifically  stated  that  as  to  Sheet  1, 
the  only  purpose  and  object  of  sheet  No.  1  was  to  show,  in 
response  to  the  suggestion  of  increased  productive  efficiency, 
that  there  were  constantly  growing  burdens,  that  the  public 
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placed  its  hand  upon  the  treasure  cliest,  and  before  these  profits 
and  undivided  surplus  were  to  be  divided,  either  as  between 
labor  and  capital,  that  the  public,  that  both  labor  and  capital 
serve,  had  placed  its  hand  on  a  substantial  part  of  that,  and  with 
no  suggestion  as  to  the  orders  of  railway  commissions  or  munici- 
palities on  either  of  these  subjects,  that  the  engineers  and 
firemen,  or  trainmen  were  in  any  way  resiionsible.  Then  the 
question  was  asked,  if  it  was  our  claim,  that  the  law  limiting  the 
size  and  length  of  trains  was  to  be  attributed  to  them. 

Mr.  Burgess:     That  one  in  particular,  was. 

Mr.  Sheean:  Yes,  and  T  said  my  understanding  was  that 
their  official  organs  assumed  full  res])onsibility  for  that. 

In  that  connection,  Mr.  Keefe,  what  do  you  understand  to 
be  the  facts,  and  what  is  your  authority  for  your  belief  as  to 
the  facts,  as  to  the  laws  pertaining  to  the  length  of  trains? 

Mr.  Keefe:  The  Locomotive  Engineers'  Journal  for  the 
month  of  January,  1915,  on  i)age  No.  9.3,  under  the  report  of 
National  Legislation,  dated  Washington,  December  V2,  1914, 
signed  by  Mr.  H.  E.  Wells,  A.  G.  C.  E.,  and  Legislative  Repre- 
sentative of  the  B.  of  L.  E. ;  P.  J.  McNamara,  Vice-President  and 
Legislative  Eepresentative  of  the  B.  of  L.  F.  &  E. ;  W.  M.  Clark, 
Vice-President  and  Legislative  Representative  of  0.  R.  C. ;  Val 
Fitzpatrick,  Vice-President  and  Legislative  Representative  of 
B.  R.  T.,  says,  in  connection  with  a  report  on  other  legislation, 
the  following,  under  the  head  of  ''Train  Length  Laws." 

"The  report  recognizes  that  the  subject  of  train  lengths  is 
of  growing  interest.    A  half-mile  bill  is  noted.    The  report  says : 

''  'The  bill  disregards  the  important  questions  of  grades, 
tonnage,  and  car  lengths,  which  should  be  considered  in  connec- 
tion with  legislation  on  the  length  of  the  trains.  It  is  known  that 
one  railroad  has  already  placed  a  large  order  for  steel  coal  cars 
to  be  the  same  length  as  Pullman  cars.' 

"In  this  connection,  it  is  known  that  railroad  managers  and 
their  legislative  representatives  depreciate  the  importance  of 
full  crews  and  proper  train  lengths  to  safety ;  and  attempts  are 
made  to  discredit  the  representatives  of  the  employees  when  the 
organizations  seek  remedial  legislation  along  these  lines.  It  is, 
therefore,  earnestly  requested  by  the  legislative  representatives 
that  the  members  write  them  giving  detailed  information  of  the 
conditions  on  the  various  roads.    The  representatives  would  very 
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much  appreciate  receiving  examples  of  accidents,  or  near-acci- 
dents, resulting  from  insufficient  train  crews,  or  long  trains^ 
damage  to  property  from  these  causes;  the  rules  of  the  com- 
panies relative  to  the  number  of  men  required  for  certain  train 
lengths ;  the  grades  of  the  roads,  and  the  rules  of  the  companies 
regulating  the  number  of  cars  allowed  to  be  operated  over  speci- 
fied grades ;  the  tonnage  of  trains  hauled ;  coi^ies  of  hearings  be- 
fore committees  of  the  State  legislatures  on  these  subjects ;  and 
any  other  data  or  suggestions  bearing  on  train  lengths  and  full 
crews." 

Mr.  Sheean:  What  information  have  you,  Mr.  Keefe,  as 
to  the  states  in  which  bills  are  now  pending,  or  about  to  be  intro- 
duced, limiting  the  length  of  trains,  and  as  to  what  if  any  is  the 
activity  of  either  of  these  organizations  with  reference  to  the 
limitation  of  the  lengths  of  trains'? 

Mr.  Keefe :  Advice  has  been  received  indicating  that  train 
limit  bills  have  been  or  will  shortlv  be  introduced  in  the  coming 
legislatures  in  Arkansas,  California,  Illinois,  Kansas,  Missouri, 
Montana,  South  Dakota,  Utah,  Washing-ton,  Colorado,  Idaho, 
Ohio,  Minnesota,  Nebraska,  Nevada,  Oklahoma,  Oregon,  Wyo- 
ming and  Texas,  or  nineteen  out  of  the  twenty-four  states  em- 
braced in  this  movement. 

Mr.  Sheean:  And  what  is  the  situation  as  to  whether  or 
not  the  four  train  organizations  are  participating  actively 
through  their  legislative  committees  in  connection  with  the 
presentation  of  these  bills  to  these  legislatures?  Is  there  a 
joint  legislative  committee  of  the  four  organizations? 

Mr.  Keefe:     It  is  my  understanding  that  that  is  so. 

Mr.  Sheean:  In  what  state  or  states  in  this  territory — 
I  diverted  from  one  question  that  was  asked  by  the  Chairman 
as  to  whether  there  was  or  not  in  the  territory  any  law  now, 
hmiting  the  length  or  size  of  trains. 

Mr.  Keefe :     In  the  State  of  Arizona — 

Mr.  Sheean:     That  is  shown  where? 

Mr.  Keefe :  That  is  shown  on  Sheet  No.  2,  of  this  Exhibit 
No.  8,  on  the  first  line.  There  was  a  law  passed  in  1912  known 
as  Chapter  No.  43. 

Mr.  Sheean :  Well,  the  first  line  as  I  have  it  here  is  '  *  Size 
of  Crews." 

Mr.  Keefe:     Pardon  me,  I  got  the — 


3665 

The  Chairman:     ^\Tiat  was  the  purport  of  that  law! 

Mr.  Keefe:  I  have  a  copy  of  it  liere.  The  purport  of  it 
is  limiting  the  length  of  freight  trains  to  70  cars  (exclusive  of 
caboose),  and  of  passenger  trains  to  14  cars. 

Mr.  Stone:     That  is  Arizona? 

Mr.  Keefe:     Yes. 

Mr.  Park:  Well,  for  wliat  purpose,  ^fr.  Keefe,  do  you  un- 
derstand f 

Mr.  Keefe:  I  am  not  familiar  with  the  purpose,  excepting 
of  course  from  what  the  law  itself  says  **to  restrict  the  length 
of  trains." 

Mr.  Sheean:     Read  it,  please.     It  is  short. 

Mr.  Keefe:  "Section  1.  It  shall  be  unlawful  for  any  per- 
son, firm,  association,  company  or  corporation  operating  any 
railroad  in  the  State  of  Arizona  to  run  or  permit  to  be  run  over 
his,  its  or  their  line  of  railroad,  or  any  portion  thereof,  any 
train  consisting  of  more  than  70  freight  or  other  cars,  exclusive 
of  caboose. 

"Section  2.  It  shall  be  unlawful  for  any  person,  firm,  asso- 
ciation, company  or  cooperation  operating  any  railroad  in  the 
State  of  Arizona,  to  run  or  permit  to  be  run  over  his,  their, 
or  its  line  of  road,  or  any  portion  thereof,  any  passenger  train 
consisting  of  more  than  14  cars." 

The  Chairman:  Of  course,  that  pertains  to  intrastate 
operation  f 

Mr.  Keefe :     I  would  infer  so.    It  being  a  state  law. 

The  Chairman:  They  would  not  have  the  right  to  limit 
interstate. 

Mr.  Sheean :  What  do  you  know  as  to  whether  or  not  there 
has  been  introduced  or  is  proposed  to  be  introduced  a  law  in 
Congress  that  will  cover  interstate  commerce  as  well? 

Mr.  Keefe :  This  report  dwelt  on  the  activities  before  Con- 
gi'ess,  and  apparently  indicated  that  there  have  been  laws  that 
are  pending  before  Congress  seeking  to  limit  the  length  of  trains. 
That  is  the  only  knowledge  I  have. 

Mr.  Park:  Do  I  understand  that  this  Federated  Legisla- 
tive Committee  is  the  so-called  Federal  Legislative  Committee 
stationed  in  Washington? 

Mr.  Keefe:     Yes,  I  understand  that  to  be  a  fact. 

Mr.  Burgess:     Quoting  from   that   authority,   Mr.   Keefe, 
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which  I  understand  to  be  the  official  organ  of  the  Brotherhood 
of  Locomotive  Engineers,  is  not  the  purpose  set  forth  there  ? 
,  Mr.  Keefe:     The  preamble  of  the  letter  says: 

"A  report  on  national  legislation  of  particular  interest  to 
railroad  emjjloyees  in  train  and  engine  service  has  been  pre- 
pared to  be  sent  to  all  Lodges  and  Divisions,  State  Legislative 
Boards,  and  Committee  Chairmen  of  the  four  organizations. 
This  report  covers  the  activities  of  the  63rd  Congress  up  to 
the  adjournment  of  the  first  regular  session,  Oct.  24,  1914.  It 
is  a  joint  affair,  having  been  compiled  by  the  four  national  legis- 
lative representatives  and  submitted  to  the  chief  executives  of 
the  four  organizations  for  their  approval." 

Mr.  Burgess:  But,  Mr.  Keefe,  the  paragraph  you  read 
prior  to  the  reading  of  this  one,  set  forth,  did  it  not,  that  the 
bill  was  for  the  preservation  of  life  and  property. 

Mr.  Keefe:     It  doesn't  say  so. 

The  Chairman :  What  are  the  evils  sought  to  be  remedied 
by  legislation  of  this  kind*?  What  are  the  alleged  evils,  I  will 
put  it  that  way? 

Mr,  Keefe:  There  is  nothing  in  the  report  that  indicates 
the  purpose  for  which  they  ask  legislation. 

Mr.  Stone:  If  I  might  be  allowed  to  explain,  Mr.  Chair- 
man, that  is  simply  a  notice  in  our  official  journal  calling  atten- 
tion to  the  annual  report  of  our  Legislative  representatives  at 
Washington.  Each  one  of  the  four  railroad  brotherhoods  main- 
tains a  national  legislative  representative.  He  is  also  one  of  the 
field  officers  or  assistant  Grand  Chiefs  of  the  Brotherhood  of 
Locomotive  Engineers  or  Vice-Presidents  of  the  other  organiza- 
tions. It  was  made  necessary  in  order  to  combat  the  tendencies 
of  the  railroads  through  their  representatives  they  have  main- 
tained at  Washington,  and  their  lobby  which  they  have  main- 
tained at  Washington  for  a  great  number  of  years.  That  is 
simply  a  request  to  different  men  for  compilation  of  information 
on  the  subject.  It  says  it  is  a  question  of  growing  interest,  and 
they  want  all  the  necessary  information  on  the  subject.  It  also 
calls  attention  to  the  fact  that  one  railroad  has  already  placed 
one  order  for  coal  cars  to  defeat  the  purjiose  of  the  law.  The 
law  in  that  particular  state  says  65  cars,  as  I  recall  it. 
The  Chairman :  Seventy-five. 
Mr.  Stone:     Sixty-five  or  seventy-five  cars,  but  no  limit  on 
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the  length  of  the  train,  and  the  company  at  once  gets  around  that 
by  ordering  70-foot  cars  instead  of  40. 

Mr.  Sheean:  Tlien  the  four  organizations,  Mr.  Stone,  are 
back  of  the  proposition  to  limit  the  length  of  trains  by  k'gislative 
enactment  ? 

Mr.  Stone:     That  doesn't  say  so. 

Mr.  Sheean:  Well,  I  am  asking  for  information,  so  tliat  T 
might  know. 

Mr.  Stone :  They  are  trying  to  find  out  first  whether  or  not 
there  is  an  excess  dangerous — if  it  has  increased  the  danger  by 
these  long  trains,  and  they  want  to  get  all  the  information  on 
the  subject  before  they  decide  wlither  or  not  we  will  support  a 
bill  of  that  kind  through  the  Federal  Congress  or  not. 

Mr.  Sheean:  At  Washington.  Well,  now,  what  is  the  sit- 
uation then  in  the  various  state  legislatures  where  these  bills 
have  been  introduced  I  Are  those  bills  backed  by  the  four  organi- 
zations! 

Mr.  Stone:  1  think  perhaps  that  is  true  in  a  number  of 
states,  but  you  have  been  in  the  game  long  enough  to  know  that 
bills  being  introduced  and  bills  becoming  effective  into  law  are 
far  different  propositions. 

Mr.  Sheean:  But  whenever  bills  limiting  the  length  of 
trains  are  introduced  by  one  of  the  organizations,  it  is  usually 
by  concerted  action  of  tlie  four? 

Mr.  Stone :  Perhaps  not  the  concerted  action.  For  example, 
if  the  Brotherhood  of  Railroad  Trailnnen  would  introduce  a  bill 
providing  for  three  brakemen  on  a  train,  we  would  not  oppose 
that  bill, 

Mr.  Sheean :  No,  I  understand,  but  I  was  talking  about  the 
laws  directed  specifically  to  the  sul),iect  of  limiting  the  length  of 
trains. 

Mr.  Stone:  I  don't  think  we  have  taken  any  very  active 
part  in  that,  so  far  as  the  engineers  and  firemen  are  concerned. 
We  probably  gave  it  our  support  in  a  (piiet  way,  but  we  didn't 
make  a  very  aggressive  campaign  for  it,  at  least.  One  thing 
sure,  we  wouldn't  oppose  it  if  the  conductors  and  trainmen 
wanted  it. 

Mr.  Sheean:  And  if  they  won't,  there  is  no  o])yiosition  by 
your  organization? 

Mr.  Stone :     Not  at  all. 


3668 

Mr.  Slieean:  Perhaps  we  could  clear  that  up  as  to  what 
the  situation  is  in  these  nineteen  states  that  Mr.  Keefe  has 
read  from,  and  in  which  bills  have  been  introduced  and  are  now 
pending.  Is  the  B.  of  L.  E.,  through  its  representative,  advo- 
cating the  passage  of  any  or  all  of  those  nineteen  bills  in  those 
nineteen  states? 

Mr.  Stone:  I  will  say  to  you  frankly,  I  do  not  know,  for 
I  have  no  check  on  it.  I  imagine  if  the  other  organizations 
have  introduced  it,  they  are  supporting  it,  or  at  least  not  oppos- 
ing it. 

Mr.  Sheean :  But  you  have  no  means  of  knowing.  I  would 
like,  Mr.  Stone,  rather  than  take  up  time  on  the  record  here — 

Mr.  Stone:  Go  right  ahead  with  this.  I  think  I  shall 
enjoy  this,  before  you  get  through  with  it. 

The  Chairman:  What  is  the  usual  length  of  a  freight 
train,  that  is  carrying  full  tonnage! 

Mr.  Stone :  It  depends  on  how  many  cars  they  have  to  go, 
your  Honor. 

The  Chairman:  Well,  assume  that  traffic  is  good  and  you 
have  an  engine  weighing  200,000  pounds  on  drivers,  then  what 
is  ordinarily  the  length  of  that  train? 

Mr.  Sheean:  Mr.  Burgess  can  tell  us  on  the  Virginian, 
probably. 

Mr.  Burgess :  I  understand  the  Virginian  pulls  80  loaded 
cars  of  100,000  pounds  capacity.  They  have  on  a  test,  how- 
ever, pulled  100  cars.    That  is  the  last  information  I  had. 

Mr.  Stone:  I  do  not  think  it  will  be  difficult,  Mr.  Chair- 
man, to  find  a  number  of  these  trains  in  the  Western  territory 
that  handle  as  high  as  100  cars,  perhaps,  from  thirty-five  to 
forty-five  hundred  tons ;  figuring  about  44  feet  to  the  car,  you 
have  a  train  two-thirds  of  a  mile  long,  and  where  they  have 
empty  cars,  they  will  handle  more  than  that.  Nothing  unusual 
to  see  where  there  is  quite  a  good  deal  of  empty  cars — to  see  105, 
110  or  115  cars  in  a  train.  They  are  not  uncommon  trains  of 
that  length. 

Mr.  Park:  Mr.  Keefe,  I  am  not  clear  as  to  a  statement 
made  by  Mr.  Stone,  that  this  road  in  Arizona,  or  some  road  in 
Arizona,  to  get  around  this  law,  had  ordered  70  foot  coal  cars, 
as  indicated  by  Mr.  Wells'  statement  in  the  magazine.  Will 
you  refer  to  that  again?    I  think  he  stated  in  his  report  there 
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that  some  of  the  roads  had  already  ordered  70  foot  coal  cars, 
and  as  I  inferred  from  Mr.  Stone's  statement,  it  was  some 
road  in  Arizona; — to  lengthen  their  train  over  the  70  cars  that 
is  prescribed;  that  is  to  get  a  greater  gross  tonnage.  I  know 
some  roads  are  building  larger  cars,  in  the  East,  to  carry 
heavier  tonnage. 

The  Chairman:     What  is  the  average  length  of  a  coal  car! 

Mr.  Park:    About  45  feet. 

Mr.  Keefe:  That  record  said  that  some  company  was 
doing  it,  an  impression  I  got  from  Mr.  Stone's  statement  was 
that  some  line  in  the  East  was  doing  it. 

Mr.  Stone :     Eastern  line. 

Mr.  Sheean :  We  have  shown  here  only  the  Western  terri- 
tory that  had  these  laws. 

Mr.  Park:  No,  Mr.  Stone  stated  to  get  around  the  law  in 
Arizona,  a  road  there  was  building  70-foot  cars.  Tluit  mixed 
me  up. 

Mr,  Stone :  Pardon  me,  Mr.  Park,  if  you  understood  me  to 
say  that,  I  am  sure  you  are  mistaken,  because  it  is  an  eastern 
state,  not  the  state  of  Arizona. 

Mr.  Park :     That  was  my  impression. 

Mr.  Shea:  Mr.  Keefe,  do  we  understand  that  is  the  pur- 
pose of  this  exhibit,  that  the  railroads  are  now  filing  a  com- 
plaint against  the  enactment  of  all  these  laws  and  rulings  ? 

Mr.  Keefe:  It  is  not  a  complaint  against  the  laws  and 
rulings.  It  is  simply  showing  that  the  railroads  have  other 
burdens  to  take  care  of  and  bear,  besides  the  request  for 
increased  compensation  for  the  men.  That  they  are  constantly 
being  confronted  with  other  burdens,  that  affect  their  operations, 
besides  the  requests  of  the  men,  and  that  due  consideration 
ought  to  he  given  by  this  Board  to  those  burdens,  as  well  as 
the  requests  of  the  men  for  additional  compensation. 

Mr.  Shea :  I  know,  but  take  all  laws  here.  Are  you  filing 
a  complaint  against  the  enactment  of  any  law! 

Mr.  Keefe:  No,  sir.  We  are  simply  calling  to  the  atten- 
tion of  the  Board,  the  laws  that  have  been  enacted,  and  in  order 
that  they  may  give  due  consideration  to  the  effect  of  those  laws 
upon  the  railways,  in  reaching  a  consideration  of  the  proposals 
now  before  them. 
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Mr.  Shea:  Just  simply  showing  what  it  costs  to  run,  or 
rather  operate  a  railroad. 

Mr.  Keefe:  We  have  made  no  estimate  of  cost  as  to  any 
of  these  laws.  There  have  been  no  figures  compiled,  showing 
the  monetary  value  placed  on  these  laws. 

Mr.  Shea:  Well,  1  know,  hut  what  is  the  purpose  then  of 
the  exhibit? 

Mr.  Keefe:     I  thought,  Mr.  Shea — 

Mr.  Shea :  It  does  not  show  any  cost.  There  is  some  cost 
in  connection  with  it,  is  there  not? 

Mr.  Keefe:  Yes,  sir;  these  laws  and  orders  of  the  Com- 
mission, in  certain  instances — I  won't  say  in  every  individual 
one,  but  most  instances — cause  additional  outlays  or  burdens 
upon  the  companies,  which  they  have  to  meet  out  of  their  gross 
revenues. 

The  Chairman :  As  T  understood  Mr.  Sheean,  he  said  they 
were  introduced  for  the  purpose  of  showing  a  tendency  to 
increase  the  financial  burdens  of  these  roads. 

Mr.  Sheean:  Precisely,  and  also  as  to  this  specific  thing 
Mr.  Shea  is  talking  about  now,  the  view  that  the  railroads  think 
that  the  Board  of  Arl)itration  should  be  advised  of  the  fact, 
that  when  one  branch  of  the  organization  presents  a  claim,  or 
demands,  based  upon  increased  and  constantly  increased  pro- 
ductive efficiency,  that  that  Board  should  also  be  advised  that 
the  same  organizations  are  advocating  the  passage  of  laws, 
which  will  prevent  the  increased  productivity,  as  testified  to,  as 
a  basis  for  increased  compensation. 

Now,  adverting  to  Utah,  Mr.  Keefe,  there  has  been  handed 
me  here  a  statement  'concerning  a  pending  bill  in  Utah.  By 
whom  is  that  circular  issued,  and  what  position,  if  any,  does  he 
occupy!  Ts  he  a  locomotive  engineer,  or  perhaps  Mr.  Stone 
can  answer. 

Mr.  Keefe:     1  do  not  know. 

Mr.  Sheean:     What  is  his  name! 

Mr.  Keefe:  Mr.  J.  G.  By  water,  President  of  the  Railway 
Employes'  Protective  League  of  Utah,  dated  Salt  Lake  City, 
December  22nd. 

Mr.  Stone:  Yes,  he  is  a  member  of  our  organization.  I 
do  not  know  what  that.  Protective  League  is,  but  Mr.  J.  G- 
Bywater  is  a  member  of  our  Organization. 


3671 

The  Chairman:     What  is  the  i)ai)er  you  are  reading  from! 
Mr.  Sheean :     That  is  a  ponding  bill,  in  Utah.    Give  us  the 
bill  and  also  the  circular  that  accompanies  it. 

Mr.  Keefe:  The  letter  is  dated  December  22d,  1914,  and 
reads : 

"Dear  Sir  and  Brother: 

''As  a  result  of  much  work,  your  committee  is  able  to  report 
that  the  matter  to  be  presented  to  the  next  State  Legislature  is 
now  assuming  form.  AVe  have  devoted  a  great  deal  of  time, 
both  in  person  and  in  conmiittees,  with  a  view  of  bettering 
working  conditions  of  our  members,  and  have  at  all  times  had 
in  mind  the  convenience  and  safety  of  the  public  generally.  With 
these  ends  in  view,  we  will  present  to  the  Legislature,  and  work 
for  the  passage  of  such  laws  as  will  serve  these  pur]ioses.  We 
are  herewith  enclosing  co])ies  of  pro]5osed  bills,  and  hope  you 
will  give  them  your  careful  consideration,  and  after  considering 
same  want  you  to  give  these  measures  your  active  and  earnest 
support. 

"Quite  a  little  expense  has  l)een  incurred  already  in  con- 
nection with  this  business,  for  stationery,  printing,  stamps,  etc., 
and  considerably  more  will  be  necessaril.y  expended  if  we  prop- 
erly present  our  cause.  You  are  therefore  urged  to  aid  in  the 
work  by  promptly  remitting  $L0()  to  Secretary  Fox,  your  receipt 
therefore  being  the  enclosed  card.  If  you  do  not  want  the  card, 
and  do  not  care  to  assist  us  in  our  efforts  to  secure  a  better- 
ment of  your  working  conditions,  you  will  please  return  card. 

"We  are  also  sending  you  herewith  a  i^etitiou  addressed 
to  the  members  of  the  Legislature,  which  you  will  please  circu- 
late among  rejiresentative  citizens  of  your  locality  and  procure 
as  many  signers  thereto  as  possible,  and  after  you  have  done 
this,  return  same  to  our  secretary,  Mr.  A.  C.  Fox,  Care  Room 
409  Continental  Bank  Building,  Salt  Lake  City. 

Fraternally  Yours, 

J.   G.    P,YW.\TEH.    President. 

A.  C.  FOX,  Secretary. 

"Your  Committee  will  a])])reciate  any  contribution,  in  addi- 
tion to  'Membership  P^ees'  which  any  Brother  will  feel  that  he 
can  afford  to  make.  We  are  undoubtedly  going  to  be  handi- 
capped for  want  of  funds  with  which  to  pro]ierly  present  our 
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cause,  and  hope  our  niore  fortunate  members  will  help  us  out." 

Mr.  Sheean:     Now,  what  is  the  bill  enclosed? 

Mr.  Keefe:  "AN  ACT  TO  PROMOTE  THE  SAFETY 
OF  EMPLOYEES,  THE  PUBLIC  AND  TRAVELERS  UPON 
ALL  FREIGHT  AND  MIXED  FREIGHT  AND  PASSENGER 
TRAINS  OF  RAILROADS  BY  COMPELLING  COMMON 
CARRIERS  BY  RAILROAD  TO  PROPERLY  MAN  AND 
EQUIP  THEIR  TRAINS." 

Mr.  Sheean:     AVliat  does  it  require? 

Mr.  Keefe:  "BE  IT  ENACTED  BY  THE  LEGISLA- 
TURE OF  THE  STATE  OF  UTAH: 

"Section  1.  It  shall  be  unlawful  for  any  common  carrier 
by  railroad  in  the  State  of  Utah  to  run,  or  permit  to  be  run,  on 
any  main  track  or  branch  line  of  railroad  within  this  State  oper- 
ated by  it,  any  freight  or  work  train,  or  mixed  freight  and  pas- 
senger train,  propelled  or  drawn  by  steam,  that  has  not  at  least 
the  following  employees  thereon :  One  engineer  and  one  fireman 
for  each  locomotive  where  such  train  is  propelled  or  drawn  by 
steam,  and  one  conductor  and  not  less  than  two  brakemen  for 
train  service,  and  in  no  case  shall  such  train  consist  of  more 
than  forty-five  cars,  exclusive  of  caboose:  provided  further,  that 
every  person,  company,  corporation  or  officer  of  court  owning  or 
operating  any  railroad  for  freight  service,  in  whole  or  in  part 
within  this  State,  is  required  to  equip,  maintain  and  use  upon 
each  and  every  locomotive,  when  such  train  is  propelled  or  drawn 
by  steam,  being  operated  in  road  service  in  this  State  in  the 
nightime,  a  headlight  of  power  and  brilliancy  of  1,500  candle 
power  with  the  aid  of  a  reflector :  provided  further,  that  from  and 
after  the  first  day  of  January,  1916,  it  shall  be  imlawful  for  any 
person,  company,  corporation  or  officer  of  court  owning  or  oper- 
ating any  railroad  for  freight  service  in  whole  or  in  part  within 
this  State,  to  use  on  its  lines  any  caboose  or  other  car  used  for 
like  purpose,  unless  such  caboose  or  other  car  shall  be  at  least 
twenty-four  feet  in  length  inclusive  of  the  platform  and  equipped 
with  two  four-wheeled  trucks,  and  said  caboose  shall  be  of  con- 
structive strength  equal  to  that  of  the  thirty-ton  capacity  freight 
cars  constructed  according  to  Master  Car  Builders'  Standards, 
and  shall  be  provided  with  a  door  in  each  end  thereof,  and  an  out- 
side platfonn  across  each  end  of  said  car;  each  platform  shall 
not  be  less  than  twenty-four  inches  in  width  and  shall  be  equipped 
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with  proper  guard  rails,  and  witli  grab  irons  and  steps  for  the 
safet}' of  persons  getting  on  and  oiif  said  cars.  Said  steps  sliall 
be  equipped  with  a  suitable  rod,  board  or  other  guards  at  each 
end,  and  at  the  back  thereof,  propeily  designed  to  prevent  slip- 
ping from  said  step.  8aid  caboose  sliall  Ix-  not  less  than  seven 
feet  in  height,  with  cupola  and  necessary  closets  and  windows; 
and  provided  further,  that  whenever  any  caboose  oi-  other  car 
used  for  like  purjjose  shall  hereafter  be  brought  into  any  shop 
for  general  repairs,  it  shall  be  unlawful  to  again  put  the  same 
into  the  service  of  such  a  railroad  within  this  State  unless  it 
shall  be  equipped  as  provided  for  in  this  act. 

''AN  ACT  TO  PROVIDE  FOR  THE  SAFETY  AND  PRO- 
TECTION OF  THE  PUBLIC." 

''Be  It  Enacted  By  the  Legislature  of  the  State  of  Utah: 
"Section  1.  That  no  railroad  company  or  corporation  own- 
ing or  operating  any  yards  or  terminals  in  the  cities  within  this 
State,  where  switching,  pushing  or  transferring  of  cars  are  made 
across  public  crossings  within  the  city  limits  of  the  City  shall 
operate  their  switch  crew  or  crews  with  less  than  one  engineer, 
a  fireman,  a  foreman  and  three  helpers. 

''Sec.  2.  It  being  the  purpose  of  this  Act  to  require  all  rail- 
road companies  or  corporations  who  operate  any  yards  or  term- 
inals w^ithin  this  State,  who  do  switching,  pushing  or  transferring 
of  cars  across  public  crossings  within  the  city  limits  of  the  cities 
to  operate  said  switch  crew  or  crews  with  not  less  than  one  engi- 
neer, a  fireman,  a  foreman  and  three  helpers,  but  nothing  in  this 
Act  shall  be  so  construed  as  to  prevent  any  railroad  comi)any 
or  corporation  from  adding  to  or  increasing  their  switch  crew 
or  crews  beyond  the  number  set  out  in  this  Act. 

"Sec.  3.  The  provisions  of  this  Act  shall  only  apply  to 
cities  of  the  first  and  second  class,  and  shall  not  apply  to  rail- 
road companies  or  corporations  operating  railroads  less  than 
one  hundred  miles  in  length. 

"Sec.  4.  Any  railroad  company  or  corporation  violating 
the  provisions  of  this  Act  shall  be  fined  for  each  separate  offense, 
not  less  than  Fifty  Dollars  and  each  crew  so  illegally  operated 
shall  constitute  a  separate  offense. 

"Sec.  5.  This  Act  shall  take  effect  and  be  in  force  after 
May  15th,  1915." 
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''AN  ACT  TO  PROMOTE  THE  SAFETY  OF  EMPLOYES, 
THE  PUBLIC  AND  TRAVELERS  UPON  ALL  PASSEN- 
GER   TRAINS    OF    RAILROADS    BY    COMPELLING 
COMMON  CARRIERS  BY  RAILROAD  TO  PROPERLY 
MAN  AND  EQUIP  THEIR  TRAINS. 
"Be  It  Enacted  By  the  Legislature  of  the  State  of  Utah: 
"Section  1.     It  shall  be  unlawful  for  any  common  carrier 
by  railroad  in  the  State  of  Utah,  to  rnn,  or  permit  to  be  run,  any 
passenger,  mail  or  express  train  propelled  or  drawn  by  steam, 
that  has  not  at  least  the  following  named  employes  thereon:  One 
engineer  and  one  fireman  for  each  locomotive  when  such  train 
is  drawn  or  propelled  by  steam,  and  one  conductor  and  at  least 
one  brakeman  for  train  service;  also,  at  least  one  baggageman 
upon  any  such  train  upon  which  baggage  is  hauled;  Provided 
Further,  that  any  such  train  where  three  cars,  exclusive  of  rail- 
road officers'  private  cars,  or  more  than  three  cars,  are  hauled, 
exclusive  of  railroad  officers '  private  cars,  at  least  one  brakeman, 
and  one  flagman  who  shall  have  had  at  least  one  year's  exper- 
ience in  train  service,  shall  be  employed,  and  in  no  case  shall 
such  train  consist  of  more  than  nine  cars  inclusive  of  express, 
mail  and  baggage  and  passenger  cars,  not  exclusive,  however, 
of  railroad  officers'  private  cars;  Provided  Further,  that  every 
person,  company,  corporation  or  officer  of  court,  owning  or  oper- 
ating any  railroad  or  passenger  service  in  whole  or  in  part  within 
this  State,  is"  required  to  equip,  maintain  and  use  upon  each  and 
every  locomotive  when  such  train  is  propelled  or  drawn  by  steam, 
being  operated  in  road  service  in  that  State  in  the  night  time,  a 
headlight  of  power  and  brilliancy  of  1,500  candle  power  with  the 
aid  of  a  reflector. 

''Sec.  2.  Any  person,  company,  corporation  or  officer  of 
court,  owning  or  operating  a  railroad  in  whole  or  in  part  within 
this  State,  violating  any  of  the  provisions  of  this  Act,  shall  be 
liable  on  conviction  to  a  penalty  of  not  less  than  Five  Hundred 
Dollars  ($500)  or  more  than  One  Thousand  Dollars  ($1,000)  for 
each  separate  offense,  which  shall  be  recovered  in  a  civil  action 
in  the  name  of  the  State. ' ' 

Mr.  Park :  In  a  letter  written  there,  did  I  understand  that 
Mr.  Atwater  proposed  to  pledge  the  candidates  for  the  legisla- 
ture before  the  election? 

Mr.  Keefe :     I  do  not  understand  that.    He  just  asked  that 
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a  petition  be  circularized  to  the  citizens  to  assist  in  the  passage 
of  this  hiw. 

Mr.  Sheean:  Running  across  the  line  on  this  sheet  2  of 
Exhibit  No.  8,  C,  under  Section  4,  of  freight  trains,  make  up  of 
(position  of  engines,  length  of  engines,  etc.),  Arizona  already 
has  such  a  law,  limiting  the  length  of  trains? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  At  the  time  these  figures  were  compiled, 
there  had  been,  during  the  last  three  sessions  of  the  legisla- 
ture, thirteen  such  bills  introduced  in  the  State  of  Indiana? 

Mr.  Keefe :     Indiana,  three  ? 

Mr.  Sheean:  It  is  shown  on  mine  as  thirteen.  Is  that  an 
error  on  the  line  under  Indiana  ? 

Mr.  Keefe :  I  have  one,  one  black  and  one  red.  Three  in 
the  State  of  Illinois. 

Mr.  Sheean:  I  have  proof  that  is  not  corrected,  I  guess. 
No,  I  am  reading  under  freight  trains,  C. 

Mr.  Keefe:  I  was  reading  under  passenger  trains,  three 
E.    You  are  looking  under  four  C. 

Mr.  Sheean:  Four  C,  make  up  of  freight  trains,  position 
of  engines,  length  of  trains,  and  so  forth. 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  the  Western  territory  there  is  only  one 
such  bill  that  has  been  enacted  into  law,  as  shown  on  the  next 
to  the  last  column  on  the  sheet! 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  the  Eastern  territory,  as  shown  here,  no 
such  bill  has  become  a  law! 

Mr.  Keefe :     In  the  last  three  years. 

Mr.  Sheean:     In  the  last  three  years? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  the  states  are  shown  across  the  page, 
as  to  where  bills  have  been  introduced  and  what  has  been 
enacted  into  law,  and  then  totalled  as  to  the  Western  lines  and 
totalled  as  to  the  Eastern  lines'? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Have  you  any  information  as  to  the  situation 
since  the  compilation  of  these  figures,  as  to  what  other  bills 
are  not  under  way,  either  actually  introduced  or  on  their  way 
to  introduction  in  the  various  legislatures  in  the  west? 
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Mr.  Keef e :  I  have  mentioned  the  laws  in  connection  with 
the  limiting  of  the  length  of  trains. 

Mr.  Sheean:  Have  you  any  memo  there  as  to  what  the 
provisions  of  those  bills  are  as  to  what  the  length  of  train  shall 
be,  or  simply  under  the  heading  of  making  some  limitation  of 
the  length  of  trains'? 

Mr.  Keefe:  I  have  a  memorandum  showing  the  length  to 
which  they  ask  that  the  trains  be  restricted. 

Mr.  Sheean :  Utah  was  45  cars,  as  you  just  read  it.  What 
are  some  of  the  other  proposed  bills? 

Mr.  Keefe:  Arizona,  freight  trains  to  50  cars.  Califor- 
nia, freight  train,  45  cars ;  passenger  trains — 

Mr.  Byram :  Excuse  me.  I  believe  you  said  Arizona  now 
has  70. 

Mr.  Keefe:     Arkansas,  this  is. 

Mr.  Byram:     Arkansas? 

Mr.  Keefe:     Yes,  Arkansas,  50. 

California,  45  freight  cars ;  12  passenger  cars. 

Colorado,  50  freight  cars ;  9  passenger  cars. 

Idaho,  50  freight  cars. 

Illinois,  50  freight  cars. 

There  is  one  in  Iowa,  but  I  have  not  any  information  as  to 
the  length  of  the  train. 

Kansas,  50  freight  cars. 

Missouri,  50  freight  cars. 

Montana,  50  freight  cars  on  grades  of  less  than  1  per  cent, 
and  35  freight  cars  on  grades  1  per  cent  or  over. 

Mr.  Sheean:  Nothing  about  1.8  per  cent,  is  there,  spe- 
cifically ? 

Mr.  Stone:     They  got  it  down  to  1  per  cent. 

Mr.  Keefe :    No,  sir.    Nebraska,  freight  trains,  50  cars. 

Nevada,  45  cars  for  freight  trains ;  passenger  trains,  12  cars. 

Oklahoma  or  Oregon,  it  does  not  show  the  length. 

South  Dakota,  50  freight  cars. 

Utah,  45  freight  cars. 

Washington,  45  freight  cars. 

Wyoming,  no  mention  as  to  the  length. 

Mr.  Sheean :  What  was  that  state  of  35  cars  of  over  1  per 
cent  grade? 

Mr.  Keefe:    Montana. 
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Mr.  Sheean :  So  that  if  that  became  a  law  in  Montana,  and  if 
the  proposal  here  of  a  10  per  cent  increase  in  wages  or  10  per 
cent  increase  above  valley  rates  was  to  apply  there,  the  men  on 
that  division  would  be  drawing  35  car  trains  and  would  be 
receiving  10  per  cent  more  in  wages  than  those  drawing  50 
car  trains  in  the  valley? 

Mr.  Keef e :     On  grades  of  1.8  per  cent  and  over,  yes,  sir. 

The  Chairman :  That  contemplates  the  employment  of  only 
one  crew? 

Mr.  Sheean :  It  does  not,  under  this  law,  make  possible  the 
employment  of  any  two  engines  or  any  number  of  engines,  except 
to  haul  35  cars  on  the  grade  and  50  cars  in  the  valley. 

The  Chairman:  What  is  the  practical  effect  of  it,  what 
would  be  the  effect  of  it? 

Mr.  Sheean:     To  emply  more  engineers  and  firemen. 

Mr.  Park:    And  trainmen? 

Mr.  Sheean:     And  trainmen. 

The  Chairman :  What  T  moan  to  say  is  this :  Say  you  have 
a  train  of  75  or  100  cars  in  length — 

Mr.  Sheean:  It  would  make  necessary  the  hauling  of  a 
shorter  load  and  the  employing  of  more  train  crews  and  more 
engines  to  haul  the  same  amount  of  trafBc.  For  instance,  on 
the  Virginian  now^,  hauling  100  cars  of  coal  with  one  engine  and 
one  train  crew  and  one  engine  crew,  the  effect  of  such  a  law 
upon  that  road  would  be  to  necessitate  two  engines,  two  engine 
crews,  and  two  train  crew^s  to  move  the  same  traffic  with  which 
they  now  conduct  operations  with  one  train  crew  and  one  engine 
crew. 

The  Chairman:  That  road,  in  going  from  the  coal  fields 
to  the  coast,  is  practically  level,  is  it  not,  or  a  little  down  grade? 

Mr.  Sheean:  I  understand  it  is,  yes.  And  I  mentioned 
that  because  of  your  asking  for  an  average,  your  Honor,  and 
I  thought  that  that  was  the  extreme  of  what  Mr.  Lauck  calls 
efficient  operation,  on  that  particular  line.  Therefore,  the  train 
load  is  not  an  average  at  all,  but  shows  what  efficient  opera- 
tion will  do,  with  low  grades  and  high  power. 

Mr.  Park:  The  impression  I  got  is  that  it  increases  the 
cost  of  operation  enormously,  and  umch  beyond  the  employment 
of  the  extra  crew,  because  it  increases  your  density  of  traffic 
and  makes  necessary  additional  facilities,  perhaps  double  track.s 
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and  larger  yards  and  an  expense  to  the  railroad  mucli  beyond, 
that  which  is  figured  in  the  employment  of  additional  crews. 

Mr.  Sheean:  It  was  for  that  reason  that  the  Committee 
thought  it  would  not  really  be  proper  to  set  up  in  dollars  and 
cents  the  cost  from  the  enactment  of  such  a  law  as  this,  for  that 
very  reason  that,  in  addition  to  the  mere  cost  of  enhanced  wages 
and  extra  number  of  men  and  the  investment  in  additional  power 
and  the  idleness  of  i^ower,  there  would  be,  of  course,  the  col- 
lateral effects  most  marked,  and  probably  not  uniform  in  their 
ojjeration  upon  particular  roads;  and  to  have  different  roads 
make  any  report  as  to  that,  in  dollars  and  cents,  we  thought 
would  not  be  of  any  great  value  or  utility  to  a  Board  of  Arbi- 
tration. 

The  Chairman:  What  number  of  cars  are  usually  hauled 
over  these  mountain  grades? 

Mr.  Sheean :  I  do  not  think  we  could  answer  the  question 
of  usually ;  it  all  depends  on  whether  you  are  talking  about  what 
Mr.  Phillips  talks  of  as  "going  down  in  the  well,"  on  the  Den-^ 
ver  &  Rio  Grande,  or  whether  it  is  a  1.8  per  cent  grade. 

The  Chairman :     Well,  say  on  a  1.8  per  cent  grade. 

Mr.  Sheean:  1  have  no  idea  as  to  what  the  variety  or 
variations  would  be.  That,  again,  depends,  I  judge,  upon 
whether  the  track  is  a  straight  track  or  curved  track  and  many 
other  conditions  in  addition  to  that  of  mere  grade. 

The  Chairman:  In  a  case  of  that  kind,  would  an  extra 
engine  and  engineer  and  fireman  be  employed,  that  is,  for  the 
one  train? 

Mr.  Park:     A  helper. 

Mr.  Sheean:  Oh,  the  helper  is  employed  now  regnilarly, 
yes,  and  paid  for. 

The  Chairman :  If  you  cut  that  train  in  two,  would  it  then 
be  necessary  to  have  the  helper? 

Mr.  Park:     It  would  be  necessary  to  have  another  crew. 

Mr.  Sheean:  Over  the  entire  division,  and  over  that  par- 
ticular division,  over  that  particular  mountain,  the  probability 
is  that  a  helper  would  have  to  be  employed  unless — I  do  not 
know  about  getting  it  down  to  35  cars,  if  this  became  a  law. 

The  Chairman:  You  would  not  increase  the  number  of 
employes,  would  you?  The  expense  incurred  there  would  be 
the  expense  of  coal  and  so  forth  in  operating  the  train? 
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Mr.  Sheean:  Oh,  yes,  a  helper,  your  Honor,  is  maintained 
to  help  all  trains  up  tliis  particular  hill.  This  i)roposition  or 
this  particular  law  would  have  crews  starting  from  the  terminal 
and  over  the  entire  road.  A  helper  crew  may  help  all  the  trains 
which  come  along  in  a  twelve-hour  jx'riod  over  the  hill,  and 
wliich  may  be  loaded  to  their  tonnage  rating  on  other  j tarts  of 
the  line,  and  it  would  double  the  number  of  employes,  save  and 
except  as  this  one  helper  crew  might  hel]i  all  of  the  trafTic  over 
that  ])articular  grade  on  the  mountain. 

Mr.  Park:  The  most  serious  thing,  in  my  ojtinion,  is  that 
where  a  road  is  almost  up  to  its  capacity,  a  tunnel,  as  has  been 
described,  on  the  Southern  Pacific;  then  to  cut  the  trains  in 
two,  creating  a  g]-eater  density  of  traffic,  might  inunediately 
necessitate  the  double  tracking  of  the  railroad  and  enoi-inously 
increase  the  expense  of  operation. 

Mr.  Burgess :  Following  Mr.  Park 's  line  of  thought,  wliere- 
in  he  asked  the  question  if  the  cost  would  not  be  enormous  if 
these  bills  became  effective,  T  would  like  to  ask  you  if  the 
Board  would  be  justified  in  assuming,  in  case  the  organizations 
refrained  from  advocating  these  laws,  that  the  railroads  would 
withdraw  any  objection  to  granting  a  liberal  increase  in  pay? 

Mr.  Sheean :  Not  if  you  have  any  evidence  that  will  justify 
any  increase  in  pay.  We  do  not  want  and  do  not  suggest  any 
time  to  buy  or  purchase  the  organization,  from  ])resenting  and 
urging  any  law  that  they  think  is  a  fair  and  pro])er  law;  and 
if  in  the  judgment  of  the  organizations  these  laws  are  predicated 
upon  any  real  protection  of  the  public,  or  protection  of  them- 
selves, they  should  neither  be  coerced  nor  purchased  by  wage 
to  refrain  in  any  manner  from  advocating  laws  that  they  think 
are  right. 

The  purpose,  Mr.  Burgess,  was  not  at  all  to  suggest  that 
they  ought  to  withdraw  these  laws,  or  their  urgency  for  them, 
if  they  think  they  are  right.  But  we  want  to  get  before  the 
Board,  that  coincident  with  one  branch  of  the  organization 
urging  as  one  ground  for  an  increase  of  wages,  that  they  are 
more  productively  efficient  because  of  the  increased,  increasing 
and  prospectively  increasing  train  load,  another  part  of  the 
same  organization  is  endeavoring,  by  law,  to  prevent  the  ])ro- 
ductive  efficiency  urged  by  the  expert  as  one  reason  for  an 
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increase,  and  simply  to  let  the  Board  have  the  fact  before  them, 
that  we  do  not  think  there  is  good  team  work. 

Mr.  Burgess:  Of  course,  we  did  not  understand  that  it 
was  the  intent  of  the  railroads  to  purchase  or  urge  or  coerce  us, 
but,  as  I  stated  before,  following  the  line  of  thought  suggested 
by  Mr.  Park,  that  this  did  mean  a  great  deal  of  money  to  the 
comi^anies,  and  I  understood  this  was  introduced  for  the  purpose 
of  showing  an  additional  financial  burden  on  the  railroads  that 
would  result  from  these  laws.  Although  you  did  not  tabulate 
it  in  figures  to  show  the  cost,  in  figures,  it  left  the  impression 
that  these  laAvs  would  cost  the  companies  money. 

Mr.  Sheean:  No,  again  I  say,  Mr.  Burgess,  that  sheet  1 
shows  what  has  been  done  by  municipalities,  that  has  reached 
in,  in  the  same  manner  as  taxes,  into  the  corporate  funds.  Page 
2  shows  the  tendency  of  legislatures  more  and  more  to  reach  out 
and  obtain  part  of  the  funds,  and  by  appropriating  them  to  the 
public  use,  prior  to  a  distribution  between  labor  and  capital, 
setting  aside  a  substantial  part  of  the  fund;  and  specifically 
that  in  those  laws  and  among  those  laws,  that  there  are  some 
which,  in  the  judgment  of  practical  railroad  men,  prevent  effi- 
cient and  economical  operation.  And  that  the  one  branch  of 
the  laws,  in  which  this  effort,  as  the  railroad  men  view  it,  is 
against  progress  and  efficiency,  is  to  be  found  in  the  Full  Crew 
Bill,  and  in  bills  limiting  the  size  and  length  of  trains.  How 
much  they  will  cost,  as  I  have  attempted  to  say,  the  committee 
■  did  not  feel  could  be  reduced  to  statistical  form,  in  a  manner 
that  would  be  at  all  persuasive  to  any  one,  because  each  road 
might  be  affected  in  a  different  manner  and  as  to  the  collateral 
cost  or  expense  of  complying  with  such  a  law,  we  made  no  effort 
to  ascertain  it. 

Mr.  Burgess:  But  it  would  cost  some  money,  would  it 
not? 

Mr.  Sheean:.  Unquestionably.  Now,  Mr.  Keefe,  just  to 
make  perfectly  clear  that  the  railroad  companies,  by  the  intro- 
duction of  this  exhibit,  are  not  in  any  manner  seeking  to  quarrel 
with  or  about  the  enactment  of  proper  laws  for  the  safeguard- 
ing of  the  public  or  the  safeguarding  of  the  employes,  I  under- 
stand your  position,  or  the  position  of  the  committee,  to  be,  that 
we  are  simply  offering  this  information  in  a  concise  and  tabu- 
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lated  form  for  the  benefit  of  the  Board,  so  that  they  may  have 
a  view  of  the  whole  picture. 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  Is  there  anything  furtlier  in  connection  witli 
sheets  1  and  2,  to  which  you  wish  to  direct  attention? 

Mr.  Keefe :  From  the  totals,  Mr.  Sheean,  it  would  indicate 
that  the  Western  states  are  more  pronounced  in  their  desires 
to  cure  the  ills  or  alleged  ills  of  railway  operations,  because 
they  have  introduced  very  few  more  bills  in  the  West  than 
they  have  in  the  East,  while  the  number  actually  enacted  into 
laws  has  been  nearly  twice  as  many.  In  other  words,  in  the 
Western  territory  there  were  1,155  laws  presented,  and  208 
of  them  passed,  as  compared  with  976  presented  in  the  East, 
and  111  of  them  passed. 

Mr.  Sheean:  In  addition  to  these  municipal  requirements 
and  the  laws  of  the  various  states,  what  are  some  of  the  recent 
Federal  laws  that  have  imposed  additional  financial  burdens 
upon  railroads? 

Mr.  Keefe:  One  of  the  laws  enacted,  in  1911  and  1912, 
with  reference  to  the  steel  postal  car  equipment,  specifying  cer- 
tain construction  and  equipment  of  postal  cars;  the  law  en- 
acted in  1913,  providing  for  the  valuation  of  the  property  of 
the  carriers,  requires  very  heavy  expenditure  of  the  funds  of 
the  railroads;  the  enactment  or  the  amendment  of  the  law  of 
1911,  in  connection  with  boiler  inspection;  also  the  ash  pan 
law,  and  the  safety  appliance  law,  have  increased  the  burdens 
of  the  railway  companies.  The  Interstate  Commerce  Commis- 
sion's bookkeeping  requirements,  also  their  regulations  as  to 
filing  and  posting  of  tariffs,  have  caused  a  financial  burden 
upon  the  roads. 

Mr.  Sheean:  Those  are  all  simply  referred  to,  Mr.  Keefe, 
not  in  any  spirit  of  criticism  as  to  any  of  those  laws,  but  simply 
to  advise  of  the  situation,  that  after  the  productive  efficiency 
of  labor  and  capital  has  produced  some  money,  that  the  public, 
through  the  legislatures,  reaches  out  immediately,  after  taxes, 
for  a  part  of  that  money,  before  there  is  either  right  or  power 
to  distribute  it  as  between  labor  and  capital.  Is  that  substan- 
tially right? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:    And  it  is  not  intended  in  any  way  as  criti- 
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cising  the  enactment  of  any  of  these  Federal  laws  to  which  you 
have  just  referred  as  having  caused  expense  to  the  railroad 
company  ? 

Mr.  Keefe:  No,  sir,  simply  calling  attention  to  legislation 
that  has  affected  ]*ailroad  operation  and  caused  increased  bur- 
dens to  the  railroad. 

Mr.  Sheean:  Tliat  is  all  in  connection  with  that  exhibit, 
Mr.  Stone. 

CROSS  EXAMINATION. 

Mr.  Stone:  If  these  are  burdens  on  the  railroads,  why  are 
they  not  shown  in  the  costs  of  the  railroads? 

Mr.  Keefe:  It  is  very  difficult  to  approximate  the  expense 
that  different  laws  will  cause  different  railroad  companies  in 
different  territories,  and  when  we  decided  to  show  the  effect 
of  these  laws,  it  was  a  vry  short  time  before  we  thought  we  were 
going  into  arbitration,  and  with  the  short  length  of  time  before 
us  we  did  not  feel  that  we  would  have  time  to  go  in  and  prepare 
a  sufficiently  reliable  estimate  to  indicate  their  ,cost, 

Mr.  Stone:  Well,  is  it  not  a  fact,  Mr.  Keefe,  that  if  there 
is  any  cost  involved  in  any  of  these  laws  mentioned  here,  that 
they  are  already  covered  in  the  preceding  pages,  where  you  show 
cost  of  operation.  Everything  that  a  railroad  spends  money 
for  is  alreadv  covered,  is  it  not? 

Mr.  Keefe:  It  is  not  covered  by  the  operating  cost,  Mr. 
Stone,  because  where  you  purchase  additional  and  new  equip- 
ment, such  as  the  Federal  laws  concerning  the  steel  postal  car 
equipment  is  concerned,  that  is  a  capital  expenditure  to  a  certain 
extent,  and  not  one  that  would  go  into  operating  costs. 

Mr.  Stone:  Well,  digressing  for  a  moment,  and  taking  up 
the  question  of  steel  mail  cars,  what  brought  it  about? 

Mr.  Keefe:     I  don't  know,  Mr.  Stone. 

Mr.  Stone:  Is  it  not  a  fact  that  the  public  demanded  that 
you  give  some  protection  to  the  mail  clerks? 

Mr.  Keefe :  I  am  not  familiar  with  what  caused  the  enact- 
ment of  that  law. 

Mr.  Stone:  Is  it  not  also  a  fact  that  you  were  killing  more 
mail  clerks  than  you  were  engineers,  on  account  of  having  light 
wooden  equipment  in  between  your  steel  trains,  and  these  mod- 
em lo,comotives? 
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Mr.  Keefe:     I  don't  know  of  it. 

Mr.  Stone:  T?o.ij:aidin,i;-  tlic  (lucstion  of  these  laws  here  tliat 
has  been  enacted,  and  bills  that  ai<'  about  to  be  introduced,  about 
what  percentage  of  the  bills  introduced  ever  really  become  laws? 

Mr.  Keefe:  I  don't  know,  Mr.  Stone.  I  have  made  no  tabu- 
lation.   I  have  made  no  check. 

Mr.  Stone:  Well,  the  percentage  is  almost  as  small  as  your 
tie-ups  that  you  show  under  the  law  . 

Mr.  Keefe:  We  have  given  in  here  the  laws  that  have 
been  enacted  in  the  last. three  years  only,  affecting  railroad  op- 
erations. 

Mr.  Park:     What  is  the  total  of  that,  Mr.  Keefe? 

Mr.  Keefe:  It  is  shown  on  sheet  No.  2.  In  the  Western 
territory  there  were  208  laws  that  became  effective,  that  are  in 
operation,  out  of  a  total  of  1,155  that  were  introduced. 

Mr.  Stone:     How  many? 

Mr.  Keefe:     1,155. 

Mr.  Stone:     How  many  effective? 

Mr.  Keefe:     208. 

Mr.  Stone:     All  bearing  on  these  questions. 

Mr.  Keefe :     Yes.    20  per  cent  of  them  being  enacted. 

Mr.  Stone:  And  that  covers  everything,  from  drinking  cups 
to  sanitary  conditions  aroimd  j'^our  stations  and  yards? 

Mr.  Keefe:  It  covers  everything  that  is  shown  on  sheet 
No.  2,  Mr.  Stone. 

Mr.  Stone:  Well,  did  you  ever  know  anyl)ody  to  worry 
much  about  drinking  cups  for  the  engineers  and  firemen? 

Mr.  Keefe:     No,  sir. 

Mr.  Stone :  Those  I  see  drinking  along  the  road  I  see  drink- 
ing out  of  a  tank  cock,  when  they  get  anything  to  drink. 

Mr.  Keefe :  I  never  heard  of  any  com])laint  along  our  road 
of  our  engineers  and  firemen  not  having  anything  to  drink  out  of. 

Mr.  Stone:     Do  you  furnish  them? 

Mr.  Keefe:  I  don't  know.  I  know  they  have;  not  com- 
plained about  it.    I  can  tell  you  that. 

Mr.  Stone:     So  you  take  it  for  granted  they  are  satisfied? 

Mr.  Keefe:     Apparently  tiioy  ai'c  satisfied. 
•  Mr.  Stone :     Well,  let  us  see  what  these  bills  mean. 

Taking  on  youi-  second  sheet,  employes,  the  first  one.  A, 
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says  the  crew.    Is  there  any  legislation  shown  in  this  total  of 
183  that  provides  for  more  than  two  men  on  an  engine  ? 

Mr.  Keefe:     I  don't  know,  Mr.  Stone. 

Mr.  Stone :     You  are  the  man  who  compiled  this,  aren't  you? 

Mr.  Keefe :  I  have  not  digested  every  one  of  these  laws  to 
remember. 

Mr.  Stone:  Well,  do  you  remember  of  a  single  law  that 
would  call  for  more  than  two  men  on  an  engine  1 

Mr.  Keefe :     No,  I  never  heard  of  one. 

Mr.  Park :  Does  this  extra  man  ride  on  the  engine,  or  does 
he  ride  in  the  caboose? 

Mr.  Keefe :     He  is  generally  a  member  of  the  train  crew. 

Mr.  Stone:  He  had  better  get  back  in  the  middle  of  the 
train,  hadn't  he,  if  they  want  to  get  a  signal  to  each  other? 

B.  In  regard  to  hours  of  service ;  116  laws,  is  that  correct, 
the  total? 

Mr.  Keefe:     For  the  entire  country,  yes. 

Mr.  Stone :  What  effect  would  they  have  on  the  Federal  law 
on  interstate  traffic  ? 

Mr.  Keefe :  I  don't  understand  they  would  have  any  as  far 
as  interstate  traffic  is  concerned.  The  Federal  law,  as  I  under- 
stand, governs  interstate  traffic. 

Mr.  Stone:  Is  it  not  almost  impossible  to  get  a  train  in 
intrastate  traffic,  but  what  there  is  some  interstate  traffic  in  the 
train  ? 

Mr.  Keefe:  It  depends  on  the  territory.  In  our  territory 
in  Texas,  we  have  quite  a  lot  of  trains  that  have  no  interstate 
traffic  in  them,  but  that  is  because  we  have  such  a  large  state. 

Mr.  Stone :  That  is  because  your  population  is  spread  out 
over  so  much  territory.  Take  up  C.  Service  letters  in  time 
of  payment.    172  laws  in  regard  to  that.  Would  that  cost -money? 

Mr.  Keefe:     To  some  extent,  yes. 

Mr.  Stone:  Is  it  not  a  fact  that  most  of  this  legislation 
in  regard  to  service  letters  has  been  brought  about  to  try  and 
off-set  your  legitimate  blacklist  that  you  carry  on  most  of  your 
railroads  in  the  Western  territory? 

Mr.  Keefe:     I  know  of  no  legitimate  blacklist. 

Mr.  Stone :  Well,  it  is  the  same  thing  under  another  name. 
You  call  it  "reference." 

Mr.  Keefe :     I  don 't  agree  with  you. 
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Mr.  Stone:  You  make  a  man  sign  a  release  for  any  legal 
claim  for  damages  from  it,  anyway.  Well,  take  up  the  second 
item  of  equipment.  Thirty-seven  laws  in  regard  to  how  a  ca- 
boose shall  be  constructed.  Just  in  what  way  does  that  afTect 
engineers  and  firemen? 

Mr.  Keefe:     It  affects  the  total  railway  operations. 

Mr.  Stone:  And  was  brought  ahout  as  a  matter  of  safety, 
was  it  not,  for  employes? 

Mr.  Keefe:     I  cannot  say  what  brought  it  about,  Mr.  Stone. 

Mr.  Stone:  Well,  is  it  not  a  fact  that  a  number  of  these 
light  cabooses  would  not  stand  the  morlcni  locomotivo  pnsliing 
on  them  on  these  helper  engines  ? 

Mr.  Keefe:     I  have  no  knowledge  of  my  own  to  that  effect. 

Mr.  Stone :  Do  you  not  hear  it  discussed  frequently  at  these 
different  railroad  meetings  f 

Mr.  Keefe:     No,  sir. 

Mr.  Stone:  In  what  way  does  boiler  inspection  increase 
cost? 

Mr.  Keefe:  It  requires  additional  and  more  frequent  wash- 
ing out  of  the  boiler,  more  frequent  inspection  of  the  boiler  than 
was  formerly  the  practice,  and  the  requirements  with  respect 
to  certification  and  affidavits  in  connection  with  the  laws  require 
additional  expense  on  the  railroads. 

Mr.  Stone:  But  the  fact  remains  that  all  boiler  inspection 
laws  simply  make  you  keep  your  boilers  in  a  safe  condition  to 
operate,  do  they  not? 

Mr.  Keefe  :     That  is  presumed  to  be  the  purpose  of  the  law. 

Mr.  Stone:  Instead  of  allowing  an  engine  to  run  witli  six 
■or  eight  broken  stave  bolts,  they  make  you  repair  them? 

Mr.  Park:  This  is  not  a  federal  law,  as  I  understand  it. 
It  is  a  state  law,  is  it  not  ? 

Mr.  Keefe :     No,  this  is  a  state  law. 

Mr.  Park :     That  is  probably  different  from  the  federal  law. 

Mr.  Keefe:  I  have  made  no  com])arison  between  them, 
Mr.  Park,  as  between  the  state  law  and  the  federal  law. 

Mr.  Park:     It  might  make  a  duplication  of  reports. 

Mr.  Stone:     Precisely. 

Mr.  Park :  I  notice  in  the  first  one — I  intended  to  call  your 
attention  to  it— the  full  crew  bill  in  Missouri.    Is  that  the  one 
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you  mentioned  there  as  having  passed.  That  was  repu- 
diated, was  it  not,  by  the  people? 

Mr.  Stone:  Is  that  the  one  that  the  governor  vetoed  at 
the  request  of  the  railroads'? 

Mr.  Park:  No,  the  people  voted  it  down  by  240,000 
majority. 

Mr.  Stone :  Then  they  got  a  referendum  in  trying  to  get 
it  restored.  Well,  taking  up  the  question  of  passenger  train, 
of  requiring  a  certain  number  to  be  run.  Thirty-four  laws  in 
regard  to  that.  Are  the  engineers  and  firemen  responsible  for 
that  law?  Was  it  not  the  public  demand  that  made  them  run 
those  trains'? 

Mr.  Keefe :  I  cannot  say  as  to  what  was  the  motive  behind 
each  one  of  the  laws  that  were  enacted.  I  know  that  they  do 
directly  affect  the  engineers  and  firemen  as  an  organization, 
where  an  additional  passenger  train  can  be  run. 

Mr,  Stone :  I  expect  that  is  true.  But  are  they  charged 
with  the  enactment  of  the  law? 

Mr.  Keefe :  There  was  no  charge  made  that  the  organiza- 
tion of  engineers  and  firemen  enacted  all  of  these  laws.  It  is 
simply  a  compilation  showing  the  laws  that  have  been  enacted, 
and  the  burdens  that  are  now  placed  upon  the  railroads  in  this 
dull  ]ieriod  which  they  have  to  make  provision  out  of  their 
revenues  to  protect. 

Mr.  Stone:  Well,  conceding  that  the  engineers  and  firemen 
might  be,  in  a  remote  manner,  interested  in  paragraph  A,  take 
up  B,  in  regard  to  stopping  at  county  seats.  Engineers  and 
firemen  would  not  be  interested  in  that,  would  they'? 

Mr.  Keefe :     No.     The  railroads  would  be,  though. 

Mr.  Stone :  There  are  52  laws  to  that  effect,  and  you  can 
go  clear  on  down  through  the  matter.  The  question  of  clear- 
ances. Of  course,  we  are  vitally  interested  in  that,  because  we 
are  paying  for  men  every  month.  The  question  of  requirements 
for  stations  and  the  sanitary  conditions  provided  here,  are 
required  by  the  public  or  the  community  through  which  they 
run,  are  they  not,  to  a  large  extent? 

Mr.  Keefe:  They  are  bills  introduced  and  passed  by  the 
different  legislatures.  As  I  said  before,  I  do  not  know  what  was 
the  motive  behind  the  legislators  in  passing  each  one  of  these 
bills. 
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Mr.  Stone:  Take  up  the  question  of  these  l)urdeus  on  the 
railroads.  You  speak  of  these  burdens  to  the  railroads,  in  ad- 
dition to  the  ^Miurden"  of  the  engineers  and  firemen  in  wages. 
Is  that  the  way  the  wages  of  the  engineers  and  firemen  are 
looked  upon,  as  a  burden  to  the  railroads"? 

Mr.  Keefe:  No,  sir.  I  said  these  burdens  slicndd  also 
be  taken  into  consideration  with  the  demands  of  the  engineers 
and  firemen  for  additional  comjjensation. 

Mr.  Stone:  Speaking  of  that  vicious  legislation  in  the 
State  of  Utah,  is  it  not  a  fact  that  that  was  brought  about 
by  a  runaway  they  had  on  Soldiers'  Summit? 

Mr.  Keefe:  T  don't  know  what  brought  it  about,  Mr. 
Stone. 

Mr.  Stone:  Is  it  not  possible  tliat  the  public  may  have 
seen  the  need  of  many  of  these  laws  being  enacted  in  the  inter- 
est of  humanity  and  to  safeguard  the  public,  and  all  that,  as 
well  as  the  railroad  employes  lieing  interested  in  it '! 

Mr.  Keefe:  I  have  several  times  stated,  Mr.  Stone,  I  do 
not  know  what  was  behind  the  legislators  when  tliev  enacted 
these  laws. 

Mr.  Stone:  If  I  understand  your  point,  Mr.  Keefe,  you 
introduced  this  exhibit  to  show  that,  assuming  there  have  been 
revenue  gains  or  profits  from  productive  efficiency,  the  expense 
imposed  by  the  public  must  be  made  by  the  railroads  })efore 
the  gain  in  profits  or  revenues  can  be  distributed  either  to 
capital  or  labor.  These  must  all  be  taken  care  of  first.  Is 
that  correct? 

Mr.  Keefe:  I  say  the  purpose  of  introducing  these  ex- 
hibits was  so  that  the  Board  of  Arbitration  may  have  a  thor- 
ough knowledge  of  the  fact  that  i-ailroads  are  required  to  meet 
other  burdens  or  meet  other  obligations  other  than  the  in- 
creased payments  requested  by  the  engineers  and  firemen. 

Mr.  Stone :  Then,  if  I  understand  you  correctly,  you  take 
the  position  that  legislation  affecting  train  length,  would  de- 
crease revenue  gains  per  train  mile,  or  tend  to  lessen  it, 
wouldn't  itf    That  is  your  contention? 

Mr.  Keefe:  It  would  cause  a  more  expensive  operation, 
and  would  be  directly  contrary  to  the  basis  of  your  reciuesi,  for 
payment  based  upon  100  per  cent  efficiency  of  the  engines.     In 
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other  words,  directly  the  opposite  to  the  basis  of  your  compen- 
sation, engineers  and  firemen. 

Mr.  Stone:  This  would  decrease  net  revenue  or  revenue 
gains  from  year  to  year,  would  it  notf 

Mr.  Keefe:  Any  increase  in  operating  expenses  neces- 
sarily decreases  the  remainder  that  is  left  for  what  is  known 
as  operating  income,  and  so  forth. 

Mr.  Stone:    I  think  that  is  all,  Mr.  Keefe. 

Mr.  Burgess:  Mr.  Keefe,  in  compiling  this  information,  did 
you  have  before  you  a  copy  of  the  laws  in  the  different  states 
as  tabulated  here? 

Mr.  Keefe:  The  committee  that  compiled  this  had  a  copy 
of  all  the  laws  before  them  when  they  made  the  tabulation. 

Mr.  Burgess:  Would  it  be  possible  for  the  Board  to  get  a 
copy  of  those  laws? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Burgess:  Personally  I  am  particularly  interested  in 
this  law  of  burning  weeds  at  a  given  time  in  the  year.  I  would 
like  to  read  that  law,  if  I  could  get  it,  and  find  out  where  that 
has  anything  to  do  with  the  wages  of  the  engineers  and  firemen. 

Mr.  Keefe :    In  what  state  ? 

Mr.  Burgess:     I  don't  know.    I  haven't  looked  at  it. 

Mr.  Keefe:     The  state  of  Iowa,  or  Kansas  or  Minnesota? 

Mr.  Burgess:  There  are  so  many  figures  on  here,  I  cannot 
find  out  where  they  are. 

Mr.  Keefe:  Just  run  your  pencil  right  across,  and  you  will 
find  one  in  the  state  of  Iowa,  and  one  in  the  state  of  Kansas,  and 
one  in  the  state  of  Minnesota. 

Mr.  Burgess :    It  became  a  law  in  Iowa,  didn't  it  ? 

Mr.  Keefe:    Yes. 

Mr.  Burgess:    And  it  became  a  law  in  Kansas? 

Mr.  Keefe:     Yes. 

Mr.  Burgess:    And  it  became  a  law  in  Mississippi? 

Mr.  Keefe :    Yes,  that  is  in  the  East. 

Mr.  Burgess:    And  it  became  a  law  in  New  York,  didn't  it? 

Mr.  Keefe:  Yes,  four  of  them.  Do  you  wish  me  to  give  you 
a  copy  of  the  laws  ? 

Mr.  Burgess:    Yes. 

Mr.  Keefe :     I  will  do  so. 

Mr.  Parks:    Have  you  made  any  analysis  of  the  reason  for 
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passing  such  a  law,  Mr.  Keefe?    Is  it  to  prevent  the  spread  of 
noxious  weeds? 

Mr.  Keefe :  I  have  not  seen  the  law  itself,  the  wording  of  it, 
Mr.  Park. 

Mr.  Park:  It  requires  the  railroads  to  dispose  of  weeds  on 
the  right  of  way  in  a  different  Avay  than  they  are  in  the  habit  of 
doing.  Are  you  familiar  with  the  operation  of  running  the 
trains,  the  law  that  requires  trains  to  be  run  from  state  lines,  if 
the  regular  trains  are  over  thirty  minutes  late? 

Mr.  Keefe :  Yes,  sir,  in  the  state  of  Texas  we  have  such  a 
requirement  of  the  Eailroad  Commissioner  of  Texas. 

Mr.  Park:     Is  it  expensive  to  comply  with  that  law? 

Mr.  Keefe :     Yes,  sir. 

Mr.  Park :  You  may  run  a  full  passenger  train  with  one  or 
two  passengers  in  it  to  take  those  who  have  arrived  at  the  con- 
nection thirty  minutes  late. 

Mr.  Keefe :  Regardless  of  the  number  of  passengers  on  the 
train,  or  to  be  moved,  you  are  required  to  operate  what  we  call 
a  stub  train  whenever  a  train  is  thirty  minutes  or  more  late. 
That  does  not  apply  to  all  trains,  but  there  are  certain  passen- 
ger trains  that  the  Commissioners  in  our  state  require  to  be 
operated,  as  they  consider,  on  time,  and  when  for  any  purpose 
they  are  more  than  thirty  minutes  late,  we  have  to  run  stubs. 

Mr.  Park :  Are  the  roads  heavily  fined  if  they  fail  to  oper- 
ate those  trains? 

Mr.  Keefe:  I  don't  know  of  any  road  that  has  been  fined 
for  failure  to  do  so.  There  have  been  a  number  suits  instituted 
against  railroads  for  failure  to  comply  with  those  orders.  Just 
whether  they  have  been  fined,  I  am  not  certain. 

Mr.  Byram :  Mr.  Keefe,  when  you  run  one  of  those  so-called 
stub  trains,  do  you  also  run  the  regular  train  after  it? 

Mr.  Keefe :     Generally,  yes,  sir. 

Mr.  Byram :  So  you  run  two  trains  where  one  would  ordi- 
narily cover  the  territory? 

Mr.  Keefe :     Yes,  sir, 

Mr.  Park:  And  if  there  was  only  one  passenger  on  the 
through  connection,  you  would  be  required  to  run  the  train,  just 
the  same.  It  does  not  specify  as  to  the  number  of  i)assengers, 
or  the  amount  of  mail  or  express,  or  anything  of  that  kind? 

Mr.  Keefe :     Well,  I  would  not  want  to  say  as  to  the  number 
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of  passengers,  Mr.  Park,  that  would  leqiiire  you  to  operate  the 
delayed  train.  That  is  a  question  of  expediency  and  policy  at  the 
time  of  each  case.  Of  course,  sometimes  they  run  the  full. length 
of  the  run  to  get  their  equipment  there,  and  sometimes  they  are 
stopped  short  of  their  legitimate  terminal. 

Mr.  Park:  As  to  the  speed  of  stock  trains,  does  that  re- 
quire additional  expense  to  comply  with  that  law?  That  is,  if 
accidents  occur  or  delays  that  are  miavoidahle,  is  it  necessary 
to  reduce  the  tonnage  to  comply  with  the  law? 

Mr.  Keefe:  The  State  of  Oklahoma  is  the  only  one  that  I 
am  personally  familiar  with  which  has  a  law  regarding  the  speed 
of  stock  trains,  and  my  personal  observation  has  not  led  me  to 
the  conclusion  that  there  are  additional  trains  run,  by  reason  of 
that  law. 

Mr.  Park:  I  see  here  a  law  regulating  the  safety  of  dead 
freight  trains.    What  does  that  mean  ? 

Mr.  Keefe:  It  is  the  number  of  miles,  daily,  that  freight, 
other  than  live  stock,  must  be  moved. 

Mr.  Park:  That  is,  coal  and  wood  and  brick  must  be 
moved  at  certain  speeds  per  day? 

Mr.  Keefe:  Certain  classes  of  traffic,  which  are  known  as 
other  than  live  stock  or  perishable  freight,  must  be  moved  at 
a  given  rate  of  speed. 

Mr.  Park:  That  would  tend  to  increase  the  expense, 
would  it  not?  If  you  had  more  than  a  train,  they  could  not  set 
out  three  or  four  cars  and  leave  them  there  until  the  next  day? 

Mr.  Keefe:  All  regiilations  of  that  character  make  it 
more  expensive  to  operate  properties  than  they  were  formerly, 
before  their  enactment. 

Mr.  Stone:  I  should  like  to  ask  one  more  question  on 
that,  Mr.  Keefe,  if  I  may.  That  speed  of  dead  freight  spoken 
of  there,  the  law,  as  I  recall  it,  requires  that  dead  freight  must 
be  moved  a  certain  number  of  miles  in  each  calendar  day.  Is 
not  that  the  law? 

Mr.  Keefe :     Yes,  as  I  recall  it,  Mr.  Stone. 

Mr.  Stone:  I  had  forgotten  the  number  of  miles,  but  I 
know  it  is  not  a  great  many. 

Mr.  Keefe:    I  don't  recall  it  either. 

Mr.  Stone:  It  is  an  order  of  the  Railroad  Commission, 
is  it  not?  
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Mr.  Keefe:  No,  it  is  an  order  of  tlic  legislature  in  the  state 
in  which  it  was  passed  here,  Missouri. 

Mr.  Park:  The  iniinession  1  got  is  it  tended  to  i)reveut 
congestion;  that  all  wheat,  and  lunibei-,  and  logs  and  everything 
must  be  moved,  every  (hiy,  and  it'  that  is  true,  and  the  law  is 
lived  up  to,  it  would  require  a  great  many  more  engines  and 
greater  facilities,  during  a  i)art  of  the  year,  than  it  would  during 
slack  business,  to  comply  with  such  a  law. 

Mr.  Stone:  The  practical  working  of  the  law,  Mr.  Keefe, 
is  that  it  makes  them  move  c^irs  a  certain  number  of  miles,  set 
them  out,  [)ick  up  another  train  and  keep  on — 

Mr.  Keefe:     I  know  of  no  such  practice  as  that,  Mr.  Stone. 

Mr.  Stone:  You  do  know  in  times  of  congestion,  where 
freight  will  stand  on  one  side  track  for  two  or  three  weeks  at  a 
time,  without  being  moved  at  all,  do  you  not? 

Mr.  Keefe :  In  times  of  congestion,  most  anything  occurs, 
Mr.  Stone. 

Mr.  Park:  Well,  you  have  on  the  Santa  Fe  now,  embargoes 
at  Galveston,  on  account  of  the  inability  of  ships  to  take  cotton 
and  grain.  That  has  been  loaded  and  banked  up.  It  is  some- 
thing that  the  railroad  cannot  avoid,  but  still  must  stand  the 
expense  of  holding. 

Mr.  Keefe:  1  understand  that  there  has  been  some  con- 
gestion of  that  character. 

Mr.  Stone:  What  is  the  average  number  of  cars  for  a 
freight  train,  in  Utah,  do  you  know? 

Mr.  Keefe:     I  do  not. 

Mr.  Stone :  Do  you  not  know  whether  twenty  cars  make  a 
train,  on  certain  divisions  on  the  D.  <S:  R.  G.,  or  fifty  cars? 

Mr.  Keefe:     I  do  not. 

Mr.  Stone:  So  you  do  not  know  whether  the  35  car  train 
is  a  hardship  in  that  state  or  not? 

Mr.  Keefe :     I  knoAV  the  35  car  train  law  will  not  apply  on 

the  D.  &  R.  G. 

Mr.  Sheean:     Montana. 

Mr.  Stone:     What  was  the  Utah? 

Mr.  Keefe :  50  cars.  There  is  more  than  one  railroad  in 
Utah,  as  I  understand  it. 

Mr.  Stone :    Yes,  but  there  are  only  two  or  three ;  that  is  all. 

Mr.  Sheean:     Exhibit  No.  9. 
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(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  ''Railroads'  Exhibit  No.  9, 
January  27,  1915.") 

Mr.  Sheean:  Exhibit  No.  9,  Mr.  Keefe,  consists  of  two 
sheets. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean :  The  one  showing  in  detail  and  the  other  sim- 
ply as  a  g-raphic  chart  of  the  same  information. 

Mr.  Keefe:  For  the  year  1913,  it  shows  graphically  the 
density  for  that  year — sheet  No.  2  does. 

Mr.  Sheean:  And  sheet  No.  1  shows  a  comparison  be- 
tween 1910  and  1913,  in  the  density  of  both  freight  and  passen- 
ger traffic? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Now,  the  first  column,  Mr.  Keefe,  shows  the 
total  number  of  ton  miles  carried  on  each  of  the  railroads? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:     For  the  year  1910. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  In  the  first  column,  that  does  not  take  into 
consideration  at  all  the  question  of  miles  of  road  operated  ? 

Mr.  Keefe:     No,  sir. 

Mr.  Sheean:  That  is,  a  ton  mile  made  by  carrying — or  a 
hundred  ton  miles  made  by  carrying  one  ton  100  miles,  is 
treated  as  just  the  equivalent  of  carrying  100  tons  one  mile? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:     Column  No.  2  does  what,  Mr.  Keefe? 

Mr.  Keefe :  Column  2  reduced  the  total  tons  handled,  to  a 
per  mile  of  line  basis.  In  other  words,  it  indicates  the  freight 
density  of  the  railroad,  expressed  in  ton  miles  per  mile  of  line. 

Mr.  Sheean:  That  is,  by  way  of  illustration  taking  the 
first  column — the  first  two  columns,  if,  on  one  road  or  on  the 
two  roads  there  were  the  same  number  of  total  ton  miles,  but 
one  road  had  that  year  one-tenth  of  the  mileage  of  the  other 
road,  column  2  would  show  what,  per  mile  of  line,  was  the 
density  of  traffic  on  it? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  The  same  thing  is  done  as  to  density  of 
traffic  in  columns  3  and  4? 

Mr.  Keefe :    Yes. 
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Mr.  Sheean:  And  in  1913,  columns  5,  6,  7  and  8,  carry  out, 
railroad  by  railroad,  the  showing  as  to  density  of  freight  traffic 
and  the  density  of  passenger  traffic? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  summarizing  all  of  these  lines,  treating 
them  as  one  system  for  the  purpose  of  this  comparison,  in  the 
year  1910  what  was  the  freight  density  per  mile  of  line? 

Mr.  Keefe:     735,828  tons. 

Mr.  Sheean:     And  in  1913? 

Mr.  Keefe:     In  1913,  820,851. 

Mr.  Sheean:  The  passenger  traffic  in  1910,  as  compared 
with  1913? 

Mr.  Keefe:  The  density  of  passenger  traffic,  passenger 
miles  per  mile  of  line  was  116,463,  as  compared  with  111,214,  for 
the  year  1913. 

Mr.  Sheean:  Then,  taking  the  railroads,  line  by  line,  just 
what  the  change  in  the  two  periods  was,  is  shown  on  this  sheet 
No.l? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  as  to  a  standard  density  of  traffic  upon 
the  roads  severally  in  the  Western  territory,  what  is  the  situa- 
tion  as  shown  on  the  second  sheet  of  this  exhibit? 

Mr.  Keefe:  The  second  sheet  of  the  exhibit  graphically 
shows  the  lack  of  uniformity  of  the  density  of  freight  traffic  and 
also  of  passenger  traffic,  of  the  lines  that  are  embraced  in  this 
movement.  It  shows  the  wide  range  of  traffic  density,  both 
freight  and  passenger. 

Mr.  Sheean:  And  that  density  of  traffic,  freight  and  passen- 
ger, is  arrived  at  by  taking  what  was  actually  hauled  on  the 
roads  severally,  in  the  year,  and  also  taking  the  actual  mileage 
operated  and  showing,  graphically,  what,  per  mile  of  line  on  the 
separate  roads,  was  the  freight  density,  and  what  was  the  passen- 
ger density  in  those  years,  or  in  that  jeavl 

Mr.  Keefe:    In  that  year,  in  the  year  1913. 

Mr.  Sheean:  There  has  been  no  effort,  Mr.  Keefe,  to  bring 
down  this  table  to  the  fiscal  year  1914? 

Mr.  Keefe:  No;  1914  statistics  were  not  available  at  the 
time  we  completed  our  exhibit,  and  until  after  we  already  had 
this  chart  compiled. 

Mr.  Sheean:    But,  of  course,  as  shown  by  preceding  ex- 
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hibits,  the  dropping  off,  at  least  in  the  freight  traffic  between 
1914  and  1913,  was  very  marked? 

Mr.  Keefe :  In  the  revenues,  ye«. 

Mr.  Sheean :  In  the  revenues.  That  was  all  I  wished  to  ask 
concerning  Exhibit  9. 

Mr.  Stone :     No  questions. 

Mr.  Sheean:     Exhibit  No.  10. 

(The  document  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  "Railroads'  Exliibit  No.  10, 
Jajiuary  27,  1915.") 

Mr.  Sheean:     You  have  Exhibit  10  before  you,  Mr.  Keefe? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Tell  us,  please,  what  information  is  shown 
there  and  just  how  it  was  assembled. 

Mr.  Keefe:  It  is  a  comi3arative  statement,  showing  the 
speed  of  trains  operated  in  all  classes  of  service,  for  the  month 
of  October,  1910,  and  also  October,  1913,  divided  as  between  the 
several  classes  of  service. 

Mr.  Sheean:  You  have  not  here  now  the  extra  copies  of 
the  form  that  was  sent  out  by  which  this  was  assembled? 

Mr.  Keefe :     I  will  have  it  here  in  a  few  minutes. 

Mr.  Sheean:  Well,  we  will  make  a  part  of  Exhibit  10,  the 
blank  form,  so  as  to  show  just  the  manner  in  which  the  informa- 
tion was  compiled  and  the  instructions  that  accompanied  it.  The 
purpose  of  this  information,  Mr.  Keefe,  was  what? 

Mr.  Keefe:  To  show  comparatively  the  speed  that  trains 
in  the  several  classes  of  service,  were  operated,  in  the  month  of 
October,  1913,  and  comparing  that  with  the  same  month  in  the 
year  1910. 

Mr.  Sheean:  You  assemble  the  information  so  as  to  make 
the  comparison  between  the  number  of  trains  and  the  total  miles, 
the  average  time  per  train? 

Mr.  Keefe :  Yes,  it  was  on  two  bases.  One  was  on  the  basis 
of  the  number  of  trains  operated,  and  the  other  on  the  basis  of 
total  actual  miles.  We  separate  and  show  the  number  of  trains 
that  accomplished  their  runs  at  a  speed  greater  than  ten  miles 
an  hour,  as  shown  in  column  No.  1,  for  the  month  of  October, 
1910. 

Column  No.  2,  shows  the  actual  mileage  made  by  those 
trains,  in  that  same  month. 


3695 

Column  No.  3,  is  the  uurnber  of  trains  in  the  niontli  of  Oc- 
tober, 1910,  that  accomplished  their  run  at  a  speed  of  ten  miles 
per  hour  or  less. 

Column  No.  4,  is  the  actual  mileage  made  by  those  trains. 

Column  No.  5,  shows  the  number  of  trains  that  accomplished 
their  run,  at  a  speed  greater  than  ten  miles  per  hour,  in  October, 
1913. 

Colunni  No.  G,  is  the  mileage  made  by  those  trains. 

Column  No.  7,  is  the  number  of  trains  that  accomi)lished 
their  run,  at  a  speed  of  seven  miles  i)er  hour  or  less. 

Column  No.  8,  is  the  actual  mileage  of  those  trains. 

Column  No.  9,  shows  on  the  basis  of  the  number  of  trains 
operated,  the  number  of  trains  in  October,  1910,  that  accom- 
plished their  run  at  a  speed  greater  than  ten  miles  per  hour. 

Column  No.  10,  shows  the  above  information  for  October, 
1913. 

Column  No.  11,  shows  on  the  basis  of  train  miles,  the  per- 
centage of  trains  that  accomplished  their  runs  at  a  speed  greater 
than  ten  miles  per  hour. 

Column  No.  12,  similar  information  for  October,  1913. 

Mr.  Sheean :  Mr.  Keefe,  it  has  been  suggested,  at  least  in 
these  proceedings,  that  because  of  the  increased  train  loading 
and  increased  efficiency  as  between  1910  and  1913,  that  the  men 
were  kept  longer  on  the  road  in  1913,  in  making  their  miles, 
than  they  were  in  1910.  What  is  the  situation  in  that  respect? 
In  through  freight  service,  in  1910,  what  were  the  number  of 
trains  operated  in  through  freight  and  the  mileage  which  was 
made  by  them  in  through  freight,  in  the  month  of  October,  1910? 

Mr.  Keefe :     For  all  the  railroads,  parties  to  the  movement? 

Mr.  Sheean:     Yes. 

Mr.  Keefe:  The  number  of  trains  that  accomjilished  their 
run  at  a  speed  greater  than  ten  miles  an  hour,  in  Otcober. 
1910,  were  11,865. 

Mr.  Sheean:     And  made  a  total  mileage  of  what? 

Mr.  Keefe:     12,963,338. 

Mr.  Sheean:  And  now  on  that  division  and  speed  greater 
than  ten  miles  an  hour,  that  meant  that  upon  all  these  ten  hour 
roads  that  111,865  trains  were  paid  on  the  mileage,  rather 
than  on  the  hourly  basis? 

Mr.  Keefe:    Yes. 
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Mr.  Sheean :  In  1913,  how  many  trains  made  the  speed  of 
over  ten  miles  per  hour,  in  through  freight? 

Mr.  Keef e :     113,362. 

Mr.  Sheean:    And  making  a  total  mileage  of  how  much? 

Mr.  Keef e :     13,156,682. 

Mr,  Sheean :  Now,  carrying  that  out  on  the  basis — one  on 
the  basis  oT  the  number  of  trains  operated,  what  was  the  speed 
performance  in  through  freight,  in  October,  1910,  as  compared 
with  October,  1913? 

Mr.  Keef e:  In  October,  1910?  75.46  per  cent  of  the  trains 
operated,  accomplished  their  runs  at  a  speed  greater  than  ten 
miles  per  hour.    In  other  words,  they  were  on  a  mileage  basis. 

Mr.  Sheean:     And  in  1913,  in  through  freight? 

Mr.  Keefe:     That  percentage  was  75.95  per  cent. 

Mr.  Sheean:  Now,  in  local  or  way  freight  service — Oh, 
yes;  on  the  basis  of  train  mileage,  what  was  the  situation  in 
1910,  as  compared  with  1913? 

Mr.  Keefe :  On  the  basis  of  train  miles,  77.24  per  cent  of 
the  trains  in  October,  1910,  were  on  a  mileage  basis,  or  speed 
greater  than  ten  miles  an  hour,  while  in  October,  1913,  the  per- 
centage of  the  total  trains  was  78.30. 

Mr.  Sheean :  Mr.  Keefe,  does  that  mean  substantially  that 
in  through  freight,  the  men  who  are  engaged  in  that  service,  on 
78  per  cent  of  the  miles  run,  received  their  pay  on  a  mileage 
basis? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Which,  therefore,  was  greater  than  the  guar- 
anteed hourly  basis  which  is  given  where  they  work  more  than 
ten  hours  in  maldng  100  miles? 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  In  local  or  way  freight,  what  was  the  situa- 
tion in  October,  1910,  as  compared  with  October,  1913,  both  in 
number  of  trains  and  the  speed  at  which  they  operated? 

Mr.  Keefe :  In  October,  1910,  there  were  24,106  local  trains 
that  were  on  a  mileage  basis. 

Mr.  Sheean :  And,  as  against  that,  how  many  were  paid  by 
the  hour  in  local  service  in  1910? 

Mr.  Keefe :     52,604. 

Mr.  Sheean :  Those  which  were  paid  on  the  mileage  basis 
made  how  many  miles  ? 
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Mr.  Keefe:     1,818,110  miles. 

Mr.  Slieean :  And  those  which  were  paid  on  tlie  hourly  basis 
made  how  many  hours  in  local  or  way  freight  service? 

Mr.  Keefe:     4,206,124. 

Mr.  Sheean:  As  against  that,  what  was  the  situation  in 
1913? 

Mr.  Keefe:  In  October,  1913,  there  were  24,953  trains, 
making  a  mileage  of  1,921,557  miles,  that  were  on  a  speed  basis; 
while  there  were  56,537  trains  making  a  mileage  of  4,445,579 
miles  that  were  on  an  hour  l)asis. 

Mr.  Sheean:  Reduced  to  percentages,  in  October,  1913,  on 
the  basis  of  the  number  of  trains  operated,  how  many  were 
operated  on  a  speed  basis  in  October,  1910,  as  against  October, 
1913? 

Mr.  Keefe:  In  October,  19](),  31.42  per  cent  were  on  a 
speed  basis,  while  in  October,  1913,  there  were  30.62  per  cent. 

Mr.  Slieean :  On  the  basis  of  train  mileage  did  that  remain 
the  same  in  the  two  periods  ? 

Mr.  Keefe :     It  remained  the  same  in  the  two  periods. 

Mr.  Sheean :  Without  giving  the  details  of  the  total  number 
of  trains  and  the  total  mileage,  which  is  shown  for  each  class  of 
service,  is  it  not,  Mr.  Keefe  ? 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  What  was  the  situation  in  mixed  trains,  as 
between  October,  1910,  and  October,  1913? 

Mr.  Keefe:  On  the  basis  of  the  number  of  trains  oper- 
ated, 75.44  per  cent  of  the  mixed  trains  were  on  a  speed  basis, 
while  in  October,  1913,  80.41  were  on  a  speed  basis. 

Mr.  Sheean:    And  on  the  basis  of  train  mileage? 

Mr.  Keefe:  On  the  basis  of  train  mileage,  in  October, 
1910,  74.78  per  cent  of  the  trains  run  were  on  a  speed  basis, 
while  in  October,  1913,  the  percentage  was  77.56. 

Mr.  Sheean:  In  passenger  service,  Mr.  Keefe,  in  that 
month,  in  the  two  years,  there  were  some  trains  in  passenger 
service  that  did  not  even  make  ten  miles  an  hour.  How  many 
trains  were  there  in  that  situation  in  October,  1910? 

Mr.  Keefe:  In  October,  1910,  there  were  162  trains  mak- 
ing a  mileage  of  11,271  miles  that  were  on  a  speed  basis  of  less 
than  ten  miles  an  hour;  while  in  October,  1913,  there  were  165 
passenger  trains  making  10,453  miles. 
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Mr.  Sheean:  And  reduced  to  the  basis  of  number  of 
trains  operated,  how  many  were  paid  on  a  speed  basis  f 

Mr.  Keef e :  99.92  per  cent  in  both  years  were  operated  on 
a  speed  basis. 

Mr.  Sheean:  And  on  the  basis  of  train  mileage,  the  rela- 
tionship remained  the  same  in  the  two  years. 

Mr.  Keefe:  Yes,  99.95  per  cent  of  the  total  passenger 
trains  run  were  on  a  speed  basis. 

Mr.  Sheean:  In  miscellaneous  freight  service,  in  which 
you  include  turn-arounds  and  other  irreg-ular  freight  service, 
what  was  the  situation  as  to  total  actual  miles  in  the  two 
periods  ? 

Mr.  Keefe:  In  October,  1910,  there  were  1,601,234  miles 
that  were  on  a  sjjeed  basis,  while  there  were  1,534,066  miles  that 
were  on  an  hour  basis. 

Mr.  Sheean:  Coming  down  to  percentages,  what  change 
was  there  in  the  two  months,  three  years  apart? 

Mr.  Keefe :  In  October,  1910,  50.31  per  cent  of  all  miscel- 
laneous freight  service  operated  was  on  a  speed  basis ;  while  in 
October,  1913,  the  percentage  was  52.79. 

On  a  basis  of  train  miles,  in  October,  1910,  51.07  per  cent 
of  the  trains  were  on  a  speed  basis;  while  in  October,  1913, 
55.13  per  cent  were  on  a  speed  basis. 

Mr.  Sheean:  Now,  then,  you  have  shown  the  pasher, 
helper,  work,  wreck,  belt  line,  and  so  on,  showing  miles,  but 
not  showing  the  number  of  trains.  Why  was  that,  as  to  the 
omission  of  the  number  of  trains  in  pusher,  helper,  and  so 
forth,  service? 

Mr.  Keefe:  It  would  be  very  difficult  and  very  confusing 
to  compute  the  number  of  trains  or  the  number  of  trips. 

Mr.  Sheean:     But  you  do  carry  out  the  total  mileage? 

Mr.  Keefe:     Yes,  I  show  the  total  actual  miles. 

Mr.  Sheean:  You  have  told  us  about  through  freight,  but 
treating  the  service  as  a  whole,  what  is  the  situation  in  1913  as 
compared  with  October,  1910,  as  to  whether  the  movement  of 
traffic  has  been  retarded,  or  whether  it  has  been  speeded  up  in 
those  two  periods? 

Mr.  Keefe:  It  shows  that  the  speed  of  the  trains  has  been 
slightly  greater  in  October,  1913,  than  it  was  in  October,  1910. 

Mr.  Sheean:     So  that,  whether   you    take    it    in    through 
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freight  service  or  in  any  class  of  service,  with  the  single  excep- 
tion of  local  or  way  freight,  it  would  ajipear  from  this  tahle  that 
in  the  month  of  Octoher,  1913,  the  traffic  was  gotten  over  the 
road,  and  therefore  the  engineers  and  firemen  made  their  miles 
in  a  shorter  space  of  time  than  they  did  in  Octoher,  1910. 

Mr.  Keef e :     Yes. 

Mr.  Sheean :  And  in  local  or  way  freight  service,  if  treated 
on  the  basis  of  the  train  mileage,  the  percentage  of  the  trains 
that  got  over  the  road  at  a  greater  speed  than  ten  miles  an  honr, 
remained  just  the  same  in  the  two  months  of  October? 

Mr.  Keefe:     That  is  for  local  or  way  freight  service? 

Mr.  Sheean:     That  is  for  local  or  way  freight  service. 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  While  as  to  all  service  other  than  the  local 
or  way  freight,  the  Showing  is  that  the  men  were  not  on  the  road 
as  long  in  making  their  miles,  as  they  were  in  October,  1910? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Now,  sheet  No.  2  of  this  exhibit,  Mr.  Keefe, 
shows  for  each  railroad  the  same  information  that  is  summarized 
on  this  sheet  1? 

Mr.  Keefe:     Yes,  but — 

Mr.  Sheean:     And  in  addition  thereto,  what? 

Mr.  Keefe:  In  addition  thereto  it  shows  the  average  miles 
made  per  train  in  through  freight  service  and  the  average  time 
per  train  in  hours  that  each  train  was  on  the  road,  in  October, 
1910,  compared  with  October,  1913,  and  by  individual  railroads. 

Mr.  Sheean:  On  sheet  No.  2  it  takes  simply  through  freight 
service,  does  it,  Mr.  Keefe  ? 

Mr.  Keefe :    Yes. 

Mr.  Sheean:     Have  you  now  those  extra  blank  forms? 

Mr.  Keefe:  A  sufficient  supply  has  not  come  over.  They 
will  be  here  in  a  minute. 

Mr.  Sheean:  I  will  file  the  form  itself  as  ])art  of  this  ex- 
hibit, Mr.  Stone;  I  thought  they  had  come  in. 

Tn  just  what  way  was  this  information  gotten  at.  as  to 
through  freight,  Mr.  Keefe? 

Mr.  Keefe:  In  through  freight  service,  the  instructi(ms 
provide  that  such  trains  as  were  in  freight  service  that  operatcil 
over  the  entire  district  between  terminals,  should  be  considered 
as  through  freight  service. 
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Mr.  Sheean:  And  the  actual  number  of  trains  and  the 
actual  number  of  miles  on  each  of  the  roads  reported ;  and  where 
was  the  average  then  made  1 

Mr.  Keefe:  The  actual  number  of  trains  and  the  actual 
train  miles  were  taken  from  the  train  sheets  of  the  railroads; 
and  the  column,  average  miles  per  train,  is  the  number  of  trains 
divided  into  actual  miles. 

Mr.  Sheean :     Column  4,  total  time  in  hours,  is  what? 

Mr.  Keefe :  The  column  No.  4,  total  time  in  hours,  is  the 
time  intervening  between  departure  of  each  train  from  initial 
terminal  and  the  time  of  arrival  at  destination,  commonly 
known  as  the  running  time  between  terminals. 

Mr.  Sheean :  Then  column  five  is  arrived  at  by  dividing  the 
total  running  time  by  what? 

Mr.  Keefe :     The  total  running  time  by  the  number  of  trains 


run. 


Mr.  Sheean : 
Mr.  Keefe : 
Mr.  Sheean; 


Mr.  Keefe : 
Mr.  Sheean : 
Mr.  Keefe : 
Mr.  Sheean: 


Which  gives  the  average  time  per  train? 
Yes. 
Then  columns  6,  7,  8,  9  and  10  show  the  same 
information  as  to  trains  that  accomplish  their  speed  at  ten  miles 
an  hour  or  less? 

Yes. 
And  carried  across  the  rest  of  the  page — 
That  is  for  October,  1910. 
That  is  for  October,  1910.     The  balance  of 
sheet  No.  2  shows  the  same  detail  information  as  to  operations  in 
the  month  of  October,  1913  ? 
Mr.  Keefe :     Yes. 

Mr.  Sheean:  From  the  roads  sho^vn  separately,  what  was 
the  average  time  per  train,  in  hours,  for  all  roads,  in  the  month  of 
October,  1910? 

Mr.  Keefe :  The  average  hours  were  9.41  hours  for  making 
an  average  distance  of  1,132  miles. 

Mr.  Sheean :     That  is,  you  have  not  arrived  at  an  average 
for  the  roads,  and  then  averaged  the  averages  of  the  roads,  but 
have  taken  the  total  time,  the  hours  for  all  roads  and  the  total 
actual  miles  for  all  roads? 
Mr.  Keefe:     Yes. 

Mr.  Sheean:  There  is  shown,  for  each  of  the  roads  sep- 
arately, the  average  time  per  train,  in  hours? 
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Mr.  Keefe:    Yes. 

Mr.  Sheean :  Not  averaging  those  averages,  but  by  taking 
the  total  number  of  trains  on  ail  roads,  and  the  total  time  in 
hours  on  all  roads,  you  arrived  at  the  average  if  these  had  been 
in  fact  one  system. 

Mr.  Keefe:  In  arriving  at  the  average  time  in  hours  per 
train,  yes. 

Mr.  Sheean:  The  average  time  in  hours  per  train  in  the 
month  of  October,  1910,  was  9.41,  I  believe  he  said. 

Mr.  Keefe :  Yes,  9.41  hours  for  an  average  of  1,132  miles 
per  train. 

Mr.  Sheean :  And  in  the  month  of  October,  1913,  what  was 
the  average  time  in  hours  per  train? 

Mr.  Keefe :     9.31  hours  for  a  distance  of  112.6  miles. 

Mr.  Sheean :  On  the  roads  separately,  the  distance  varies 
considerably  as  between  different  roads,  which  shows  the  differ- 
ent lengths  of  runs  on  different  railroads  in  this  territory? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  That  is  shown  in  columns  3  and  8,  as  to  the 
average  distances  in  the  month  of  October,  1910,  and  in  columns 
13  and  18  for  the  vear  1913. 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Then  the  time  varies  on  different  roads,  as 
well  as  the  variance  in  the  distance  of  the  runs  on  different 
roads  ? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  And  as  to  any  road,  the  comparison  can  be 
made  between  these  two  months  of  operation  from  this  sheet? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Was  there  anything  other  in  connection  with 
this  sheet  2,  showing  the  average  time  and  miles  per  train  for 
all  through  freight  trains  except  that  which  has  been  developed 

here? 

Mr.  Keefe :  No,  sir,  excepting  to  show  that  there  has  been 
a  difference  of  about  2,000  additional  number  of  trains  run  in 
October,  1913,  over  1910. 

Mr.  Sheean:     That  is  shown  in  which  column,  Mr.  Keefe? 

Mr.  Keefe:  That  is  shown  by  the  addition  of  the  total  of 
columns  1  and  6,  and  comparing  that  with  the  totals  of  columns 
11  and  16. 


3702 


Mr.  Slieean:  And  the  greater  number  of  trains  were 
handled  in  October,  1913? 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  In  this  average  lengtli  of  hours,  as  shown 
here,  and  the  average  distance,  as  shown! 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  The  change  as  to  number  of  trains  on  any 
one  of  the  roads,  between  these  two  years,  is  shown  across  the 
page  1 

Mr.  Keefe:     Yes. 

Mr.  Sheean :     Sheet  No.  3  of  this  exhibit — 

Mr.  Byram:  Before  leaving  that  statement,  did  you  hear 
the  testimony  of  the  various  witnesses'? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Byram :  To  the  effect  that  the  heavj^  loading  of  trains 
and  the  large  engines  and  various  unfavorable  operating  condi- 
tions prevailing  at  the  present  time  had  contributed  to  long 
trips  on  the  road,  longer  than  they  were  formerly? 

Mr.  Keefe:  I  heard  some  testimony  of  that  character,  yes^ 
sir. 

Mr.  Byram 
contradict  it? 

Mr.  Keefe: 

Mr.  Byram 
Keefe 


Do  tliese  statistics  bear  out  that  testimonv  or 


Well,  that  testimony,  as  I  recall  it — 
L  mean,  now,  as  to  the  railroads  generally? 
As   to   the    railroads   generally,   it   is   not,   it 
shows  the  contrary. 

Mr.  Byram:  It  shows,  then,  apparently  there  were  indi- 
vidual cases  where  some  individuals  had  suffered  long  hours  on 
the  road,  rather  than,  as  a  general  situation  ? 

Mr.  Keefe :  No  doubt  there  are  particular  territories  and 
particular  divisions  where  they  are  longer  on  the  road  now  than 
they  were  in  1910;  but  considered  as  a  whole,  the  performance 
is  somewhat  better  in  October,  1913,  than  it  was  in  1910. 

Mr.  Byram:  Then,  according  to  this,  generally  in  this  ter- 
ritory, crews  in  through  freight  service  are  making  their  trips 
largely  in  miles,  that  is,  at  a  higher  rate  of  speed  than  ten  miles 
an  hour,  and  the  percentage  or  proportion  of  crews  in  through 
freight  service,  which  make  their  trips  at  a  higher  rate  of  speed 
than  ten  miles  an  hour,  is  a  little  greater  in  October,  1913,  than 
it  was  in  October,  1910? 
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Mr.  Keefe :     Yes,  sir. 

Mr.  Byram:     According  to  these  statistics? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Byram:     In  this  territory  as  a  whole! 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean :  And  Mr.  Keefe,  if  they  arc  handling  heavier 
traffic  and  are  operating  larger  engines  which  take  a  higher 
rate  of  pay  than  the  smaller  engines,  they  arc  receiving  a 
larger  sum  of  money  for  running  over  the  territory  in  a  slightly 
decreased  number  of  hours  than  they  were  in  1010. 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  So,  if  there  has  been  an  increase  in  the  ton- 
nage from  the  installation  of  the  larger  power,  this  shows  that, 
viewing  the  territory  as  a  whole,  and  the  operations  as  a  wliole, 
the  number  of  hours  of  the  men  have  not  been  lengthened  out? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:     In  making  their  trips  over  the  road? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  And  if,  because  of  the  heavier  engines,  the 
engine  is  taking  a  higher  rate,  they  are  receiving  larger  sums 
of  money  for  the  same  number  of  hours  on  the  road  than  they 
were  in  1910. 

Mr.  Keefe:  Yes,  sir;  if  they  are  receiving  the  higher 
rate,  as  I  understand  your  questions. 

Mr.  Sheean:  Yes,  if  the  tonnage  has  increased  so  that 
larger  power  has  been  installed  which  takes  a  higher  rate. 

Mr.  Keefe:     Yes. 

Mr.  Park :  I  wanted  to  ask  you,  Mr.  Keefe,  if  the  through 
trains  consist  of  all  classes;  that  is,  it  does  not  include,  as  I 
understand  it,  the  local  trains? 

Mr.  Keefe:  It  does  not  include  local  or  way  freight 
trains. 

Mr.  Park :  But  the  so-called  drag  trains  and  stock  trains, 
and  fruit  trains,  and  everything  that  runs 

Mr.  Keefe:  It  includes  every  class  of  freight  train  that 
was  run  in  freight  service  over  the  district  other  than  loc^il  or 
way  freight  service. 

Mr.  Sheean :  Sheet  No.  3  of  this  exhibit  makes  compari- 
son between  the  months  of  October,  1910,  and  October,  1013, 
on  what  points? 
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Mr.  Keefe:  For  the  local  or  way  freight  service.  It 
shows  the  number  of  trains  and  the  actual  miles  in  October, 
1910,  of  trains  that  accomplish  their  run  at  a  speed  greater 
than  ten  miles  per  hour,  or  that  were  on  what  is  known  as  speed 
basis.  And  also  the  number  of  trains,  and  the  actual  miles 
of  such  trains  that  were  on  ten  miles  per  hour  or  less  basis, 
or  on  the  hourly  basis,  and  the  same  information  for  October, 
1913,  by  individual  railroads. 

Mr.  Sheean:  Let  me  see,  then;  columns  3  and  4  and  col- 
umns 7  and  8  on  this  exhibit  would  represent  the  number  of 
trains  and  the  number  of  miles  that  time  and  a  half  would  have 
to  be  paid  for,  if  this  proposition  was  in  effect;  that  is,  time 
and  a  half  would  have  to  be  paid  in  local  way  freight  ser\dce. 

Mr.  Keefe:     On  ten  hour  roads? 

Mr.  Sheean:     Yes,  on  ten  hour  roads. 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  That  is,  this  sheet  of  this  exhibit  shows,  in 
local  service,  the  trains  in  which  they  are  not  being  paid  on  an 
hourly  basis  ?    • 

Mr.  Keefe:     Yes. 

Mr.  Sheean:  Now,  what  change  has  there  been — I  think 
you  gave  us,  Mr.  Keefe,  the  general  statement  as  to  the  change 
that  there  was  in  local  or  way  freight,  when  you  were  giving 
us  the  summary  on  page  1? 

Mr.  Keefe:     Yes. 

Mr.  Keefe :     Yes. 

Mr.  Sheean:  This  page  3  simply  shows  the  detailed  infor- 
mation, railroad  by  railroad,  that  is  summarized  and  shown  in 
the  summary  in  sheet  1  under  the  head  of  ''Local  or  Way 
Freight  Service  ? " 

Mr.  Keefe :     Yes,  sir. 

Mr.  Sheean:  Was  there  anything  on  this  sheet  to  which 
you  wished  to  direct  especial  attention,  except  the  facts  that 
were  brought  out  in  connection  with  the  summarized  portion 
of  the  exhibit  ? 

Mr.  Keefe:     No. 

Mr.  Sheean:  Sheet  No.  4  gives  like  detail  as  to  mixed  train 
service? 

Mr.  Keefe:     Yes,  sir. 
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'         Mr.  Slieean:     Just    wliat    were    your    instructions    as    to 
mixed  train  service? 

Mr.  Keefe:  "Where  mixed  trains  are  also  way  freiii^lits 
they  should  be  shown  as  local  or  way  freights,"  otherwise  they 
were  shown  as  mixed  trains  or  trains  known  as  mixed  trains; 
they  were  other  than  way  freights. 

Mr.  Sheean :  That  is,  a  mixed  train  which  did  way  freight 
work  was  classified  and  included  under  the  part  of  this  exhibit 
which  is  shown  on  page  3 1 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  But  if  it  did  not  do  way  freight  service  but 
was  otherwise  a  mixed  train,  it  was  separated  and  shown  on  this 
sheet? 

Mr.  Keefe:     Yes,  sir. 

Mr.  Sheean:  Anything,  Mr.  Keefe,  about  tliat  sheet  of  the 
exhibit  to  which  you  wish  to  direct  attention  which  has  not  been 
covered  by  the  general  statement  that  was  made  as  to  the  sum- 
mary shown  on  sheet  1  ? 

Mr.  Keefe:     No,  sir. 

Mr.  Byram:  Is  this  the  local  freight  exhibit,  this  sheet  you 
are  talking  about,  sheet  3  ? 

Mr.  Sheean:  Sheet  3  was  local,  Mr.  Byram,  we  have  got 
ahead  of  you  onto  sheet  4. 

Mr.  Bj^ram:     I  would  like  to  ask  a  question  about  sheet  3, 
if  it  is  not  too  late.    I  notice  here  that  in  October,  1910,  on  sheet 
3,  24,106  trains  in  local  or  way  freight  service  accomplished  their 
run  at  a  speed  greater  than  ten  miles  per  hour.    Is  that  right  ? 
<        Mr.  Keefe:    Yes. 

Mr.  Byram:  And  52,604  trains  in  October,  1910,  accom- 
plished their  run  at  a  speed  of  ten  miles  per  hour  or  less? 

Mr.  Keefe :     Yes. 

Mr.  Byram:  Now,  do  I  understand  correctly  that  nearly 
one-half  of  the  local  trains  in  October,  1910,  made  their  runs 
at  a  greater  rate  of  speed  than  ten  miles  per  hour?  , 

Mr.  Keefe:     No,  one-third.    This  is  October,  1910. 

Mr.  Byram:    Yes. 

Mr.  Keefe:  And  there  are  half  as  many  trains  that  ac- 
complished their  runs  on  a  speed  basis  that  were  on  an  hourly 
basis,  but  of  the  total  local  trains  run  there  was  about  one-third 
of  them  that  were  on  a  speed  basis. 
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Mr.  Bvram : 
Mr.  Keefe: 
Mr.  Sheean: 
Mr.  Byram: 


Mr.  Sheean:  Twenty-four  thousand  trains  out  of  76,000 
trains.  The  52,000  are  the  ones  who  were  on  the  hourly  basis, 
Mr.  Byram.  Fifty-two  thousind  on  an  hourly  basis,  and  24,000 
on  a  speed  basis.  Adding  the  two  together  makes  76,000  trains  of 
which  only  24,000  made  it  at  a  greater  speed  than  ten  miles  per 
hour. 

That  figures  practically  what  I 
Thirty-one  and  forty-two  one-hundredths. 
Shown  on  the  summary  on  the  sheet. 
Thirty-one  per  cent  of  local  trains,  then,  were 
not  paid  on  an  hourly  basis  I 

Mr.  Keefe :    Were  not  in  October,  1910. 

Mr.  Byram :     How  was  it  in  October,  1913 1 

Mr.  Keefe :     30.62. 

Mr.  Byram :     Almost  the  same  number  of  trains  run? 

Mr.  Keefe:    Yes. 

Mr.  Byram:     About  4,000  miles? 

Mr.  Keefe :     Out  of  a  total  of  4,000— 

Mr.  Byram:  There  were  56  and  24.  Is  that  the  total 
amount  given? 

Mr.  Sheean :  Yes.  On  sheet  1,  Mr.  Byram,  the  second  line 
is  carried  across,  ** Local  or  Way  Freight,"  and  in  columns 
9  to  12  you  get  the  compilation. 

Mr.  Keefe :  Yes,  I  was  trying  to  total  the  number  of  local 
trains. 

Mr.  Sheean:  Now,  you  have  these  totals  here  carried  in 
the  summary  on  sheet  1.  On  sheet  1,  the  first  line  shows  that  in 
October,  1910,  24,106  trains  were  on  a  speed  basis ;  52,604  were 
paid  on  an  hourly  basis. 

Mr.  Byram :     That  makes  a  total  of  76,000  trains. 

Mr.  Sheean :  Yes,  and  the  24,000  on  the  speed  basis  made  a 
total  miles  of  1,818,110,  while  the  52,604  trains  paid  on  the  hourly 
basis  made  4,206,124  miles. 

Now,  in  1913,  you  see  there  were  24,953  trains  as  against 
24,106  three  years  previously,  which  were  on  a  speed  basis. 

The  number  on  an  hourly  basis  had  increased  to  56,537 
against  52,604. 

Mr.  Byram:     Yes. 

Mr.  Sheean :  And  the  mileage  made  in  the  later  years  was 
4,445  as  against  4,206  in  1910. 
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Mr.  Byram :  There  were  about  4,000  more  local  trains  run 
in  October,  1913,  than  in  October,  1910. 

Mr.  Keefe :     4,780. 

Mr.  Sheean :  Then,  carried  out  to  the  percentage  basis,  on 
the  basis  of  train  mileage,  the  performance  is  identical  in  the 
two  years,  30.18.  If  you  reduce  it  to  the  percentage  of  trains 
operated,  merely  counting  trains  as  trains,  the  percentage  in 
1913  had  dropped  to  30.62  from  31.42.  But  on  the  comparison 
of  the  actual  mileage  in  the  two  years  in  local  service  it  remained 
just  the  same. 

Mr.  Byram :  The  situation  is  that  about  30  per  cent  of  the 
local  trains  run  were  paid  on  a  mileage  basis;  tliat  is,  they  ran 
faster  than  ten  miles  per  hour? 

Mr.  Sheean:  Yes,  and  the  other  70  per  cent  in  both  years 
were  paid  on  an  hourly  basis. 

Mr.  Byram :     Yes,  I  understand  it  now. 

Mr.  Sheean:  Now,  the  detail  which  we  have  just  given  by 
simply  running  across  that  page— all  the  detail  of  the  particular 
roads  is  shown  on  sheet  No.  3.  You  can  find  where  the  Burling- 
ton  went  up  or  went  down,  on  sheet  3. 

Sheet  No.  4,  you  explained,  Mr.  Keefe,  took  up  the  mixed 
train  service. 

Mr.  Keefe:    Yes. 

Mr.  Sheean :  Sheet  No.  5  shows  a  comparison  of  passenger 
service  in  the  same  manner  in  the  two  months? 

Mr.  Keefe:    Yes,  sir. 

Mr.  Sheean:  And  sheet  No.  6  the  miscellaneous  freight 
service,  the  caption  showing  just  what  is  included  under  the 
heading,  ''Miscellaneous  Freight  Service?" 

Mr.  Keefe:  Yes,  but  I  would  like  to  draw  attention  to 
that  sheet  No.  5,  the  increase  in  the  number  of  passenger  trains 
run.  There  were  practically  16,000  additional  passenger  trains 
run  in  the  month  of  October,  1913,  as  compared  with  1910. 

Mr.  Sheean:  But  I  think  you  said  the  percentage  of  the 
trains  in  passenger  service — 

Mr.  Keefe:     Oh,  yes,  the  percentage. 

Mr.   Sheean:    Had  improved,  out  in  the  decimal  points 

s^^iiicwhere. 

Mr.  Keefe:    Just  exactly  the  same  for  the  same  period. 
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There  was  a  total  of  over  15,000  additional  passenger  trains  run 
in  October,  1913,  as  compared  with  October,  1910. 

Mr.  Park :  "What  does  their  average  time  on  the  road  show, 
Mr.  Keefe? 

Mr.  Keefe:  I  haven't  made  any  computation  of  that,  Mr. 
Park. 

Mr.  Park :     You  could  not  determine  that  by  these  figures  ? 

Mr,  Keefe:  No,  because  the  hours  are  not  shown  on  this 
sheet,  although  we  did  on  the  freight  service. 

Mr.  Byram:  How  many  more  miles  did  they  run,  these 
additional  trains,  in  October,  1913,  compared  with  October,  1910? 

Mr.  Keefe:  In  round  figures,  1,500,000  additional  train 
miles. 

Mr.  Byram:    About  15,000  more  trains'? 

Mr,  Keefe:     Yes. 

Mr.  Burgess :  Mr.  Keefe,  may  I  ask  a  question  ?  You  re- 
ceived this  information  the  same  as  all  vour  other  exhibits,  that 
is,  from  the  reports  from  the  various  railroads  to  you? 

Mr,  Keefe :  Yes,  sir.  We  prepared  a  form  and  sent  it  out 
to  the  railroads,  asked  them  to  compile  it  uniformly  and  alike 
for  each  railroad  and  for  each  period  of  time,  so  as  to  have  it 
precisely  on  the  same  uniform  basis  for  each  year.  That  is,  for 
October  of  each  year,  and  for  each  railroad. 

Mr.  Burgess:  So  that  in  regard  to  this  comparison  you 
only  know  as  to  its  accuracy  in  accordance  with  the  reports  that 
were  furnished  you? 

Mr,  Keefe :  Yes.  The  tabulation  and  the  throwing  of  it  to- 
gether in  one  exhibit,  I  am  responsible  for,  and  the  railroads 
were  requested  to  furnish  accurate  and  correct  information^ 
and  if  necessary  substantiate  it. 

Mr.  Byram:  Mr.  Keefe,  as  far  as  the  month  of  October, 
1913,  is  concerned,  the  train  sheets  which  have  been  ordered  pro- 
duced by  the  Board,  will  be  available  for  checking  these? 

Mr,  Keefe :    Yes. 

Mr.  Sheean :     Have  you  the  blanks,  Mr.  Keefe  ? 

Mr.  Keefe:    Yes. 

Mr.  Sheean :    I  think  as  a  part  of  this  exhibit — 

Mr,  Keefe:    Number  11. 

Mr.  Sheean :     Do  you  want  to  number  it  11  ? 

Mr,  Keefe:    Yes, 
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Mr.  Sheean:  As  Railroads'  Exhibit  No.  11,  I  would  like 
to  make  the  form  or  blank  that  went  out,  and  the  instructions  ac- 
companying the  blank.  I  will  get  that  in  at  this  time,  Mr.  Stone, 
so  if  there  is  anything  in  connection  with  that  you -want  to  look 
over. 

(The  document,  so  offered  and  identified,  was  received  in 
evidence  and  thereupon  marked  "Railroads'  exhibit  No.  11, 
January  27,  1915.") 

Mr.  Sheean:  Sheet  No.  6,  I  think  you  say,  shows  the  de- 
tails as  to  miscellaneous  freight  service,  as  well  as  showing  just 
what  you  included  under  the  head  of  "Miscellaneous  Freight 
Service ! ' ' 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  Now,  sheet  No.  7,  as  to  "Pusher,  Helper, 
Work,  Wreck,  Belt  Line,  Transfer,  and  other  unclassified  serv- 
ice. ' '  On  both  sheet  6  and  sheet  7  the  totals  are  shown  which  you 
carry  into  your  summary  on  sheet  No.  1,  in  those  two  classes  of 
service "? 

Mr.  Keefe:    Yes. 

Mr.  Sheean:  And  instead  of  extending  on  these  sheets, 
6  and  7,  the  percentage  comparison,  that  comparison  is  made 
on  sheet  No.  1  of  the  totals  shown  on  sheets  6  and  7? 

Mr.  Keefe:     Yes. 

Mr.  Sheean :  Was  there  anything  particularly  with  refer- 
ence to  sheets  6  and  7  to  which  you  wished  to  direct  attention? 

Mr.  Keefe:     No,  sir. 

The  Chairman :     We  will  suspend. 

(Whereupon,  at  5  o'clock  p.  m.,  on  the  27th  day  of  January, 
1915,  an  adjournment  was  taken  until  10  o'clock  a.  m.,  Thurs- 
day, January  28,  1915.) 
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